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RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING    THE 


THREE  MONTHS  ENDING  SEPTEMBER  30,  1901. 


The  facts  and  figures  herein  set  forth  are  taken  from  monthly 
reports  filed  with  the  Interstate  Commerce  Commission  in  accordance 
with  the  provisions  of  the  act  of  March  3,  1901  (see  page  9),  requir- 
ing reports  of  collisions  and  derailments  and  of  accidents  of  all  kinds 
causing  injury,  fatal  or  otherwise,  to  passengers  or  to  employees  on 
duty. 

The  number  of  persons  reported  killed  in  the  three  months  ending 
September  30,  1901,  in  collisions,  derailments,  and  miscellaneous  train 
accidents  is  240,  and  of  injured  2,622.  Accidents  of  other  kinds, 
including  those  sustained  by  employees  while  at  work,  and  by  pas- 
sengers in  getting  on  or  off  cars,  etc.,  increase  the  total  number  of 
casualties  to  11,212  (725  killed  and  10,487  injured).  These  accidents 
are  classified  in  the  following  table.  No  reports  are  required  of  casu- 
alties at  highway  crossings,  or  to  trespassers  or  persons  walking  along 
the  track,  nor  to  employees  who  are  not  on  duty;  and  the  classification 
does  not  include  trifling  accidents  which,  if  tabulated,  would  needlessly 
swell  the  totals. 

Table  No.  1. — Summary  of  casuallies  to  person*;  Jvly,  August^  and  September ^  1901. 


In  coIIisioDfl 

In  derailments 

Miseellaneoiu  train  accidents, 
including  locomotive  boiler  ex- 
plosions  

Total  train  accidents 

Coanlinff  or  uncoupling  cars 

WhAe  doing  other  work  about 
traini,  or  while  attending 
switches 

Coming  in  contact  with  overhead 
bridges,  structures  at  side  of 
traclE,  etc 

Falling  from  cars  or  engines,  or 
while  getting  on  or  off 

other  causes 

Totals  (other  than  train  ac- 
cidents)  

Totals,  all  classes 


Other  per- 

Switch- 

Passen- 
gers. 

Trainmen. 

sons  em- 
ployed on^ 
or  around 

men,  flag- 
men, and 
watch- 

Other em- 
ployees. 

Total  em- 
ployees. 

trains. 

men. 
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809 

614 

84 

179 

103 

896 

13 

419 

60 

274 

5 

42 

0 

4 

6 

49 

71 

369 

0 

9 

7 

96 

0 

8 

0 

4 

2 

12 

9 

120 

67 

1,237 

148 

984 

15 

134 

4 

27 

16 

240 

183 

1,385 

0 

% 

0 

24 

406 

0 

11 

6 

49 

0 

6 

30 

474 

0 

0 

10 

701 

1 

46 

1 

55 

2 

108 

14 

910 

2 

24 

26 

241 

1 

7 

0 

20 

2 

16 

29 

288 

42 

880 

102 

1,288 

6 

5ft 

12 

84 

15 

191 

135 

1.568 

9 

485 

56 

1,047  1  14 

117 

SO 

149 

124 

2,428 

224 

8,741 

53 

889 

218 

3,635     22 

236 

49 

357 

143 

2,748 

432 

6,976 

110 

2,126 

366 

4,619 

37 

870 

53 

384 

159 

2,988 

616 

8,361 
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The  number  of  passengers  killed  in  collisions  and  demilments  during 
this  quarter — 57 — is  very  large,  and  is  equal  to  more  than  half  of  the 
total  shown  for  twelve  months  in  the  Commission's  annual  report  for 
1900.  The  present  record  is  swelled  by  a  single  collision  in  August, 
in  which  28  passengers  and  3  employees  of  the  road  were  killed.  This 
collision,  due  to  a  runawaj'^  of  freight  cars  on  a  long  and  steep  grade, 
can  not  be  satisfactorily  classified  as  to  cause,  as  the  officers  of  the 
road  report  that  the  cars  which  ran  away  had  been  left  on  a  side  track, 
suitably  secured  by  hand  brakes;  and  they  have  not  discovered  how 
the  brakes  were  released. 

The  next  most  serious  accident  in  August,  causing  the  death  of  9 
passengei*8  and  1  trainman,  was  also  due  to  some  cause  not  discovered. 
A  passenger  train  while  running  at  moderate  speed  was  derailed  with 
disastrous  results,  but  no  defect  was  found  in  cars,  engine,  or  track. 
It  is  supposed,  therefore,  that  some  obstruction  may  have  been  mali- 
ciously placed  on  the  track. 

The  number  of  passengers  killed  in  collisions  and  derailments  in 
July  was  7,  and  in  September  8  were  killed  from  these  causes.  In  one 
collision,  occurring  in  July,  4  passengers  and  5  trainmen  were  killed 
and  57  persons  were  injured.  This  collision,  damaging  the  railroad 
company's  property  to  the  extent  of  over  $50,000,  was  due  to  forget- 
fulness  on  the  part  of  the  conductor  and  engineman  of  a  freight  train. 
These  two  men  were  killed  in  the  collision.  The  conductor  had  served 
in  that  capacity  ten  months  and  the  engineman  eight  days.  Both  had 
had  several  years'  experience  in  subordinate  positions. 

Of  the  passengers  killed  in  September,  6  ar^  accounted  for  in  a 
single  collision,  due  to  the  careless  movement  of  a  freight  locomotive 
on  a  track  parallel  to  one  on  which  a  fast  passenger  train  was  passing. 
A  misplaced  switch  was  overlooked  and  the  engine  ran  against  the 
side  of  the  passing  passenger  cars,  overturning  them. 

The  total  number  of  collisions  and  derailments  was  2,249  (1,247  col- 
lisions and  1,002  derailments),  of  which  217  collisions  and  90  derail- 
ments aflFected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $1,842,224,  namely:  Julj% 
$600,047;  August,  $648,249;  September,  $593,928. 

Given  more  in  detail,  these  facts  appear  as  below: 


Table  No.  2. — Reports  for  July,  August^  and  September,  1901. 


CoUMonB  due  to  trains  separating 

Other  collisions 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Demllments  due  to  negligence  of  trainmen,  signalmen,  etc. 

Derailments  due  to  unior^een  obstructions,  etc 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  other  causes 

Total 

Total  collisions  and  derailments 


Number.  I      Loss. 


189  I         980,887 
1,058  I         957,662 


1,247  I    91,038,499 


184  .  114,661 

452  ,  361,409 

73  I  82,693 

66  :  74,477 

20  I  28,492 

257  ,  191,993 


1,002  803,725 


2,249      91,842,224 


It  will  be  observed  that  the  average  loss  by  each  coUison  was  approx- 
imately $833^  and  by  each  derailment  $802.  The  total  amount  of  dam- 
age to  property  (which  does  not  include  damage  to  merchandise  in 
cars)  does  not  vary  much  from  month  to  month;  yet  the  individual 
cases  vary  greatly.  In  July,  7  accidents  caused  an  aggregate  loss 
under  this  head  $127,210.  In  August,  4  accidents  cost  $91,300,  two  of 
these  aggregating  $70,000.  One  of  these  latter  was  the  collision  in 
which  31  persons  were  killed. 

No  comparisons  can  be  made  with  former  records,  as  records  have 
never  before  been  made  for  periods  shorter  than  one  year,  and  train 
accidents,  as  such,  have  not  been  repoi*ted  to  the  Commission  in  any 
shape;  but  the  diminution  in  "coupler  accidents,"  due  to  the  general 
use  of  automatic  couplers,  may  be  roughly  measured  by  comparing  the 
present  record  for  three  months  with  one-fourth  of  the  total  for  one 
year  as  shown  in  former  reports.  For  the  year  ending  June  30, 1900, 
the  Commission  reported  282  employees  killed  in  coupling  and 
uncoupling.  One-fourth  of  this  number,  70i,  is  more  than  twice  the 
number  now  reported  for  one-quarter  of  a  year. 

An  examination  of  the  reports  of  individual  cases  in  this  class  of 
accidents  shows  that  an  appreciable  percentage  is  made  up  of  cases 
occurring  in  what  may  be  called  emergency  work,  such  as  coupling  to 
a  car  which  has  just  been  in  a  slight  accident,  and  on  account  of  which 
the  automatic  coupler  has  been  taken  off  the  car  or  is  out  of  order. 
Such  irregular  work  is  practically  unavoidable,  and  the  injury  record, 
to  the  extent  that  it  is  produced  by  cases  of  this  kind,  is  not  to  be 
taken  as  showing  anything  to  the  discredit  of  either  the  automatic 
coupler  or  the  men  doing  the  work. 

Another  point  noticeable  in  the  individual  reports  is  the  occurrence 
of  accidents  to  men  who  have  been  only  a  few  months  in  the  service. 
The  cases  in  which  the  report  says  that  the  injured  man  has  been  a 
brakeman  or  switchman  for  less  than  one  year  are  not,  perhaps^  to  be 
called  numerous,  yet  their  frequent  recurrence  suggests  the  need  of  a 
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period  of  carefully  managed  apprenticeship  for  the  proper  training  of 
a  brakeman.  That  a  considerable  percentage  of  injuries  in  this  class 
is  due  to  some  defect  in  the  coupler  is  a  matter  of  common  knowledge. 

This  point  was  alluded  to  in  the  fifteenth  annual  report  of  the  Com- 
mission to  Congress.  These  defects  are  often  very  slight,  and  many 
of  them  are  due  to  lack  of  intelligent  care  rather  than  to  faults  of 
material  or  design.  A  good  share  of  them  are  to  be  classed  as  unpre- 
ventable  except  by  the  gradual  improvement  in  design  of  parts  and 
by  added  experience  on  the  part  of  the  men.  This,  of  course,  means 
that  trainmen  should  exercise  particular  care  for  their  own  safety 
when  any  coupler  or  coupler  attachment  is  in  the  slightest  degree  out 
of  order. 

*' Coupler  accidents"  and  those  due  to  falling  from  cars,  having  for 
years  constituted  the  two  most  prominent  classes  in  the  lists  of 
casualties  to  trainmen,  have  received  special  attention.  These  classes, 
therefore,  are  reported  in  some  detail  in  the  two  tables  following,  Nos. 
3  and  4: 


Table  No.  3. — Causes  of  accidents  to  employees  in  coupling  and  uncoupling. 


sub- 

Conductors. 

Brakcmen,  etc. 

Other  employees. 

class. 

KUIed. 

Injured. 

Killed. 

Injured. 

5 

33 

25 

8 

1 

5 

14 

35 
11 

5 

1 
2 

28 
5 

8 

1 

8 
20 

Killed.   Injured. 

1 

sticking  of  partb  (bent  pins,  etc.)  pre- 
venting quick  work 

1 

2 

Holding  up  pin  by  hand  (preHumably 
made   necassary   by  defective  un- 
coupling mechanism) 

3 

2 
1 

3 

Other  causes,  apparently  due  to  defec- 
tive coupler  mechanL<nn 

3 

4 

Defective  draft  gear  (with  automatic 
coupler) , 

6 

Coupling  to  an  engine  or  tender 

6 

7 
8 

Same  (with  link  and  pin  coupler) 

.•••••••■----     

Coupling  on  inside  ofsharp  curve 

1 

4 

1 

i" 

4 

!!!!.!.!) i 

Foot  caught  in  or  between  couplers 
while  aajusting  coupler 

1 

9 

Slipped  (usually  on  ice  or  snow) 

10. 

11 

12 
18 

Foot  CAUght   in  frog,  guard  rail,  or 
switch 

Caught  by  overhanging  load  (on  plat- 
form car) 

Load  shifted 

Engaged  in  operations  preliminary  to 
coupling 

4 

1 

14 

While  coupling  safety  chains 

1 

16 

Link  and  pin  coupler 

16 

Link  and  pin,  witn  automatic 

17 

Coupling  damaged  cars  (presumably 
an  unavoidable  rl.sk) 

3 

1 

18 

Uncoupling  without  using  lever  (pre- 
sumably oy  reason  of  defective  un- 
coupling mechaninm) 

19 

Uncoupling,  other  causes 

20 

Miscellaneous 

5 
10 

71 
154 

3 

21 

Not  clearly  explained 

8 

11 

Total 

20 

SO 

435 

19 

Of  the  at^cidents  here  recorded*  12  are  reported  as  having  occurred 
in  handling  passenger  cars. 


Tablb  Xo.  4. — CauBes  of  acddtnts  to  employees  clamfied  (C6  and  C7)  aa  falling  from 

and  getting  on  or  off  cars  ana  engines. 


Causes. 

Conduc- 
ton. 

Brake- 
men,  etc. 

Engine- 
men. 

Firemen. 

Other  em- 
ployees. 

Snb- 
claiBL 

t 

1 

1 

t 

"a 

i 

i4 

1 

i 

i 

"a 

i 

• 

1 

2 
3 

4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reaaon  of— 
Defect  in  car 

1 

2 
1 

1 

8 
5 

39 

2 

Ice  or  snow 

Parting  of  train 

2 

5 

1 

11 

92 
29 

1 
1 

85 
1 

1 

Ov 

Derailment,  collision,  or  ahock  due 
to  abnormal   moyements  of  can 
other  than  tho8e  in  subclaas  3 

While  settinir  brakes 

1 

•  •  •  • 

1 

■    •   •   V 

2 

.... 

1 



12 
1 

Fell  from—                                '                 1 
CotA  car 

1 

1 
1 

i 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

•  •  •  « 

1 

1 
1 

•  •  •  • 

14 

1 

•  •  »  • 

8 

1 

9 

3 

80 

7 

Engin^,  tenders,  or  can  (all  kinds) 
not  in  motion 

18 

3 
9 
2 

.... 
1 

4 

20 
8 
1 

"2* 

6 
5 
2 

•  •  •  ■ 

4 

11 

Miscellaneous  causes 

2 
1 

1 

20 

? 

7 

17 

40 

6 

2 

402   .... 
160   

113 

12 

j  Not  clearly  explained 

51 

ri3 

Slipped  ge'ttlng  on  moving  trains  or  can. 
Jumninff  off  movinflr  trains 

82 
43 

22 

16 

111 

2 

33 

14 
15 

16 

17 
1» 

30 

r7< 

Jnmping  from  engines  or  can  anticipa^ 
ing  collision,  derailment,  or  other  acci- 
dent   

> 

«... 

2 

•  •  •  • 

7 

4 

Fell  from  engines  or  can  by  reason  of 
defective  handholds  and  sill  stens 

2 
4 

I 

*  •  •  • 

9 

•  •  •  ■ 

4 

Gettinsr  on  or  off  movinsr  eneine 

.... 

7 



10 

1 

19 

Cftuirbt  in  froir.  fruard  rHil.  or  ^witf^h 

— 

Total 

6 

55 

106 

1,116       1 

XI 

5 

82 

18 

283 

In  Table  No.  3,  subclasses  2  and  13  may  be  taken  together.  No.  13 
includes  cases  due  to  the  common  practice  of  opening  knuckles  by 
hand  when  moving  cars  are  coming  dangerously  near  each  other.  In 
cases  under  No.  7  a  certain  amount  of  contributory  negligence  is  indi- 
cated, for  even  an  inexperienced  man  should  be  able  to  comprehend 
the  danger  in  entering  between  two  cars  on  a  curve.  The  number  of 
injuries  in  No.  8  aflFords  a  striking  illustration  of  the  fact  that  ener- 
getic men  will  habitually  take  risks  when  engaged  in  work  which  must 
be  done  quickly.  To  adjust  a  coupler  laterally  by  pushing  or  kicking 
it  with  the  foot  (oft^n  done  when  the  car  is  in  motion)  is  dangerous, 
probably,  nine  times  out  of  ten;  and  3'et  the  motive  of  the  person  who 
does  this  thing— to  expedite  the  work  of  the  whole  crew — can  be 
spoken  of  only  in  terms  of  commendation.  The  large  number  in  sub- 
class 21  indicates  that  many  officers  making  reports  should  see  that 
details  are  more  clearly  given. 

In  Table  No.  4  we  find,  as  in  No.  3,  a  considerable  number  of  cases 
in  which  the  cause  of  the  accident  is  not  clearly  explained;  but.  an 
inconclusive  statement  is  probably  more  often  justifiable  in  this  class 
than  in  the  other.  In  subclass  No.  1  of  this  table  the  number  of 
injuries  seems  large.  The  fact  would  seem  to  indicate  the  neces- 
.sity  of  careful  and  systematic  inspection  of  grab  irons,  which  are 
doubtless  responsible  for  many  of  these  accidents,  by  reason  of  their 
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being  broken  or  loose.  Subclass  4  includes,  no  doubt,  many  causes 
which  would  be  classed  as  usual  hazards  of  the  work.  The  specific 
lessons,  so  far  as  they  appear  from  circumstances  given  in  the  reports, 
have  to  do  with  the  danger  of  giving  violent  hand  signals;  of  careless- 
ness, when  "kicking"  cars,  in  judging  distances;  of  using  airbrakes 
on  only  a  portion  of  a  number  being  moved,  and  other  well-known 
practices. 

No.  13  covers  a  class  of  accidents  familiar  to  all.  As  everyone  knows, 
there  is  no  remedy  for  these  except  that  which  is  in  the  hands  of  the 
employees  themselves.  While  it  would  be  manifestly  unjust  to  sweep- 
ingly  and  unfeelingly  class  the  whole  of  these  accidents  as  avoidable, 
on  the  ground  that  the  practice  is  unnecessary,  it  remains  true  that  in 
most  instances  this  would  be  the  legal  status  of  the  case.  The  same 
is  true  of  subclass  14. 

No.  17  is  similar  to  13  and  14,  but  is  to  be  looked  at  with  more  con- 
sideration, on  account  of  the  very  common  practice,  in  yards,  of  jumping 
on  and  off  the  end  footboards  of  switching  engines  under  circumstances 
where  the  necessities  of  the  work  seem  almost  to  require  the  men  to 
take  a  little  risk  now  and  then. 

Classes  6,  7,  9,  and  10  have  been  introduced  so  that  the  totals  shown 
therein  may  be  excluded  from  the  total  of  all  injuries,  thereby  pro- 
moting accuracy  in  the  study  of  the  causes  of  accidents  on  and  around 
high  freight  cars  in  motion. 

The  other  subclasses,  in  Tables  3  and  4,  will  be  understood  without 
explanation. 

Among  the  deaths  and  injuries  to  employees  shown  in  Table  No.  1 
(including  some  which  are  shown  in  subclasses  in  Table  No.  4)  there 
are  130  cases  that  are  evidently  due  to  operating  trains  in  which  air- 
brnkes  were  used  on  only  a  portion  of  the  cars.  Of  killed  there  were 
4  and  of  injured  126,  nearly  all  being  brakemen.  The  total  number 
of  collisions  and  derailments  classed  as  due  (1)  to  rupture  or  failure  of 
air-brake  hose  (or  other  defect  in  air-brake  apparatus,  causing  auto- 
matic application  of  brakes)  and  (2)  to  accidental  uncoupling  of  cars, 
causing  automatic  application,  is  205,  causing  damage  to  the  extent  of 
$88,612.  The  130  casualties  occurred  partly  in  these  collisions  and 
derailments  and  partly  in  similar  mishaps  which  were  not  of  suflScient 
importance,  as  train  accidents,  to  be  reported  as  such. 

The  element  of  danger  in  a  train  "partiall}'^  air-braked"  lies  in  the 
fact  that  a  quick  stoppage  of  the  cars  in  the  front  of  the  train  (by  air 
pressure)  for  any  reason,  causes  the  unbraked  cars  at  the  rear  to 
crowd  forward  against  those  in  front  with  such  force  that  violent  shocks 
are  caused.  With  all  cars  equally  bmked,  all  will  stop  in  unison,  or 
nearly  so. 

It  will  be  understood  that  failure  or  neglect  to  use  air  bmkes  on  a 
suflScient  number  of  cars  may  result  from  any  one  of  three  causes:  (1) 
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A  considerable  portion  of  the  cars  may  be  unequipped  with  air-brake 
apparatus.  (2)  A  small  portion — a  very  few — of  the  cars  may  be 
unequipped,  but  may  be  placed  at  or  near  the  front  end  of  the  train, 
preventing  air  connection  with  all  those  behind  them  (under  circum- 
.stances  where,  if  placed  at  the  rear,  they  would  not  introduce  a  seri- 
ous element  of  danger).  This  practice  is  due  either  to  negligence  or 
to  the  belief  that  the  protection  to  be  had  from  the  use  of  the  brakes  is 
not  of  enough  importance  to  justify  the  expenditure  of  time  that  would 
be  required  to  change  the  cars  from  the  front  to  the  rear  of  the  train. 
(3)  On  and  near  steep  descending  grades  the  air  pipes  on  a  portion 
of  the  air-brake  cars,  in  a  long  titiin,  may  be  deliberately  left  uncon 
nected  from  the  air-brake  apparatus  of  the  engine  with  the  avowed 
purpose  of  making  the  train  more  manageable.  Some  railroad  oflScers 
still  hold  that  in  consequence  of  the  difficulty  of  regulating  the  slack, 
or  the  liabilitj'  of  the  brake  apparatus  not  being  in  perfect  order,  it  is 
safer  under  some  circumstances  to  regulate  the  speed  wholly  or  partly 
by  the  use  of  hand  brakes.  It  is  gratif54ng  to  state,  however,  that 
upon  roads  having  the  steepest  grades  this  view  has  been  abandoned, 
and  trains  are  invariably  controlled  by  power  brakes. 

The  above  total,  130,  includes  only  those  cases  which  clearly  come 
within  this  class.  There  are  many  other  accidents,  no  doubt,  classed 
as  ^'falling  from  cars"  in  which  the  injuries  are  partly  due  to  violent 
movements  of  cars  which  would  not  occur  if  all  the  cars  in  the  train 
were  under  the  full  control  of  the  engineman,  by  means  of  his  air- 
brake valve. 


[Public— No.  171.] 

AN  ACT  Requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all 

accidents  to  the  interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  tJie  United  States  of  America 
in  Congress  assembled^  It  shall  be  the  duty  of  the  general  manager,  superintendent,  or 
other  proper  officer  of  every  common  carrier  engaged  hi  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  ([Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
ana  actually  on  auty,  which  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sbc.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sbc.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evi- 
dence or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any 
suit  or  action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Pec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 
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RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING  THE 


THREE  MONTHS  ENDING  DECEMBER  31,  1901. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  October,  November,  and  December,  1901,  as  shown  in  reports  made 
by  the  railroad  companies  to  the  Interstate  Commerce  Commission, 
under  the  "  accident  law  "  of  March  3, 1901,  was  272,  and  of  injured, 
2,089.  Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  oflF  cars,  etc.,  bring 
the  total  number  of  casualties  up  to  11,048  (813  killed  and  10,235 
injured).  These  accidents  are  classified  in  the  following  table.  As 
explained  in  Bulletin  No.  1,  these  reports  deal  only  with  (a)  passen- 
gers, and  (h)  employees  on  duty;  and  slight  injuries  of  employees  are 
omitted. 

Table  No.  1. — Summary  of  casualties  to  persons;  October  j  November j  and  December ,  190U 


In  collisions 

In  derailments 

Miscellaneous  train  accidents,  includ- 
ing: locomotive  boiler  explosions  . . 

Total  in  train  accidents 


Coupling  or  uncoupling  cars 

While  doing  other  work  about  trains 

or  while  attending  switches 

Coming  in  contact  with  overhead 

bridi^,  structures  at  side  of  track, 

etc 

Falling  from  cars,  or  engines,  or 

while  getting  on  or  off 

Other  causes 


Total  (other  than  train  acci- 
dents)  


Total,  all  classes 


Passen- 
gers. 


I 

U4      I        ^H 


47  I    609 
4       142 

0  ,      11 


51       762 


0 
0 


23 
9 


S4 


85 


0 
1 

3 

844 
273 


Train- 
men. 


1 

129 
56 

9 


194 


32 
14 

28 


743 

227 

136 


1,106 


481 
805 

292 


621 


128   1,578 
73  |l,209 


265  4,365 


1,383  1459  5,471 


Other  per- 
sons em- 
ployed on 
or  around 
trains. 


7 
3 


10 


1 
8 


9 
8 


21 


81 


65 
44 


110 


10 
41 

6 

43 
102 


202 


812 


Switch- 
men, flag- 
men, 
watch- 
men. 


I 


0 
0 


4 
4 


9 
84 


51 


8 
6 


18 


79 
60 

20 

98 
125 


51       382 


400 


Other  em- 
ployees. 


•8 


16 
1 


17 


1 
4 


16 
147 


54 
38 


98 


7 
74 

6 

154 
2,885 


■I- 


170  2,576 


187  2.669 


Total 
employees. 


I 


152 
60 

9 


88 
25 

25 

167 
262 


507 


870 
810 

147 


221     1,827 


577 
980 

824 

1,878 
8,771 


7,625 


728     8,862 


Note.— Columns  11  and  12,  "  switchmen,  flagmen,  and  watchmen,"  include  switch  tenders  (not 
acting  as  brakemen),  lever  men,  and  lamp  men;  track,  bridge,  and  crossing  watchmen  and  policemen. 
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The  number  of  passengers  reported  killed  in  collisions  and  derail- 
ments during  this  quarter  is  large;  nearly  as  large  as  in  the  quarter 
preceding,  in  which  there  were  three  collisions  and  one  derailment 
that  caused  47  fatal  accidents  to  passengers.  In  the  present  record 
there  are  many  serious  butting  collisions,  one  in  November,  between 
fast  passenger  trains,  causing  the  death  of  at  least  23  passengers.  This 
collision  (the  last  one  in  the  list  given  on  page  5)  was  mainly  due  to 
forgetfulness  on  the  part  of  an  engineman  of  long  experience.  The 
trains  were  ordered  to  meet  at  a  station  where  it  appeal's  there  was 
no  telegraph  office,  so  that  there  was  no  station  signal  to  be  used  as  a 
check  on  the  possible  forgetfulness  of  enginemen. 

Of  the  other  passengers  reported  killed  in  November,  5  met  their 
deaths  while  riding  on  freight  trains,  four  I'ear  collisions  of  freight 
trains,  fatal  to  passengers,  having  occurred  in  that  month.  In  October 
only  1  passenger  was  killed  in  a  train  accident.  In  December  there 
were  20,  of  whom  10  were  killed  in  two  butting  collisions.  In  both  of 
these  cases  conductors  and  enginemen  of  experience,  and  with  long 
records  of  apparently  satisfactory  service,  ran  past  the  station  at 
which  they  had  been  instructed  to  meet  the  opposing  train.  The 
reports  do  not  indicate  that  the  men  had  been  overworked  in  either 
case. 

The  total  number  of  collisions  and  derailments  was  2,358  (1,481 
collisions  and  877  derailments),  of  which  257  collisions  and  65  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,075,091,  namely:  October, 
$622,310;  November,  $645,565;  December,  $807,216. 

Given  more  in  detail,  these  facts  appear  as  below: 

Table  No.  2. — October^  November^  and  December^  1901. 


CoIUrionfi  due  to  trains  separating 

Other  collisions 

Total  collisions , 

Derailments  dne  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc 

Derailments  due  to  accidental  causes 

Derailments  due  to  malicious  obstruction  of  tracks,  etc 

Derailments  due  to  other  causes 

Total 

Total  collisions  and  derailments 


Number. 


199 
1.282 


Loss. 


$101,611 
1,238,202 


1,481 


1.339.813 


128 

106.922 

876 

295.861 

70 

38.720 

54 

95,139 

15 

14, 414 

234 

184.222 

877  I  735,278 


2,358        2,075,091 


It  will  be  observed  that  the  average  loss  by  each  collision  was 
approximately  $904,  and  by  each  derailment  $838. 

As  noted  above,  the  class  of  accidents  which  was  most  disastrous  to 
the  lives  and  limbs  of  passengers  in  this  quarter  was  butting  colli- 
sions— trains  meeting  head  to  head,  and  in  many  cases  at  nearly  or 
quite  full  speed.     The  total  amount  of  damage  caused  to  cars  and  road- 


way  by  collisions  of  this  class  was  $480,771.  Of  this  sum  more  than 
five-eighths  ($306,511)  is  chargeable  to  27  collisions,  in  which  70  per- 
sons were  killed  and  234  injured.  To  more  fully  show  the  character 
of  this  important  feature  of  the  accident  record,  the  following  table 
has  been  prepared,  showing  in  brief  the  causes  of  these  27  collisions, 
these  being  the  most  notable  cases  in  the  record: 

CausM  of  twenty-seven  butting  collmons. 


Recorrl 
num- 
ber. 


14 

S4 


12 
38 
17 

38 


Train. 


Passenger  and  freight 
.do 


.  -  .  .do 

9 

Freight  trains 

1 

4 

do 

Freight    and    unattached 
locomotive. 


39     Freight  trains 


da 


.do 


15   do 

5c  Pafwenger  and  freight 


8 
11 


Passenger  trains. 
do 


37     Freight  trains 


Passenger  and  freight. 


Freight  trains 


.do 
.do 

.do 


40 
35 

6 

13     Passenger  and  freight. 

36     Freight  trains 


65 


Passenger  and  freight. 


.do 


5b  Freight  trains 
16   .. 


:!fo' 


67     Passenger  and  freight. 

60  I  PiMvenger  trains 

67    do 


I 


Total,  27  collisions. 


3 
4 

11 

7 

26 


6 
4 

'4' 


9 

8 


12 


80 
10 


1 
9 


17 
111 


Damage. 


Cause. 


$2,500 
2,500 


2,985 
3,000 
3,400 

3,400 


4,600 


4.900 

4,900 
4.990 


6,700 
6,000 


6.600 

7,400 

7,600 

7,600 
8,000 

8,200 
9,200 

9.500 

10,000 
10.600 

12,000 
12.136 

41,800 

72,200 

35,000 


70 


234  i  1306,511 


Dispatcher  gave  conflicting  orders. 

Conductor  and  englneman  of 
freight  disregarded  rule  of  superi- 
ority of  trains  and  occupied  main 
track  on  the  time  of  the  passen- 
ger  train.  These  men  had  been 
on  dutv  14  hours,  25  minutes. 

Mistake  In  telegraphic  order. 

Ran  past  the  meeting  point. 

Conductor  and  englneman  over- 
looked meeting  order. 

Englneman  (employed  by  a  con- 
tractor, not  by  railroad  com- 
pany) misread  an  order— read  6 
for  62. 

Englneman  neglected  to  observe 
train-order  signal  indicating 
"stop." 

Conductor  and  englneman  "over- 
looked" oppoiting  train. 

Operator  failed  to  deliver  order. 

Assumed  (without  warrant)  that  a 
wreck  would  block  the  road  and 
thus  protect  against  opposing 
train. 

Englneman  forgot  meeting  order. 

Englneman  (experienced)  started 
from  station  3  minutes  ahead  of 
time. 

Englneman  met  a  certain  train; 
assumed  it  to  be  another  train; 
failed  to  stop  and  positively  iden- 
tify. 

Operator  delivered  an  order  not 
correctly  written;  had  been  in 
service  6  months. 

Operator  (of  5  years'  experience) 
failed  to  deliver  telegraphic  or- 
der. 

Train  failed  to  wait  at  station  as 
ordered. 

"It  is  supposed  that  the  engine- 
man  (of  one  of  the  two  trains) 
had  lost  his  bearings." 

Mishandling  of  orders  by  dispatch- 
er and  operator. 

Operator  (of  5  vears'  experience) 
neglected  to  deliver  order;  had 
been  on  duty  10  hours. 

Order  not  delivered.  Day  operator 
went  off  duty  without  notifying 
night  operator  that  on  order  was 
on  hand  to  be  delivered. 

Train  ran  past  the  appointed 
meeting  station. 

Conductor  and  enginemai)  of 
freight  overlooked  on  the  time- 
table the  schedule  of  the  passen- 
ger tnt  in. 

Neglected  to  send  out  flag. 

Conductor  and  englneman  failed 
to  carefully  read  train  register. 

Forgot  telegraphic  order  or  miscal- 
culated tune. 

Left  stati(m  5  minutes  earlier  than 
special  order  authorized. 

Englneman  forgot  or  misread 
meeting  order. 
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It  is  to  be  obsen'ed  that  in  most  cases  the  brief  sentences  giving  the 
causes  of  these  collisions  do  not  by  any  means  aflford  a  satisfactory 
explanation  of  the  precise  circumstances  which  resulted  in  the  accident. 
Some  of  these  paragraphs  have  been  condensed  in  this  office,  but  most 
of  them  state  the  cause  in  substantially  as  full  detail  as  it  is  given  in  the 
railroad  companj^'s  report  to  the  Commission.  The  law  requires  the 
companies  to  report  the  causes  of  collisions  and  the  circumstances 
accompanying  each;  and  the  Commission,  with  a  view  to  facilitating 
the  making  of  reports  and  to  avoid  unnecessary  clerical  labor  in 
gathering  facts  which  are  not  needed,  has  directed  that  the  report 
shall  state  the  cause  or  causes  as  reported  to  the  general  manager  or 
other  chief  officer,  by  the  local  officer  in  immediate  charge  of  the  divi- 
sion of  road  where  an  accident  occurs.  This  requirement,  however, 
is  not  very  well  complied  with;  that  is  to  say,  in  a  case  of  negligence — 
nearly  all  collisions  are  due  to  negligence — the  manager  seems  to  be 
satisfied  with  a  statement,  for  example,  that  a  telegraph  operator 
failed  to  deliver  a  meeting  order;  or  that  a  conductor,  in  consulting 
the  time-table  schedule  of  a  superior  train,  made  the  mistake  of  read- 
ing the  wrong  column,  or  overlooked  a  word  or  figure;  or  again,  a 
statement  showing  that  an  engineman  forgot  that  a  certain  order  had 
been  delivered  to  him,  but  not  showing  whether  or  not  the  conductor 
of  the  train,  equally  responsible  with  the  engineman,  did  or  neglected 
to  do  anything  to  check  or  correct  the  engineman.  As  reports  are 
made  under  oath  by  officers  acquainted  with  the  requirements  of  the 
law,  the  Commission  is  fairly  justified  in  assuming  that  these  incom- 
plete statements  are  deemed  by  the  men  who  make  them  reason- 
able explanations.  In  many  cases,  no  doubt,  the  disciplinary  action 
taken  by  the  division  officer  throws  additional  light  on  the  case,  sufB- 
cient  to  make  the  report  satisfactory  to  the  general  manager.  The 
facts  concerning  dismissals  and  punishments  are  not,  however,  reported 
to  the  Commission,  except  by  a  very  few  managers,  the  custom  of 
years  in  reporting  to  State  authorities  being,  no  doubt,  the  guide  that 
is  followed  in  this  respect.  But  the  object  aimed  at  in  requiring  the 
causes  of  accidents  to  be  recorded  in  a  Government  office  is  to  gather 
such  data  as  may  be  ascertainable  concerning  the  remedy  that  should 
be  applied  for  the  removal  of  such  causes;  and  to  this  end  the  reports 
to  the  Commission  should  be  full  and  explicit.  In  view  of  the  some- 
what experimental  nature  of  the  reports,  the  Commission  has  not  as 
yet  required  the  amendment  and  amplification  of  individual  reports 
(the  need  of  which  is  here  indicated)  except  in  a  very  few  cases;  but  it 
seems  likely  that,  if  the  purpose  of  the  law  is  to  be  accomplished,  it 
may  become  necessary  to  issue  a  more  detailed  code  of  rules  for  the 
description  of  collisions  and  their  causes.  It  is  obvious  that  any  one 
of  the  causes  set  forth  in  the  foregoing  list  of  27  cases  might  lead  to  ad 


great  loss  of  life  and  property  as  was  caused  by  the  worst  collision  in 
the  list.  The  simplest  error  may  produce  the  greatest  disaster.  The 
first  step,  therefore,  in  any  movement  looking  to  the  reduction  of  the 
railroad-accident  record — which  record  may  not  unfairly  be  character- 
ized as  a  reproach  to  the  country — is  to  learn  and  state  the  causes  of 
accidents  in  such  full  detail  as  may  be  necessary  to  make  possible  a 
thorough  analysis. 

The  number  of  fatal  ''coupling  accidents,"  38,  is  considerably  larger 
than  in  the  preceding  quarter.  This  increase,  no  doubt,  may  be  fairly 
attributed  to  the  increased  dangers  incident  to  colder  weather,  and  in 
part  also  to  the  greater  number  of  freight  tmns  run  on  the  principal 
lines  in  the  autumn.  The  following  table,  No.  3,  shows  the  causes  of 
these  accidents  in  detail: 


Table  No.  3. —  Causes  of  accidents  to  employees  in  coupling  and  uncoupling  cars. 


Sub- 

Conductors. 

Brakemen,  etc. 

Other  employees. 

claims. 

Killed.  Injured. 

Killed. 

■ 

2 

Injured. 

Killed. 

Injured. 

1 

sticking  of  parts  (bent  pins,  etc.)  pre- 
ventinfc  quick  work 

1 

1 
1 

3 

2 

Holding  up  pin  by  hand  (presumably 
made   necessary   by  defective   un- 
coupling mecbanism) 

9 
24 

3 

other  causes,  apparently  due  to  defect- 
ive coupler  mechanism 

4 

Defective  draft  gear  (with  automatic 
coupler) 

5 

Coupling  to  an  engine  or  tender 

t 

6 

2 

80 

6 

Same  (with  link-and-pin  coupler) 

1 

7 

Coupling  on  Inside  oi  sharn  curve 

1 

1 

1 

8 

Foot  caught  in  or  between  couplers 
while  adjusting  coupler 

22 
2 

12 

6 
2 

45 

3 

27 

19 

80 

44 

20 
118 
142 

9 

Slipped,  usually  on  ice  or  snow 

10 

Foot  caught  in  frog,  guard  rail,  or 
switch 

5 

1 

11 

Caught  by  overhanging  load  (on  plat- 
form car^ 

i 

1 

12 

Load  shi  f  ted 

13 

Engaged  in  operations  preliminary  to 
coupling 

2 

5 

1 

14 

While  coupling  safety  chains 

15 

Link-and-pin  coupler 

16 

Link  and  pin,  w^ith  automatic 

«■•««••■,-               -     --- 

17 

Coupling  damaged  cars  (presumably 
an  unavoidable  risk) 

2 

3 

5 

4 

10 

'• 1 ••• 

I 

18 

Uncoupling  without  using  lever  (pre- 
sumably by  reason  of  defective  un- 
coupling mechanism) 

19 

Uncoupling,  other  causes 

1 

20 

Miscellaneous 

1 

4 
3 



1 

g 

21 

Not  clearly  explained 

2 

Total 

1 

15 

36 

546 

2                  13 

Of  the  coupling  accidents  here  recorded,  39  are  reported  as  having 
occurred  in  handling  passenger  cars.  Table  No.  4  (below)  also  shows 
in  its  principal  items  considerable  increases  over  the  preceding  quar- 
ter. The  most  marked  change  is  in  subclass  2,  representing  a  cause 
already  alluded  to.  The  much  larger  number  of  fatal  injuries  caused 
hy  jumping  from  moving  trains  (subclass  14)  is  also  explainable  in 
part,  ver}'  likely,  by  the  same  fact. 


8 

Table  No.  4. — Canutes  of  accideiUs  to  employees  clamjied  {06  and  C7)  as  falling  from 

and  getting  on  or  off  cars  ana  engines. 


Causes. 

Conduc-     Brake- 
tors,       men,  etc. 

Engine- 
men. 

Fin 

t 

?men. 

t 

•-• 

Other  em- 
ployee*. 

Sub- 
class. 

1 

^         Injured. 
Killed. 

1 

s 
c 

i 

s 

'a 

• 

1 
2 
3 
4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 
Defect  in  car 

43 
36 
19 

114 
46 

2 

6 

92 

5 

22 
408 
149 

94 
101 

29 

47 

186 

7 

1 

Ice  or  snow 

2 
2 

7 

1 

Partinsr  of  train 

1 

7 

1 

Derailment,  collision,  or  shock  due 
to  abnormal  movements  of  cars 
other  than  those  in  subclass  3 

•  ■  •  • 

1 

1 

6 

1 

i 

C6 

While  setting  brakes 

2       « 

Fell  from— 

Coal  car 

3 

1 

Freifi:h  t  car  other  than  box  or  coal  car . 
Enfirme  or  tender 

•  •  »  ■ 

1 

1 

1 

2     12 

■  •  «  • 

•  •  •  • 

•  •  •  • 



■  •  •  • 

8 

1 

6 

10 
2 
1 

28 



4 

PasHensrer  car 

4 

EnfTines,  tenders,  or  cars  (all  kinds) 
not  in  motion 

4 

30 
7 

■  •  •  • 

5 

7 
3 

» 

^11 

Miscellaneous  causes 

3 
4 

•  •  ■  • 

2 

32     14 
9     M 
8       8 

12     11 

12a 

VI 

Not  clearly  explained 

6 

13 
14 

15 

16 

17 
1ft 

Slipped  getting  on  moving  trains  or  cars. 
Jumping  off  moving  trains 

3D 

2b 

C7- 

Jumping  from  engines  or  cars  anticipa- 
ting collision,  derailment,  or  other  ac- 
cident   



*  "  *  * 

7 

•  •  •  • 

10 

1 

Fell  from  engines  or  cars  by  reason  of 
defective  handholds  and  sill  stens 

1 

1    .... 
11  ,  10 

1 

GcttinflT  on  or  off  moviuR  engine 

1 

14 

•  •  •  ■ 

14 

•  •  •  • 

17 

Caufirht  in  froff.  siiard  rail,  or  switch 

Total 

1 

9 

87   1^ 

1,406 

2 

60 

100 

16 

230 

[Public— No.  171.] 

An  Act  Requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all  acci- 
dents to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  Ameritv, 
in  Congress  assetMedy  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washing- 
ton, District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or 
where  any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents 
which  may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common 
carrier  and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof, 
and  the  circumstances  connected  therewith. 

Sbc.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  daj-s 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making; 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 
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Accident  Bulletin  No.  3. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING    THK 


THREE  MONTHS  ENDING  MARCH  31,  1902. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  January,  February,  and  March,  1902,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  ''accident  law"  of  March  3,  1901,  was  212,  and  of  injured,  2,111. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  on  duty,  and  by  passengers  in  getting  on  or  off  cars,  etc.,  bring 
the  total  number  of  casualties  up  to  10,223  (665  killed  and  9,558 
injured).  These  accidents  are  classified  in  the  following  table.  These 
statistics  cover  only  two  classes — (1)  passengers,  and  (2)  employees 
on  duty. 

Table  No.  1. — Casualties  to  persons  January ^  February ^  a7i(l  March,  1902. 


Passen- 
gers. 


5 

In  collifiions 26 

In  derailments 15 

Miscellaneoufl  train  accidents,  in- 
cluding  locomotivo  boiler  ex-  , 
plosions 0 

Total  train  accidents 1  41 


Coupling  or  uncoupling  cars 

While  doing  other  work  about 
trains  or  while  attending 
switches 

Coming  in  contact  with  overhea<l 
bridges  or  structures  at  side  of 
track 

Falling  from  cars  or  engines,  or 
while  getting  on  or  oflf 

Other  causes 


0 
0 


Total  (other  than  train  acci- 
dents)   


8 
3 


Total  all  classes. 


12 


9) 


501 

298 


27 


826 


0 
0 


251 
177 


483 


53  1,259 


lOtherper-    Switch-  I 
sons  em-  men,  flag-'  o.up- 
Trainmen,  ployed  on  men.  and  '  ^^"^^ 
or  around  |    watch- 
I    trains.         men. 


em- 
ployees. 


95 
35 


12 


C 


9i 


Hi  * 


660 
261 


1 
12 


156  I    0 


59 
71 


142 


31 

17 

20 

97 
56 


1,077  ,  13  I     131 


2 
0 


0 
2 


477 
702 

239 

1,530 
1.155 


I 


6 
6 


8 
33 


46 

85 


2 

0 

7 
25 


221 


4,108     16       172 


363 


5,180  I  29       803 


36 


38 


9 


10 
4 


i4 


5 


6 
6 


17 


14 


34 
15 


11 


60 


293 


168 


310  I  182 

I 


2.446 


Total  em- 
ployees. 


i4         ^ 


104 

53 


14 


763 

:^l 


171 


171  '  1,285 


51 

' 

11 

42 

4 

79 

19 

1 

6 

100 
78 

14 
119 

142 
2,208 

25 

21 

124 
236 


550 

856 

264 

1,818 
3,526 


441  I  7,014 


2,506  I  612  ;  8,299 


XoTE.—The  columns  headed  "Switchmen,  flagmen,  and  watchmen"  include  switch  tenders  (not 
yard  brakemen),  levennen,  and  lampmen;  track,  bridge,  and  crossing  watchmen  and  policemen. 


The  number  of  passengers  reported  killed  in  collisions  and  deiiiil- 
ments  is  not  so  great  as  in  either  of  the  last  two  quarters,  but  it  is 
still  large,  two  accidents  having  caused  the  death  of  29  passengers  (and 
the  injury  of  182).  One  of  these,  in  January,  was  a  rear  collision 
of  passenger  trains,  and  the  other,  in  March,  was  the  derailment  of  a 
passenger  train  running  at  full  speed,  followed  by  a  fire.  The  collision 
was  due  to  the  carelessness  or  incompetenc}"  of  the  engineman  of  the 
rear  train,  who  disregarded  two  fixed  signals  which  showed  warnings 
designed  to  protect  the  preceding  standing  train.  This  engine- 
man  had  filled  one  position  or  another  in  train  service  for  about 
twelve  years,  but  he  had  been  engineman  on  this  line  (where  the  colli- 
sion occurred)  for  a  period  of  only  five  months,  and  had  been  in  charge  of 
a  passenger  train  on  this  line  for  onh'  a  very  few  trips.  The  line  is  one 
on  which  trains  follow  one  another  (in  the  morning  and  in  the  evening) 
at  ver}"  short  intervals — two  or  three  minutes — yet  it  appears,  from 
the  report  of  the  state  railroad  commissioners,  who  investigated  the 
accident,  that  this  engineman  was  inexperienced,  lacked  reasonable 
presence  of  mind  when  he  failed  to  see  the  signals,  and  unmistakabh' 
violated  a  well-known  rule.  The  state  railroad  commissioners  also 
characterized  the  engineman  as  of  "unascertained  capacity,"  and  the3' 
declare,  therefore,  that  the  railroad  company  was  grossly  negligent. 

The  report  of  the  derailment  says  that  the  caase  is  unknown.  The 
accident  occurred  in  the  night,  and  it  is  conjectured  that  there  may 
have  been  an  obstruction  on  the  track. 

As  in  the  last  preceding  quai*ter,  there  were  a  number  of  passengers 
killed  in  rear  collisions  of  freight  trains,  the  passengers  being  in  the 
cabooses.     Seven  passengers  were  thus  killed. 

The  total  number  of  collisions  and  derailments  was  2,058  (1,220 
collisions  and  838  derailments),  of  which  221  collisions  and  84  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $1,914,258,  namely;  January, 
$651,751;  February,  $657,969;  March,  $604,538. 

Given  moi*e  in  detail  these  facts  appear  as  below: 

Table  No.  2. — Jayiuary^  February ^  and  Marchj  190i, 


CollLsionfl  due  to  trains  separating 

Collisions  due  to  other  causes 

Total  collisions 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Demllmenta  due  to  negligence  of  trainmen,  signalmen,  etc 

Derailments  due  to  accidental  causes 

Derailments  due  to  malicious  obstruction  of  tracks,  etc 

derailments  due  to  other  causes 

Total 

Total  collisions  and  derailments 


Number. 


194 
1,026 


143 

869 

55 

55 

10 

206 


Losi<. 


•80.149 
924,875 


1,220    1,005,024 


101, 8H4 
266,032 
84,078 
223.208 
6,935 
277,602 


838  I    909,234 


2,058    1,914,258 


It  will  be  observed  that  the  average  loss  by  each  collision  was 
approximately  $824,  and  by  each  derailment  $1,085. 

In  Bulletin  No.  2,  containing  statistics  of  a  number  of  particularly 
disastrous  butting  collisions,  a  tabular  statement  was  given  showing 
the  magnitude  and  causes  of  the  most  important  accidents  of  the  quar- 
ter coming  within  that  class.  In  the  quarter  now  under  review,  rear 
collisions  are  the  most  prominent,  and  a  table  is  therefore  given  of  41  of 
the  most  serious  cases  in  that  class;  that  is,  of  all  involving  over  $2,000 
damage  each.  The  list  also  includes  one  other,  in  which  four  passen- 
gers were  killed,  and  one  due  to  a  ''failure  in  block  working."  In  all, 
there  were,  it  will  be  seen,  three  collisions  due  to  this  last-named  cause, 
and  a  fourth  due  to  failure  of  an  autouiatic  block  signal. 

Causes  of  forty-one  rear  collisions. 


Record 
num- 
ber. 


36 

8 

24 


25 
88 
11 
27 

28 

5 

14 

42 

29 
16 

89 

34 


Train. 


Freight  trains 

do 

Paaeenger  and  freight 


Killed. 


4 

1 


do 

FrtM^ht  trains 

'.V.'Ao'.'.'.'.'.','.', 


Injured. 


Damage  to 
cars  and 
engines 

and  road- 
way. 


11  I 
3 
2 

3 


.do 


I'awienger  and  freight 
Freight  trains 


.do 
.do 

.do 

.do 


I 


35   .....do 

20  I  Pawenger  trains. 
22  ■ do 


"21    do 

9  >  Freight  trains 
30  i do 


43 
31 

87 

41 

2 

17 
S2 


26 
4 


18 

7 

10 

88 


.do 
.do 


..    .do 

do 

Passenger  trains. 


Freight  trains 


.do 


First  class  (not  pas- 
senger) train  and 
freight. 

Freight  trains 


.do 


1 
4 


2 
7 
8 

17 
4 
1 


1 
1 

"e" 

1 


4 

5 


fl,400 
1,571 
2,000 

2,000 
2,000 
2,072 
2,033 

2,  IOC 
2,200 
2,200 
2,200 

2,398 
2,400 

2,600 

2,800 


2,900 
2,400 
2,400 

2,466 
2,500 
2,900 

8,000 
8,100 

8,285 
8,800 
8,500 

8,500 
8,600 


8,678 
8,800 


4,000 
4,800 
4.600 

5,000 


Cause. 


Train  apprtmched  water  tank  at  un- 
controllable 8peed. 

Block  signal  set  at  clear  when  block 
section  wafl  not  clear. 

Special  pa.sMenger  overtook  freight; 
weather  thick,  flagman  "could  not 
be  seen." 

MLsplaced  switch. 

Improper  flagging. 

Flagman  failed  to  go  back  far  enough. 

"Engineman  exercised  poor  juag- 
ment." 

Flagman  failed  to  use  torpedo. 

Improper  flagging. 

Fa.«it  running andimproper  flagging. 

Approached  yard  at  uncontrollable 
speed. 

Neglected  to  flag. 

Flagman  failed  to  go  out  while  his 
train  was  switching. 

Engineman  failed  to  keep  a  good 
lookout. 

Engineman  (and  brakeman)  asleep  on 
engine.  Fireman  did  not  watch  for 
signal. 

Runaway  on  steep  grade. 

Failed  to  flag. 

Misplaced  switch  (at  station);  switch 
obscured  by  steam. 

Failed  to  flag. 
Do. 

Fast  freight  overtook  local  freight  at 
station  in  a  blizzard. 

Failed  to  flag. 

Flagging  neglected,  and  train  ap- 
proached station  too  fast. 

Failed  to  flag. 

Too  high  speed;  failure  to  flag. 

Neglected  5-mlnute  time  interval  and 
also  approached  station  too  fast. 

Improper  flagging. 

Train  approached  station  too  fast:  en- 
gineman had  been  on  duty  18} 
hours. 

Failure  of  automatic  block  signal. 

Block  signal  set  at  "clear^'  when 
block  section  was  not  clear. 

Do. 

Too  high  speed. 

Engineman  "claims"  did  not  see 
flagman. 

Runaway  on  steen  grade  of  37  cars, 
only  8  air-brakeo.  Crew  had  t>een 
on  dutv  25  nours;  3  brakemen  had 
nad  less  than  6  mouths'  experience. 


Causes  of  forty-one  rear  collisions — CJontinued. 


Record 
num- 
ber. 

Train. 

Kille<l. 

Injured. 

Damage  to 
cars  and 
engines 
and  road- 
way. 

Cause. 

40 
23 

Passenger  and  freight 
do 

2 

2 
17 

1 

5 

3 
150 

1 

12 

S5,000 

5,500 

6,000 

9.800 

10,^00 

Too  high  speed;  failure  to  fla^:  con- 
ductor and  engineman  at  fault 
each  had  1  year*s  experience:  flag- 
man 3  months. 

Freight  overtook  passenger  train 
which  by  reason  of  leaky  boiler  was 
losing  time  and  was  not  protected 
by  flag. 

Conductor  of  work  train  overlooked 
regular  train  on  time  table. 

Engmeman  ran  pa«t  block  signal  in- 
dicating "stop." 

Ciinduotor    neeleoted    to  disolav  tail 

15 

1 

19 

A  freight  and  a  work 

train. 
Passenger  trains 

Freisrht  trains 

18 

Passenjrer  trains 

:      lights  and  flagman  neglected  to  go 
!      back  with  .stop  signal. 
13,000     Flagman  (at  night)  failed  to  go  buck 
far  enough:  thought  an  approach- 
ing train  was  a  yard  engine. 
14,000  1  Toohiflrh  snped  on  deseendinir  irmde: 

43» 

Freight  trains 

train  of  40  cars,  all  had  air  brakes, 
but  only  12  of  them  were  connected 
up;  3  brakemen  had  15  months',  10 
months',  and  2  months'  experience^ 
respectively. 

Total,  41  collisions. 

43  1            255 

160,247 

As  in  the  list  given  in  the  last  bulletin,  the  causes  are  stated  veiy 
briefly,  yet  the  statements  in  most  causes  give  substantially  all  that  is 
contained  in  the  railroad  company's  report.  The  observ^ations  made 
in  that  bulletin  in  regard  to  the  incompleteness  and  insufficiency  of  the 
explanations  of  causes  given  by  the  railroad  companies  will  apply  with 
equal  force  to  the  present  case,  though  it  is  true  that  where  the  time- 
interval  system  is  the  regulation  depended  on  for  the  prevention  of 
rear  collisions,  and  where  dela^^s  to  trains  consequenth-  necessitate 
'•flagging,''  the  diagnosis  of  a  collision  is  often  much  simpler  than  in 
the  case  of  butting  collisions.  ''The  flagman  failed  to  go  back  far 
enough,"  or  '"the  following  engineman  failed  to  properly  control  the 
speed  of  his  train,"  or  both  of  these,  figure  as  principal  causes  in  a 
great  many  cases. 

It  will  be  obvious  that  some  of  the  explanations  do  not  bear  much 
relation  to  the  rules  which  were  violated.  For  example,  the  fact  that 
a  snowstorm  was  raging  does  not  explain  a  collision,  for  the  regula- 
tions prescribe  measures  for  insuring  the  safet}-  of  trains  under  such 
circumstances.  It  is  regrcttiible  to  observe  that  in  two  of  the  most 
costly  collisions  in  this  list,  one  of  them  causing  the  death  of  three 
trainmen,  the  failure  to  use  a  sufficient  number  of  air  brakes  appears 
to  have  been  a  principal  cause  of  the  disaster.  Excessive  hours  of 
work  also  figures  in  one  of  these;  and  again  in  another  and  less  costly 
case. 

Neither  this  list  nor  that  of  butting  collisions,  before  published, 
ontains  anything  exceptional.  The  causes  of  these  costly  cases  are 
^  the  same  general  character  as  those  of  the  hundreds  of  less  costly 
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ones.  The  <160,247  charged  agaiust  these  41  cases  is  equal  to  about 
42  per  cent  of  the  total  cost  ($380,948)  charged  against  all  of  the  385 
rear  collisions  of  the  quarter;  but  as  far  as  the  question  of  causes  or 
remedies  is  concerned,  the  minor  cases  are  little  if  any  different  from 
the  others.  And  of  course  the  publishing  of  these  tables  in  this 
way  does  not  mean  that  this  kind  of  collisions  is  prominent  in  one 
quarter  of  the  year  and  that  kind  in  another,  except  that  exceptional 
fatality  attended  one  or  a  few  cases,  as  stated,  in  these  particular 
periods.  In  number  of  cases,  gross  mone\'  loss  (not  including  dam- 
ages for  personal  injuries),  and  variety  of  causes,  all  the  bulletins  are 
pretty  much  alike,  and  the  list  of  butting  collisions  in  the  last  bulletin 
could,  in  its  essential  features,  be  pretty  nearly  duplicated  in  this  and 
in  the  next,  except  in  the  number  of  casualties  to  passengers.  Reports 
mentioning  men  who  have  been  on  duty  very  long  hours,  or  whose 
experience  in  train  work  is  less — sometimes  much  less — than  one  year, 
and  stating  that  only  a  few  air  brakes  were  used  (where  more  would 
have  prevented  the  accident)  are  as  frequent  among  the  great  number 
of  cases  not  cited  as  in  the  lists  published.  In  the  quarter  now 
rep)orted  the  seven  most  costly  butting  collisions  are  charged  with 
damage  to  cars,  engines,  and  roadway,  amounting  to  $126,758,  or 
nearly  $18,000  each. 

The  list  of  '* coupling  accidents"  does  not  vary  greatly  from  the 
preceding  quartere.  The  causes  of  these,  in  detail,  are  given  in  Table 
No.  3. 


Table  No.  3. — Causes  of  accidenU 
Sub- 

»to  employees  m 
Conductors. 

coxtplmg  and  m 
Brakemen.eto. 

icovplwg. 
Other  employees. 

class. 

1 

Killed. 

Injured. 

Killed. 
1 

Injured. 

Killed.  1  Injured. 

1 

1  1 

sticking  Oi  parts  (bent  pins, etc.)  pre- 
ventinir  Quick  work 

1 

6 

37 
13 

1 
25 

2 
23 

21 
7 

10 

7 
3 

32 
16 
41 

1 

1 

2 

Holding  up  pin  by  hand  (presumably 
made  necensar}*   by  defective  un- 
coupling mechanism) 

1 
2    

3 

Other  causes,  apparently  due  to  defec- 
tive coupler  mechanism 

1 



••• 1 

1 

4 

Defective  draft  gear  (with  automatic 
coupler) 

1 

5 

Coupling  to  an  engine  or  tender 

••••••             |-             _,      - 

1 

6 

Same  (with  link  and  pin  coupler) 

7 

Couplinjr  on  inside  of  sharp  curve 

i 

....                1 

8 

Foot  caught  in  or  between  couplers 
while  adju^tinir  coupler 

9 

Slipped  (ufcuallv  on  ice  or  snow ) 

1  1            2 
1               4 

10 

Fool  caught   in   frog,  guard  rail,  or 
switch 

1 

11 

Caught  by  overhanging  load  (on  plat- 
form car)  

12 

Load  shifted 

1 

1 

13 

Engaged  in  operations  preliminary  to 
coupling 1 

2  '          IS 

1 

14 

While  coupliuK  safety  chains „ 

1    » 

*''*''*l 2 

15 

Link  and  pin  coupler 

1 

16 

Link  and  pin,  with  automatic 

1  1            1 

6 

17 

Coupling  damaged  van  (presumably 
an  unavoidable  risk) 

1 

1   1                14 

1 

18 

Uncoupling  without  using  lever  (pre- 
sumably by  reason  of  oefective  un- 
coupling mechanism ) 

1 

9, 

9 

■ 

19 
20 
21 

t'ncoupling,  other  causes 

1            ~ 

Miscellaneous 

11               f) 

lOn  1                                        ft 

'  Not  clearly  explained 1 

1  '            2  :             50 

Total 

22                St   .               .S17   !             ..                        '» 

1 

^" 

8 

Table  No.  4. — Causes  of  acddenls  to  employees  damfied  {CS  and  C7)  as  falling  from 

and  getting  on  or  off  cars  and  engines. 


Causes. 

Conduc- 
tors. 

Brake- 
men,  etc. 

Engine- 
men. 

Firemen. 

Other  em- 
ployees. 

Sub- 
class. 

• 

i 

9 

a 

1 
3 
4 

8 
8 

1 

•  •  •  • 

•  •  •  ■ 

8 

4 

10 

1 

i 

s 

1 

1 

S 

a 

1 

i4 

i 

a 

i 

1 

i 

1 
2 
8 
4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 
Defect  in  car 

2 
36 
22 

86 
83 

4 

2 

74 

5 

63 
428 

66 
102 

84 

21 

45 

229 

6 

..»••> 

Ice  or  snow '.... 

Partlnir  of  train i-  -- 

1 

2 

1 
1 

C6 

Derailment,  collision,  or  shocic  due 
to  abnormal  movements  of  cars 
other  than  those  in  subclass  8 

While  settlnir  brakes 

1 

1 

•  «  «  * 

1 

6 

1 

Fell  from— 

Obal  car 

2 

Freiehtcar  other  than  box  or  coal  car. 
£njnne  or  lender 

... 

8 
1 

1 

40 

8 

9 

10 

2 

4 

20 

6 

•  •  •  • 

2 
24 
86 

8 
4 

'*6* 

•  ••  • 

18 

2 

46 

— 

1 

Passenger  car 

2 

Engines,  tenders,  or  cars  (all  kinds) 
not  in  motion 

•  «  ■  • 
■  •  •  • 

•  •  •  • 

•  a  •  • 

20 
3 
2 

1 

"i* 

86 

13 

2 

1 

2 

14 

2 
44 

•  •  •  • 

4 
2 
2 

1 

1 

7 

11 

Miscellaneous  causes 

72 

15 

Not  clearly  explained 

1 

•    •    •    • 

6 

Q3 
14 
15 

16 

17 
1ft 

Slipped  ge'tting  on  moving  trains  or  cars. 
JumDinfr  off  moving  trains 

9 
9 

C7 

Jumping  from  engines  or  cars  anticipat- 
ing collision,  derailment,  or  other  acci- 
dent   

•  •  •  • 

8 

1 

1 

Fell  from  engines  or  cars  by  reason  of 
defective  handholds  and  sill  stens 

Gettine  on  or  off  moving  engine 

•  *  •  • 

42 

.... 

1 

26 

fTRiiirht  in  frnar.  miftrd  rail,  or  ir«r1t/*h 

\-'^ 

Total 

2 

112 

104 

1,806 

95 

4 

163 

14 

142 

[Public— No.  171.] 

AN  ACT  Requiring  common  carriers  en«iged  in  interstate  commerce  to  make  full  reports  of  aij 

accidents  to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  Hotise  of  Representatives  of  the  United  States  of  America 
in  Congress  oMembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  (Commerce  Commission,  at  its  office  in  Washing- 
ton,  District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or 
where  any  train  or  i)art  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents 
which  may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common 
carrier  ana  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof, 
and  the  circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  makine  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  C6mmi88ion  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 
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Accident  Bulletin  No.  4. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURIKQ  THE 


THREE  MONTHS  ENDING  JUNE  30,  1902. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April,  May,  and  June,  1902,  as  shown  in  reports  made  bj"  the  rail- 
road companies  to  the  Interstate  Commerce  Commission,  under  the 
"accident  law"  of  March  3,  1901,  was  140,  and  of  injured  1,810. 
Accidents  of  other  kinds,  including  those  sustained  by  emploj^ees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualities  up  to  10,136  (616  killed  and  9,520 
injured).  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers,  and  (b)  employees  on  duty: 

Table  No.  1. — Casualties  to  jiersons^  April,  May,  and  June,  1902. 


Collisions 

Derailments 

Miscellaneous  train  accidents  (ex- 
cluding the  above),  including 
locomotive-boiler  explosions 


Total  train  accidents 


Couplins:  or  uncoupling  cars 

While  doing  other  work  about 
trains  or  while  attending 
switches 

Coming  in  contact  with  overhead 
bridges,  structures  at  side  of 
tnM^ks,  etc 

Palling  from  cars  or  engines  or 
while  getting  on  or  off 

Other  causes 


Total  (other  than  train  acci- 
dents)  


Pa.ssen- 
gers. 


Other  per- 
i  sons  em- 

Trainmen.;   ^^'^ 

I  around 
trains. 


Switch- 
men, 
flagmen, 
and 

watch- 


Other  em- 
ployees. 


Total  em- 
ployees. 


• 
*— 

-: 

15 

't 

1 

^ 

;3 

»— « 

61 

c 
439 

13 

379 

5 

335 

42 

278 

AA. 

i\;.u. 

• 

1 

red. 

"S 

red. 

1^ 

3 

Kill 

.2. 

••* 

3 
-•> 

C 
>-< 

0  ■ 


18       761 


9  I     150 
112 


0 
0 


0  ,     33 


0       11 


26 
9 


9 

272 
279 


1 
3 


0 


57 

48 


2 


0 
0 


3 


4 

U 


2 


33 
21 


45 


10       11 


536 
350 


163 


867 


107  I    0 


11 


6 


(>t  I  12**      1,049 


86 
50 


37 


560  '  207 


Total,  all  classes i  55  1.321  i  319 


450 


672 


186 

1,308 
1,149 


<i 


0  I   55 


0 


48 


28 


0 


9  I 


65 


2   2 


0 


40 
19 
M  i 


512 
820 
199 


3,765 


4,632 


8 
11 

48 
lUU 

5 

28 

45  ' 

8-» 
92 

22 
141 

167 
2. 670 

121 

230 

1,608 
4.011 

20 

210 

257 

167 

2,918 

439 

7.150 

24  I  317 


45  I  268  I  173  ,2. 982  561   8, 199 

I  I  .  I  I 


Note.— Accidents  to  employees  resulting  in  slight  Injuries  which  do  not  prevent  the  employee 
Injured  from  jierforming  his  accustomed  service  for  more  than  three  days,  in  the  aggregate,  during 
the  ten  days  immediately  lollowing  the  accident,  are  not  reported.  The  items  in  the  column  headed 
"Switchmen,  flagmen,  and  watchmen,"  include  switch  tenders  (not  acting  as  brakcmen),  lever 
men,  and  lamp  men;  track,  bridge,  and  crossing  watchmen,  and  policemen. 
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►  The  number  of  passengers  reported  killed  in  collisions  and  derail- 
ments shows  a  gratifying  decrease  as  compared  with  the  records  given 
in  the  lirst,  second,  and  third  bulletins. 

The  butting  collision  numbered  18,  in  the  detail  list  below  (the 
twenty -first  item)  resulted  in  the  death  of  four  passengers.  The  num- 
ber of  emplo^'ees  killed  in  train  accidents  is  also  much  smaller  than  in 
either  of  the  three  quarters  preceding. 

The  total  number  of  collisions  and  derailments  was  2,010  (1,094  col- 
lisions and  916  demilments),  of  which  157  collisions  and  101  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $1,813,833,  namely:  April, 
$624,536;  May,  $595,395;  June,  $593,902.  Given  more  in  detail,  these 
facts  appear  as  below: 

Table  No.  2. — April,  May,  and  June,  1902, 


Number. '      Loss 


Collisions  due  to  trains  .separating. 
Other  collisions 


Total  collisions 


Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc. 

Demilments  due  to  unforeseen  obstruction,  etc 

Derailmenis  due  to  malicious  obstruction  of  tracks,  etc 

Derailments  due  to  other  causes 


Total. 


192 
902 

$128,892 
773, 455 

1,094 

902.347 

142 
412  , 

67 

64 

12  j 
229  1 

120,739 
371,997 

80,750 
153,659 

13,405 
220,936 

916 

911,486 

Total  collisions  and  derailments '       2,010  ,      1.818.833 


NoTE. — Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not 
over  9150  damage  to  the  property  of  the  railroad  are  not  included. 

It  will  be  observed  that  the  average  loss  by  each  collision  was 
approximately  $824,  and  by  each  derailment  approximately  $995. 

In  preceding  bulletins  tables  have  been  given  showing  in  some  detail 
the  causes  of  the  more  serious  collisions,  butting  collisions  being  thus 
emphasized  in  Bulletin  No.  2,  and  rear  collisions  in  No.  3.  In  each 
table  the  importance  of  the  accident  was  measured  b}'^  the  reported 
financial  loss;  and  the  limit,  except  for  a  few  items,  was  $2,000,  none 
smaller  than  that  being  included  in  the  list.  In  the  present  bulletin 
there  is  shown  (page  5)  a  similar  list,  in  which  are  given  collisions  of 
all  classes,  including  "miscellaneous;"  and  to  offset  the  enlargement 
of  tlu5  list,  due  to  the  inclusion  of  three  classes  instead  of  one,  the 
minimum  cost  limit  is  raised  from  $2,000  to  $5,000.  The  number  of 
cases  is  2(5,  including  six  involving  losses  of  less  than  $5,000  each. 
In  ''Miscellaneous"  are  included  those  cases  which  are  due  to  the 
breakage  or  other  failure  of  a  coupling  followed  by  a  collision  of  the 
s^eparated  i)arts  of  the  train. 


Causes  of  twenty'Six  most  costly  collisions  (all  classes  included). 

[Note.— R.  stands  for  rear  collision;  B.,  buttinr  collision;   M.,  mis<iellaneous;  P.,  pawsenger  train 

F.,  freight  and  miscellaneous  trains.] 


B 


r 


2 
3 


25 
26 
10 


4       7 

6     11 

6     24 


7 

8 
9 

10 
11 


2 
6 

8 


I 

12  I    41 

13  '  22  ' 


21      15 


22 

18 

23 

5 

B. 


19      B. 
1      R. 


B. 
B. 


B. 

B. 
M. 


R. 
B. 


R.      F.  andF.. 


R.      F.  and  F 


R.      F.  and  F. 


P.  andF... 


B.  P.  and  P. 
R.  F.  and  F 
B.       P.  and  F 


F.  and  F  . . 
F.  and  F  . . 


14 

3 

B. 

15 

21 

M. 

16 

12 

B. 

17 

20 

R. 

18 

23 

B. 

19 

20 

9 
14 

I: 

F.  and  F 
P.  and  F 


F.  and  F 


P.  and  F  . . . 


F.  and  F  . . . 


F.  and  F, 

F.andF. 
F.and  F. 


P. and  F.... 

F.and  F 

P.  and  F.... 


2 


0 

0 
2 

0 
0 


0 
1 


0 
2 


0  I 
0  I 


1 
0 


• 

1 

oS»g 

SE-o 

1 

$400 

0 

1,200 

6 

2,100 

0 

2,868 

0 

4,200 

M  i 


H 

1 

14 

2 
3 


0 
6 


5 
2 


17 


0 
9 


3 

1 


4,800 

0,000 
5,000 
5,200 

5,400 
5,800 


5,815 
5,859 


7,000 
7,500 


8,000 
8,000 


8,000 

8,800 
9,000 


9,300 

9,800 
12,850 


Cause. 


Engineman  failed  to  properly  control 
speed;  had  been  on  duty  22  hours,  with 
5  hours'  re«t  within  that  time. 

CJonductor  misread  order;  engineman  took 
his  word  for  it.  Experience  of  conductor, 
46  days;  of  engineman,  16  days. 

Freight  approached  station  at  uncontrol- 
lable speed  in  dense  fog;  the  persons 
killed  were  passengers  in  the  train  stand- 
ing at  the  station. 

Engineman  fell  asleep  approaching  sta- 
tion; had  been  on  duty  7  nours,  succeed- 
ing a  period  of  20  hours'  rest. 

Engineman  miscalculated  distance  neces- 
sary in  which  to  stop  his  train:  on  duty 
7  hours  and  30  minutes,  following  3 
hours'  rest  following  21  hours  on  duty. 

Inferior  train  encroached  on  time  of  supe- 
rior; conductor  and  engineman,  both 
with  fairly  good  records,  deliberately 
♦'took  chances"  of  using  about  5  min- 
utes of  superior  train's  time. 

Misplaced  switch;  and  engineman  failed 
to  keep  vigilant  lookout. 

Approacned  station  too  fast;  damage  due 
laively  to  fire. 

Conductor  and  engineman  of  freight 
"took  chances"  on  reaching  a  certain 
station  before  passenger  train  left  there. 

Error  of  train  dispatcher;  a  man  of  1 6  years* 
experience;  had  been  on  duty  5  hours. 

Failure  of  air  pump;  too  high  sjjeed  in 
view  of  imperfect  condition  oif  air  brake  s. 
Conductor  of  foremost  train  knew  that 
by  reason  of  this  his  train  was  in  special 
danger  of  being  run  into  at  the  rear,  yet 
did  not  apprise  his  flagman  of  the  fact. 

1  train  ran  past  meeting  point. 

Conductor  and  engineman  of  work  train» 
in  reading  time-table,  overlooked  passen- 
ger train. 

Train  left  station  without  orders  while 
train-order  signal  was  against  it. 

FreiglJt  train,  at  night,  collided  with  cars 
which  had  run  out  from  a  side  track. 
These  cars  had  been  placed  on  side  tmck 
by  a  man  of  1  day's  experience,  he  hav- 
ing been  intrusted  with  this  duty  by  a 
foreman  of  3  months'  experience. 

On  4-track  railroad.  Eastbound  freight 
u.sing  cross-over  sent  out  man  to  flag 
westoound  trains  on  two  tracks,  but  he 
flagged  only  one. 

Engineman  approached  station  too  fast; 
claimed  air-orake  pipe  leading  to  cars 
had  been  closed;  but  there  are  indicti- 
tions  that  the  real  cause  was  that  he 
slept  on  his  engine;  his  past  record  as  an 
engineman  was  not  good. 

Conductor  and  eneineman  overlooked  or- 
ders which  had  been  given  to  them. 

Engineman  failed  to  notice  flag. 

1  engineman,  running  without  train,  over- 
looked an  order;  conductor  tried  to  sig- 
nal him  to  stop,  but  did  not  do  so  soon 
enough. 

Conductor  of  paasenger  train  misinter- 
preted order,  and  engineman  apparently 
took  conductor's  interpretation.     Four 

§a.<wengers  killed.    Operator  wrongfully 
elivered  a  clearance  card. 
Block  signalman  gave  clear  signal  when 

the  block  .•section  was  not  clear. 
Freight  train  ran  into  passenger  train  of 
another  road  at  right-angle  crossing.  No 
fixed  signals  at  crossing.  Conflicting 
testimony  as  to  which  train  was  most 
blameworthy. 


6 


Causes  of  twenty-six  most  costly  collisions  (all  classes  indiuied) — Gontinaed. 


, 

a 

9 

a  . 

h 

« 

X^ 

s 

B 

A 

21 

17 

26 

16 

26     13 


Class. 

Kind  of  train. 

•2 

i4 
4 

6 
0 

Injurefl. 

Damage    to 
cars,  cnerines, 
and  roadway. 

Cause. 

1 

B. 
B. 

R. 

r.  and  P 

P.andP.... 

P.  and  F. . . . 

Total . 

27 
37 

4 

«18,700 
31,000 

87,000 

Conductor  and  engineman  of  1  train  over- 
looked orders  wnich  had  been  deliverfd 
to  them. 

West-bound  train  was  standing  on  side 
track  (2  a.  m.),  and  there  is  no  explana- 
tion except  that  the  switch  had  been 
left  misplaced,  though  after  the  ooUiHion 
it  was  found  set  stra  ght. 

Men  in  charge  of  a  freight  waiting  on  a 
fdde  track  for  8  passenger  trains,  started 
out  aft«r  2  of  them  had  passed,  and 
their  train  was  run  into  at  the  rear  by  the 
third  passenger  train.  Mont  of  the  wreck 
was  destroyed  by  fire. 

30 

187 

9228,697 

The  explanations,  it  will  be  seen,  are  very  similar  to  those  given  in  the 
two  lists  previously  published.  Most  of  them  illustrate  the  same  general 
features,  though  there  are  many  details  which  differ  sufficiently  to  repay 
careful  perusal.  The  aggregation  of  a  large  number  of  costly  and  fatal 
cases  within  the  same  length  of  time  is  the  salient  feature  in  which  this 
list  differs  from  the  preceding  ones.  As  before,  some  of  the  explana- 
tions are  inadequate.  It  is  noticeable  that  in  two  cases,  both  on  ver}- 
prominent  railroads,  a  conductor  and  an  engineman  are  reported  a,s 
having  deliberately  ' '  taken  chances. "  Accidents  in  which  the  responsi- 
bility rests  on  men  of  very  limited  experience  again  appear  among  these 
costly  cases,  and  there  is  one  case  in  which  an  engineman  had  been  on 
duty  twenty-two  hours.  One  engineman  who  fell  asleep  on  his  engine 
had  been  on  duty  only  seven  hours,  so  that  on  the  face  of  the  report  there 
(».an  be  no  fault  found  with  his  working  hours;  but  it  is  a  fair  question 
whether  very  long  working  hours,  combined  with  the  irregularity  which 
often  is  inseparable  from  the  freight-train  service,  do  not  introduce  a 
serious  element  of  danger  by  leading  to,  if  not  encouraging,  the  taking  of 
rest  at  times  when  the  duty  is  to  keep  awake.  Thus,  a  freight-train  run 
of  175  miles  may  be  scheduled  at  fifteen  hours,  with  eighteen  to  twenty- 
four  hours'  rest  between  runs,  but  on  so  long  a  run  the  chances  of  delay 
are,  of  course,  greater  than  on  a  shorter  one;  and  even  when  there  is  no 
lengthening  of  the  working  hours  by  delays  on  the  road  the  irregularity 
of  hours  is  constant.  The  resting  hours  as  well  as  the  working  hours  are 
too  long,  and  the  lengthening  of  the  time  "  off  "  to  a  period  longer  than  is 
required  for  rest  (while  yet  it  is  not  long  enough  for  two  natural  rest 
periods)  does  not  remove  the  objection  to  excessive  working  hour^. 

The  causes  of  ''coupling  accidents"  are  classified  in  Table  No.  3. 
Of  the  552  persons  represented  in  this  table  as  killed  or  injured,  37  are 
reported  as  having  had  less  than  one  j^ear's  experience.  Of  the  7,589 
persons  killed  or  injured  in  accidents  of  all  kinds  except  train  accidents, 
27()  had  had  less  tnan  one  year's  experience. 


Tabi<b  No.  3. — Causes  of  accidents  to  employees  in  coupling  and  uncoupling. 


Sul>- 

1 

Conductors. 

Brakemen,  etc. 

Other  employees. 

clasB. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

1 

Sticking  of  parts  (bent  pins,  etc.)  pre- 
venting quick  work 

20 
45 

2 

Holding  up  pin  by  band  (presumably 
made  necessary  by  deiectiye  un- 
coupUnir  wiwbaniR'P) ........  ^ .  t  .    , 

S 

Other  causes,  apparently  due  to  defect- 
ive coupler  and  mechanism 

7 

1 

4 

Defective'  dtaft  gear  (with  automatic 
coupler) 

8 
20 

8 
28 

27 
6 

5 

4 
8 

49 

8 

23 

1 

5 

Coupling  to  an  engine  or  tender 

1 

6 

Same  (with  link-and-pin  coupler) 

1 

7 

Coupling  on  Inside  of  shcm>  curve 

1 
1 

1 

1 

S 

Foot  cauf  ht  in  or  between  couplers 
wbilp.  RniiMtinflr  ftnupler 

• 

9 

RllnpAd  (iiiniAlly  OP  Ice  f^T  fmow) . .   

■ 

10 

11 

12 
13 

14 
15 
16 

Foot  caught  in  frog,  guard  rail,  or 
switch 

1 

5 

■"■"""""""' 

Caught  by  overhanging  load  (on  plat- 
form Omr) rrx-T. 

Load  shifted 

Engaged  in  operations  preliminary  to 
couplinjr - 

1 

1 
1 

10 

i' 

While  couplinir  safety  chains ..,,  .r  . . 

1 

Link-and-pin  coupler 

i 

Link  and  pin.  with  automatic. . . . , 

10 

17 

Coupling'  damaged  cars  (presumably 
an  unavoidable  risk ) 

1 

1 

2 

1 
15  1 

18 

Uncoupling  without  using  lever  (pre- 
sumably by  reason  of  defective  un- 
coupHnfr  mechanlfipi) ,^,^ 

18 

19 

TTnr*>^nHTiff.  other  cauw*s  ......^^^..^t. 

20 

Miscellaneous 

8 
8 

10 
6 

i45 
58 

8 

221 

Not  clearly  explained. 

Total 

2 

11 

88 

492 

9 

t 

Table  No.  4. — Causes  of  accidents  to  employees  dass^ied  (C6  and  C7)  as  faUing  from 

and  getting  on  or  off  cars  ana  engines. 


Causes. 

Conduc- 
tors. 

Brake- 
men,  etc. 

Engine- 
men. 

1 
Firemen. 

0th 

erem- 
•yees. 

Sub- 
class. 

i 

c 

i 

i4 

• 

6 

1 
29 

24 
63 

6 

6 

44 

2 

67 
829 

85 
129 
146 

19 

86 

197 

2 

i 

S 


9 

•0 

c 

i 

1 

i 

s 

1 
2 
3 
4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 
Defect  in  car 

Ice  or  snow L... 

Parting  of  train ' 

6 

2 
6 

1 

Derailment,  collision,  or  shock  due 
to  abnormal  movements  of  cars 
other  than  those  in  subclass  3 

4 

1 



1 

2 

G6' 

While  setting  brakes 

""'■'"""  i 

2 

Fell  from— 

Coal  car 

i 

1 

2 

Freight  car  other  than  box  or  coal  car. 
Engine  or  tender 

*'i' 

1 
2 

1 
6 

......l.... 

1 

.... 

5 

4 

29 

•  •  ■  • 

7 

Passenger  car 

1 

Engin^,  tenders,  or  can  (all  kinds)  i 
not  in  motion -  -  - 

4 

80 

1 

15 
13 

4 

6 
14 

1 

16 
27 
10 

3 

■  •  •  ■ 

1 
6 

•  •  *  • 

...... 

...... 

17 

.... 
.... 

a5 

1 

8 
1 

•  «  *  • 

7 
4 

2 
7 

.... 

■'it 

11 

11 

Miscellaneous  cause$> 

8 

62 

12 

Not  clearly  explained 

13 

18 
14 
15 

16 

17 

18 

Slipped  getting  on  moving  trains  or  cars. 
Jumping  ofT  moving  trains 

2 

1 

17 

27 

C7 

Jumping  from  engines  or  cars  anticipa- 
ting collision,  derailment,  or  other  ac- 
cident   

•  •  ft  * 

2 



11 

1 
29 

s 

Fell  from  engines  or  cars  bv  reason  of  ! 
defective  hand  holds  and  sill  steps 

2 

Getting  on  or  off  moving  engine 

1 

2 

17 

1 

16 

Caught  in  frog,  guard  rail,  or  switch  .... 

Total 

7 

94 

•••••"I  —  "'    ------ 

85 

1191 

'\ 

41 

6 

115 

• 

22 

1 

167 

8 


YEARLY  TABLES. 


This  bulletin  completes  the  publication  of  the  accident  records 
under  the  law  of  March  3,  1901,  for  one  year,  and  the  following  table 
(A)  gives  the  aggregate  for  twelve  months  of  the  items  which  are 
given  in  Table  No.  1.  The  total  number  of  casualties  shown  in  Table 
A  is  42,619  (2,819  killed  and  39,800  injured): 

Table  A. — Summary  of  casualties  to  persons,  year  ending  June  30,  190S. 


Collisions 

Derailments 

Miscellaneous  train  accidents  (excluding  the 
above), including  locomotive  boiler  explo- 
sions....  


Total  train  accidents. 


Coupling  or  uncoupling  cars 

While  doing  other  work  about  tmins  or  while 

attending  switches 

Coming  in  contact  with  overhead  bridges, 

structures  at  side  of  tracks,  etc 

Falling  from  cars  or  engines,  or  while  getting 

on  or  off 

other  causes 


Total  (other  than  train  accidents). 
Total  all  classes 


Passengers. 


Killed. 


130 
37 


167 


99 
30 


136 


303 


Injured. 


2,298 
1,194 


94 


8,586 


1 

38 

1,250 
1,214 


2,503 


6,089 


Trainmen. 


Killed. 


366 
193 


37 


596 


120 

52 

96 

408 
235 


911 


1,507 


Injured. 


2,456 
1,040 


538 


4,034 


1,816 

2,880 

958 

5,654 
4,560 


15,868 


19,902 


Other  persons 
employed  on  or 
around  trains. 


Killed.   Injured. 


19 
23 


265 

2(fe 


12 


42 


4 
6 

1 

29 
39 


79 


121 


482 


SI 

175 

15 

192 
404 


820 


1,302 


Switchmen,  flag- 
men, watchmen. 

Other  employees. 

Total  employees. 

Killed. 

Injured. 

1 
Killed.l 

1 

Injured. 

Killed. 

• 
Injured. 

Collisions 

6 

44 
17 

12 

34 
13 

6 

300 

lis 

39 

425 
229 

43 

8,065 
1.380 

Derailments 

Miscellaneous  train  accidents  (excluding  the 
above),  including  locomotive  boiler  explo- 
sions   

601 

Total  train  accidents 

6 

73 

53 

457 

697 

5,045 

Coupling  or  uncoupling  cars 

18 

11 

2 

33 
117 

230 

185 

63 

367 
444 

1 

14 

5 

67 
561 

33 

326 

34 

654 
9,641 

143 

83 

104 

537 
952 

2,  lis 
3,566 
1,070 

While  doing  other  work  about  trains,  or  while 
attending  switches 

Coming  In  contact  with  overhead  bridges, 
structures  at  side  of  tracks,  etc 

Falling  from  cars  or  engines,  or  while  getting 
on  or  otl 

6,867 
15.04» 

Other  causes 

Total  (other  than  train  accidents) 

181 

1,289 

618 

10,688 

1,819 

28,665 

Total  all  classes 

187 

1,362 

701 

11,146 

2,516 

33, 7U 

Comparisons  of  the  principal  totals  with  those  for  the  two  years 
preceding  and  with  1893  (years  ending  June  30)  may  be  made  from  the 
following  table,  the  figures  for  1901,  1900,  and  1893  being  taken  from 
the  statistician's  tables,  made  up  from  the  railroad  companies'  annual 
reports.     It  is  to  be  borne  in  mind  that  the  number  of  men  employed 


by  the  railroads  has  been  constantly  increasing.  It  is  much  larger  in 
1902  than  in  1893;  but  precise  figures  for  the  later  year  have  not  yet 
been  compiled. 

Table  B. 


1902. 

1901. 

1900.                          1893. 

Killed. '  Injured. 

Killed. 

Injured. 

Killed. 

Injured. ,  Killed. 

Injured. 

Pasjten^enin  train  accidents 
Otlier  causes 

167  :       3,686 
136  1        2.508 

• 

110 
172 

2,338 
2,650 

93 
166 

1,999 
2,129 

100 
199 

1,708 
1,526 

Total 

303 

6,089 

282  1        4,988 

249 

4,128 

299 

3,229 

fmployees  in  train  accidentB 
In  coupling  accidents. . . 
Overhead  obstructions, 
etc.  a 

697 
143 

104 

587 

1,035 

5,(M6  ,        586 
2,113          198 

1,070            5fi 

3,773 
2,768 

509 

6,371 

27,721 

539 
282 

56 

529 

1,144 

3,288 
5,229 

436 

4,425 

26.265 

525 
433 

73 

644 

1.052 

3,008 
11,277 

444 

*      Falling  frooL  cars,  etc. . . 
other  causes^ 

6,867 
18,615 

599 
1,286 

3,780 
18,220 

Total 

Total  passengers  and 
employees 

2,516 

33,711 

2,675 

41,142 

2,650 

39.643 

2,727 

31,729 

2,819 

39,800 

2,957 

46,130 

2,799 

43,771 

3,026 

34,958 

a  In  1902  this  item  includes  fixed  obstructions  at  the  aide  of  the  track  as  well  a.s  overhead. 

&The  diminution  in  the  number  of  employees  killed  and  injured  by  mi/K;ellaneous  causes  in  1902,  as 
compared  with  1801,  is  due,  partly  or  wholly,  to  the  inclusion  in  1901  of  employees  in  shops  and  on 
boats),  wharves,  and  other  places  remote  from  the  railroad,  which  are  not  included  in  the  accident 
bulletins. 

A  comparison  of  the  coupling  accidents  recorded  in  the  fore- 
going table  for  1902,  with  the  same  for  1893  shows  the  remarkable 
and  gratifying  results  of  the  safety -appliance  act  of  1893,  which 
requires  the  use  of  automatic  couplers  and  which  went  into  full  effect 
on  August  1, 1900.  The  number  of  employees  killed  shows  a  diminu- 
tion of  ^Ixty-eigld  per  cent^  and  this  notwithstanding  the  fact  that 
there  is  now  engaged  in  this  work  a  much  larger  number  of  men  than 
in  1893.  The  diminution  in  the  number  injured  is  still  greater,  being 
no  less  than  81  per  cent. 

The  following  tables,  C,  D,  and  E,  show,  respectively,  for  the 
twelve  months  ending  June  30,  1902,  the  facts  which  appear  in  Tables 
2,  3,  and  4  of  the  quarterly  returns. 

Table  C. — Collisions  and  deraUmenis;  damage  to  carSj  engineSj  and  roadway. 


CV>lIi8ions  due  to  trains  separating, 
other  collisions 


Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc. 

Derailments  due  to  unforeseen  destructions,  etc 

Derailments  due  to  malicious  obstruction  oi  track,  etc 

Derailments  due  to  other  causes 


Total 

Total  collisions  and  derailments. 


Number.        Loss. 


774 
4,268 


$391,489 
3,894,194 


5,042  ;      4.285.68a 


547  , 

443,706 

1,609 

1,295,299 

255 

136,241 

239 

546,478 

57 

63.246 

926 

874,753 

3,633  :      3,359.723 


8,675        7,645,406 


SPECIAL  INFORMATION  CONTAINED  IN  PRECEDING  BULLETINS. 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers,  trainmen, 
and  other  persons  killed  and  injured^  and  these  figures  are  classified  accordiii;! 
to  cause  (see  Table  No.  1 ) ;  also  tables  showing  cost  of  the  different  classes  < : 
train  accidents.  The  causes  of  accidents  to  employees  in  coupling  and  uncou^*- 
ling  and  in  falling  from  cars,  etc.,  are  further  classified  in  Tables  No.  8  and  No.  4. 
Each  bulletin  is  for  three  months,  and  No.  1  was  for  the  quarter  ending  Septeir- 
ber  30,  1901.  The  bulletin  for  the  quarter  ending  June  30  contains,  in  additioi 
to  the  quarterly  statistics,  tables  showing  the  same  information  for  the  whole  vr 
the  fiscal  year  ending  on  that  date. 

Bulletin  No.  1  contains  brief  notes  on  the  most  serious  collisions  in  that  quarter,  5? 
passengers  having  been  killed.  There  are  notes  on  the  causes  of  coupler  ai\: 
dents,  explanatory  of  Table  No.  3.  Table  No.  4  is  supplemented  by  similar 
notes.  In  this  quarter  special  mention  was  made  of  130  casualties  (4  killed,  li*^ 
injured)  due  to  operating  trains  in  which  air  brakes  were  used  on  only  a  porti ' 
of  the  cars,  and  the  danger  of  running  trains  partially  air  braked  is  commente«i  o.. 

Bulletin  No.  2  contains  a  detailed  list  showing  the  cost  and  causes  of  the  27  mc<^' 
serious  butting  collisions  in  that  quarter.  In  these  collisions  70  persons  we^-^ 
killed  and  234  were  injured,  and  the  damage  to  cars,  engines,  and  roadwu} 
amounted  to  $306,511.  The  incompleteness  of  the  statements  of  causes,  as  seii 
in  by  the  railroads,  is  commented  on. 

Bulletin  No.  3  contains  a  list  similar  to  that  just  mentioned,  but  showing  rear  instt.v' 
of  butting  collisions.  As  in  the  first  list,  only  the  most  serious  accidents  ar- 
considered ;  and  of  these  there  were  41 ,  costing  $160,247.  The  number  of  perso:i^ 
killed  was  43,  and  of  injured  255. 

Bulletin  No.  4  contains  a  third  list  of  collisions,  this  one  including  all  classes;  but  : 
includes  only  a  few  in  which  the  damage  was  less  than  $5,000.  The  totalj-  s- 
this  list  are,  killed  30,  injured  187,  cost  $228,597.  Collisions  occurring  whep 
the  trainmen  had  worked  very  long  hours  are  conunented  on.  In  this  bullet/ 
a  table  is  given  showing  the  deaths  and  injuries  due  to  trains  parting.  Tb 
aggregate  of  damage  shown  in  this  table  is  $492,781;  persons  killed  14,  injure 
386.  The  table- shows  that  nearly  all  of  the  coupler  failures  which  resulted  iii  - 
collision  or  derailmen  were  reported  as  due  to  ''  cause  unknown.'' 
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Accident  Bulletin  No.  5. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING   THE 


THREE  MONTHS  ENDING  SEPTEMBER  30,  1902. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1902,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  ''accident  law"  of  March  3,  1901,  was  263,  and  of  injured  2,613. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  12,007  (845  killed  and  11,162 
injured).  These  accidents  are  classified  in  the  following  table.  These  , 
reports  deal  only  with  (a)  passengers  and  (J)  employees  on  dut}'. 

Table  No.  ]. — Summary  of  casualties  to  personsy  July,  Augusty  and  September ^  1U02, 


(Collisions 

I  >erailments 

Mi.«(cellaneoa«  train  accidents  (ex- 
cludinir  the  above),  including 
locomotive  boiler  explo9ion8 

Total  train  accidents 


CViupline  or  unoouplin^  cars 

While  doing  other  work  about 
trains  or  while  attending 
switches 

(\tming  in  contact  with  overhead 
bridges,  structures  at  side  of 
tracKs.  etc 

Falling  from  cars  or  engines,  or 
while  getting  on  or  off 

Other  causes 


Total  (other  than  train  acci- 
dents)   


Total,  all  classes 


Passen 
gera. 


other 
persons 

Trainmen.  e™Pl^y®<^ 


Switch-  I 

men,     ' 
flagmen,    Other  em- 1  Total  em- 


on  or     I 
around 
trains. 


and 
watch- 
men. 


ployees.       ployees. 


12      757  I  108 

29       447       63  i    328 


25  '    22 


41  ;i,229  ,  183 


178 


1.107  ,  19 


2 


19 


29       359 
7       362 


42 


25 


24 

113 

81 


38       740     285 


H 


1,969 


468 


517 


986 


209 

1,461 
1,147 


0 

6 
6 


5,427 


3       0 


131 


6  I     7 


43 


0 


36 

83     29 


4.320  ,  16       173     45 


35  I    304 


48 


h       !    1 


13 
5 


2 


11 
5 


83 
37 


=     .1 


i:?6 
6:3 


6  I    23 


782 
413 


189 


20  '    17       12<i  '  222     1.384 


55 


55 


13 


2 


6       52 


584 


151       32     1,236 


2 


ia'>       2A 
79     156 


6 

163 

2,683 


27 

161 
272 


233 

1,766 
3,992 


307     198  3,009 


327  ,  215  3,135 


r>i4     7, 809 


766  ,  9, 193 


Note. — ^Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee 
injured  from  performing  his  accustomed  service  for  more  than  three  dayn,  in  the  aggregate,  during 
the  ten  days  immediately  following  the  accident,  are  not  reported.  The  items  in  the  column  headed 
".Switchmen,  flagmen,  and  watchmen,"  include  switch  tenders  (not  acting  as  brakemen),  lever 
men,  and  lamp  men;  track,  bridge,  and  crossing  watchmen,  and  policemen. 
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Accident  Bulletin  No.  5. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING   THE 


THREE  MONTHS  ENDING  SEPTEMBER  30,  1902. 


The  number  of  pensons  kiUed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1902,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  "accident  law"  of  March  3,  1901,  was  263,  and  of  injured  2,613. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc. , 
bring  the  total  number  of  casualties  up  to  12,007  (845  killed  and  11,162 
injured).  These  accidents  are  classified  in  the  following  table.  These  , 
reports  deal  only  with  (a)  passengers  and  (J)  employees  on  duty. 

Table  No.  1. — Summary  of  casualties  to  persons^  Jultjf  August j  and  September y  ltH)2. 


• 

Passen- 
gers. 

Trainmen. 

other 

persons 

employed 

on  or 
around 

trains. 

Switch- 
men, 
flagmen, 
and 

watch- 
men. 

1 

Oth< 
plo 

• 

'2 

11 
5 

1 

5r  cm- 
yees. 

1 

1  Total  em- 
ployecs. 

-2 
\< 

12 
29 

0 
41 

1 

757 
447 

25 

•-^ 

108 
63 

22 

183 

42 

25 

24 

113 

81 

285 
468 

t 

•^> 

C 
1— ( 

14 
5 

0 
19 

1 

3 

6 
6 

16 

1 

•r-» 

c 

86 
43 

3 

■ 

1 

9 

• 

h 

P 

US 

t 

a 

CollisioDs 

601 

328 

178 

3  ■       13 
0           5 

83 

136 

782 

Derailments 

37 

fW 

413 

Mi^cellaneoufl  train  accidenUs  (ex- 
cluding the  above),  including 
locomotive  boiler  explosions 

0 
3 

mm 

0 

1 

8 
29 

46 

48 

2 

1      "• 
G 

23 

52 

189 

Total  train  accidents 

1,229 

1,107 

131 

20 

17 
2 

4 

2 

34 
156 

'    126 

1,384 

Coujpline  or  uncoupling  cars 

While   doing   other  work   about 
trains      or     while     attending 
fiwitcheiB 

0 
0 

2 

29 

7 

0 

0 

19 

• 

359 
362 

517 
986 

209 

1,461 
1,147 

6 
43 

36 

83 

55 
55 

13 

10) 
79 

6 
151 

584 
1.235 

Coming  in  contact  with  overhead 
bridges,  structures    at  side  of 
t  racKs,  etc 

1 

6       27 
'     163     161 

233 

Fulling  from  cars  or  engines,  or 
while  getting  on  or  off 

1,766 

Other  causes 

|2,683 

272 

3,992 

Total  (other  than  train  acei- 
dentis)  

38 
79 

740 

4,320 

173 

307 

198 
215 

1 
'3,009 

544 

7,809 

36 

Total,  all  classes 

1,969 

5,427 

304 

327 

,3, 135 

1 

766 

9,198 

Note. — Accidents  to  employees  resulting  in  slif  ht  Injuries  which  do  not  prevent  the  employee 
injured  from  performing  his  accustomed  service  for  more  than  three  dav$i,  In  the  aggregate,  aurins: 
the  ten  days  Immediately  following  the  accident,  are  not  reported.  The  itemsin  the  column  headed 
"Switchmen,  flagmen,  and  watchmen,"  include  switch  tenders  (not  acting  as  brakemen),  lever 
men.  and  lamp  men;  track,  bridge,  and  crossing  watchmen,  and  policemen. 
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Many  items  in  the  foregoing  table  show  a  marked  increase  over  the 
same  items  in  the  last  preceding  bulletin,  and  many,  also,  are  larger 
than  in  the  same  quarter  of  the  preceding  year — the  quarter  reported 
in  Accident  Bulletin  No.  1.  The  present  record  includes  a  derailment 
in  which  21  passengers  were  killed,  and  a  collision  of  work  trains  in 
which  13  employees  were  killed  (these  accidents  are  more  particularly 
referred  to  in  connection  with  a  table  which  appears  on  another  page); 
but,  except  in  connection  with  these  two  items,  there  is  no  apparent 
reason  for  an  increase  in  the  totals,  other  than  the  well-known  fact 
that  during  the  three  months  now  under  consideration  the  traffic  of  a 
large  majority  of  the  railroads  has  been  heavier  than  ever  before.  It 
is  a  matter  of  common  observation  that  new  men  have  been  engaged 
for  service  in  train  and  yard  work  in  larger  proportionate  nimibers 
than  for  many  years  before.  Evidence  tending  to  coniSrm  this  may 
be  found  in  the  list  of  coupling  accidents  given  in  detail  on  a  follow- 
ing page,  where,  among  those  killed,  6  had  had  less  than  one  year's 
experience  (3  of  them  one  month  or  less),  and  where  23  of  the  injured 
were  thus  classed,  7  of  these  having  worked  less  than  five  weeks. 
Similar  notes  of  short  terms  of  service  occur  in  the  other  classes  of 
injuries. 

The  total  nimaber  of  collisions  and  derailments  was  2,448  (1,434  colli- 
sions and  1,014  dei'ailments),  of  which  51  collisions  and  92  derailments 
affected  passenger  trains.  The  damage  to  cars,-  engines,  and  roadway 
by  these  accidents  amounted  to  $2,189,512,  namely:  July,  $716,164: 
August,  $757,663;  September,  $715,685.  Given  more  in  detail,  these 
facts  appear  as  below: 

Table  No.  2. — Colli»ion8  and  derailments. 


Collisions,  rear 

Collisioiifi,  butting 

Collisions,  trains  separating 

Collisions,  miscellaneous 

Total  collisions 

nerailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc. 

Derailments  due  to  accidental  causes 

Derailments  due  to  malicious  obstruction  of  tracks,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 


Number. 


386 
251 
691 
106 


1,434 


Loss. 


S349,S06 
437,772 
836,956 
126,595 


1,250,628 


155 

420 

75 

86 

20 

258 

1,014 

2,448 

1 

133.185 

856,655 

62,110 

80,852 

28,215 

277,867 


938,884 


Persons 
killed. 


2.189.512  I 


89 

66 

34 

9 


148 


12 
7 
8 

24 
4 

87 


92 


240 


Persons 
injured. 


471 
6ie 
263 
196 


1.589 


181 
113 

41 
167 

45 
813 


860 


2,399 


Note.— Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not 
over  $160  damage  to  the  property  of  the  railroad  are  not  reporte<l. 

Following  the  same  style  employed  in  setting  forth  some  of  the 
collisions  in  bulletins  2,  3,  and  4,  a  table  is  given  below  of  the  niOi$t 
disastrous  train  accidents  occurring  in  the  quarter  now  under  review. 


In  this  table  are  included  not  only  collisions  of  all  classes,  but  derail- 
ments as  well.  The  number  of  collisions  and  derailments  in  which 
passengers  were  killed,  or  in  consequence  of  which  the  damage  to  cars, 
engines,  and  the  roadway  exceeded  $5,000,  was  69.  Of  these,  one- 
third  (15  collisions  and  8  derailments)  are  briefly  described  in  the 
table,  the  table  being  brought  within  readable  compass  by  excluding 
all  of  the  cases  in  which  no  passenger  was  killed,  and  in  which  the  cost 
i»  reported  at  less  than  $10,000.  Besides  the  23  cases  tabulated,  there 
were,  among  the  69  accidents,  5  collisions  due  to  errors  of  train  dis- 
.patchers  or  dispatchers'  assistants;  damage,  $28,155;  killed,  3;  injured, 
15;  3  derailments  in  consequence  of  malicious  misplacement  of  switches 
or  other  mischief;  damage,  $22,500;  killed,  3;  injured,  16;  and  one 
collision  of  freight  trains  due  to  careless  conduct  of  men  who  slept  on 
duty.  In  this  last-named  case  a  freight  train  was  sidetracked  to  wait 
for  another  train,  and  the  whole  of  the  crew,  having  been  on  dutj' 
twenty-four  hours,  fell  asleep.  On  awakening,  these  men  thought. 
or  assumed,  that  the  two  trains  which  they  were  expecting  had  passed 
them,  when,  in  fact,  one  of  the  two  was  yet  to  come.  In  one  collision, 
due  apparently  to  a  trnin  breaking  in  two,  a  bi*akeman  was  killed 
whose  age  was  reported  at  only  18  years. 

The  most  disastrous  accident  of  the  quarter  was  the  derailment, 
which  appears  in  the  list  as  No.  69,  item  f ,  causing  the  death  of  21 
passengers.  This  was  an  excursion  train,  and  the  cause  of  the 
derailment  is  reported  as  undiscoverable.  The  published  reports  of 
this  accident  state  that  all  of  the  passengers  killed  were  riding  on  the 
platforms  of  the  cars.  The  13  persons  killed  in  the  collision  numbered 
19,  item  d,  were  workmen  on  gravel  trains.  This  collision  appears  to 
have  been  due  to  a  suspension  of  block-signal  rules,  and  the  circum- 
stances indicate  laxity  in  the  maintenance  of  proper  safeguards. 
Number  9,  item  w  (collision),  indicates  the  absence  or  nonuse  of  a 
safety  switch  to  prevent  the  escape,  at  the  lower  end  of  a  switching 
yard,  of  cars  which  elude  the  control  of  the  brakeman.  Number  17, 
item  u,  represents  the  derailment  of  a  train  which  was  running  at  a 
very  high  speed.  The  engine,  cars,  and  track  were  in  the  best  condi- 
tion, so  far  as  could  be  known.  The  train  was  scheduled  to  I'un  verv 
fast  for  over  100  miles,  and  there  is  no  explanation  of  the  disaster, 
except  that  the  speed  was  excessive.  The  engineman  who  was  run- 
ning the  engine  was  killed  in  the  wreck,  as  was  the  fireman  also.  In 
most  of  the  other  cases  among  the  23  tabulated,  the  cause  is  explained 
more  or  less  clearly  in  the  table  itself.  Besides  item  f ,  one  other 
derailment  is  reported  as  due  to  '^  cause  unknown ;''  and  the  forgetting 
of  telegraphic  orders,  by  the  men  who  had  the  orders  in  their  pockets 
or  immediately  before  their  eyes,  accounts  for  four  collisions,  averag- 
ing over  $17,000  each. 


Finally,  accident  No.  50,  item  m,  a  collision  wliere  the  block  system 
was  in  force,  is  remarkable  as  showing  negligence  on  the  part  of  four 
men.  This  negligence  neutralized  the  safeguards  of  the  block  system; 
though  it  is  to  be  observed  that  the  starting  of  trains  from  a  side  track 
where  the  outlet  switch  is  situated  in  advance  of  the  starting  signal  is  a 
modification  of  the  system  which  is  not  approved  by  the  best  authorities. 
In  this  collision  train  A,  running  southward  from  H  to  P,  was  fol- 
lowed closely  by  train  B,  the  latter  teing  authorized  to  occupy  the 
same  block  section  with  the  leading  train,  under  orders  to  run  with 
speed  under  full  control.  The  signalman  at  H  told  P  to  hold  north- 
hound  trains  for  southbound  train  B,  and  claims  that  P  answered 
"o.  K."  It  does  not  appear,  however,  that  the  "o.  k.''  was  recorded; 
and  according  to  the  rule  it  should  have  been  given  in  full — '*o.  k.  ;  1 
will  hold  the  block  for  train  B."  The  signalman  at  P  said  once  that 
he  received  no  such  order  from  H;  at  another  time  he  claimed  that  he 
thought  train  A  was  behind  train  B.  When  the  northbound  train 
was  read}'  to  start,  the  signalman  at  P  told  the  conductor  and  engine- 
man  that  they  could  go  as  soon  as  ti-ain  A  arrived.  The  conductor 
and  engineman  acted  on  this  oral  statement,  without  waiting  for  the 
block  signal  to  be  cleared,  their  train  being  north  of  the  block  signal 
station,  on  a  side  track.  Trains  C  and  B  collided,  but  each  engine- 
man  had  full  view  of  the  opposing  train  for  half  a  mile,  and*  the  man 
on  train  C  saw  the  other  train,  stopped,  and  sounded  his  whistle;  but 
the  southbound  engineman  appears  to  have  been  entireh'  oblivnous  of 
the  northbound  train  until  his  engine  struck  it. 

Oiufie»  of  iwnily-three  most  serious^  train  accidents. 

[Note.— R.  atand»  for  rear  colllBion;   B.,  butting  collision;   M.,  miscellaneous;  D.,  derailment;    P.. 

passenger  train;  F.,  freight  and  miscellaneous  trains.] 


Kind  of 

train. 


e     43       R 
f  .  ri9  I    l>. 


g  '  16  I    D. 
h  '  ]5       V). 

i     20  '    M. 


Two  work 
trains. 


F. and  F 
P 

F 

F 

V  and  F 


Killed.  Injured. 


5 


4 
13 


2 
23 


0 
0 

0 


SO 
1 


17 

17 


23 
96 


3 
2 


Damage  to 
cars,  en- 
gines, and 
roadway. 


$755 
800 


2,600 
3,700 


4,485 
8, 189 


10,000 
10,700 

10,900 


Cause. 


Loose  wheel  and  spreading  of  track. 

Passenger  train  ran  into  rear  of  freight 
train  in  fog;  persons  killed  (drover*) 
were  in  caboose  of  freight  train.    En- 

? lineman  (of  15  years'  experience)  at 
ault  for  not  controlling  speed. 

Cyclone  separated  cars  from  locomotive 
and  forced  them  off  the  track. 

Conductor  trusted  another  conductor  to 
hold  all  trains  and  prevent  their  enter- 
ing specified  section  of  track,  but  this 
instruction  or  request  was  not  correctly 
underetoo<l. 

Freight  train  approached  station  too  fast. 

Cause  undiscovered;  cars,  engine,  and 
track  free  from  evidence  of  defect;  speed 
35  miles  an  hour;  5-degree  curve. 

Runaway;  damage  mostly  from  Are. 

Runaway;  cars  broke  loose  from.train  and 
became  uncontrollable  on  steep  grade. 

Fireman  ran  engine  out  from  side  track 
without  first  sending  a  flagman  to  pro- 
tect the  movement;  conductor  jand  en- 
gineman apparently  cognizant  of  his 
action. 


Ccnuea  of  twerUy-lhree  moH  serious  train  acdderUs — Continued. 


S 


o 

1 

Si 


^     P^ 


46 


56 


m 


o 

p 


t 
u 


V 

w 


Class. 


32 

2 
6 


q  .  26 


r  ;  85 


64 


18 
17 


B. 


R. 

B. 
B. 
B. 


D. 


D. 
D. 


21       D. 
9      M. 


Kind  of 
train. 


FandF 


B.      y and  F 


M.      P  and  P 


50      B.    !  F  and  F 


F.  and  F. 

P.  and  P. 
F.  and  F. 
F. and  F. 

P.  and  P. 


Killed. 


P 
P 


F.  and  F 

Passenger 
train  and 
runaway 
freight 
cars. 

Total . 


3 
2 


4 

1 

1 
3 

1 

2 
2 


1 
2 


4 
4 


81 


Injured. 


Damage  to 
cars,  en- 
gines, and 
roadway. 


2 
4 


4 

1 

69 
2 
4 

2 
10 


33 
4 


0 
25 


356 


$11,148 

11,200 
11,800 


Cause. 


12,000 

14,000 

14,000 
14,918 
16,000 

17,000 
17,000 


18,600 
23,300 


25,000 
50,600 


Telegraph  operator  received  message  read- 
ing "11.55;"  copied  it  "11.05,"  but  in 
repeating,  wrote  "11.56."  Operator's 
experience,  two  years. 

Freight  train  (engine  detached)  left 
standing  on  grade  ^ith  brakes  not  set; 
escaped  control. 

Inferior  train  started  from  station  without 
orders  when,  according  to  nile,  orders 
should  have  been  asked  for.  Con- 
ductor's experience,  one  month;  engine- 
man's,  one  year.  Both  forgot  that  the 
other  train  was  soon  due. 

Mistake  of  block-signal  operators;  also 
englneman  (running  under  permissive 
signal)  neglected  to  Keep  good  lookout 

Train  passedblock  signal  Indicating  stop; 
also  flasman  of  forward  train  failed  to 
project  nis  train  by  flag. 

Both  englneman  and  conductor  of  one  of 
the  trains  forgot  a  telegraphic  order. 

Meeting  order  lorgotten  by  both  conduc- 
tor and  enrineman. 

Englneman  forgot  meeting  order;  conduc- 
tor evidently  forgot  also.  Collision  oc- 
curred only  8  minutes  after  the  order 
had  been  delivered. 

Englneman  approaching  station  neglected 
to  properly  regulate  the  speed. 

Passenger  train  running  at  about  60  miles 
an  hour  ran  past  misplaced  switch  and 
was  derailed  by  entering  side  track  too 
fast;  red  (danger)  light  on  the  misplaced 
switch  was  visible  one-half  mile  awav. 
Switch  left  in  wrong  position  by  freignt 
conductor  after  he  had  used  it  a  short 
time  before,  Englneman  at  fault  (who 
was  killed),  sounded  whistle  a  few  sec- 
onds before,  which  indicates  that  he  was 
not  asleep.  Had  9  hours  rest  before  go- 
ing on  duty. 

Unknown. 

Excessive  speed:  (estimated  66  miles  an 
hour)  on  curve  of  7*^  7';  outer  rail  ele- 
vated 79  inches. 

Conductor  and  englneman  forgot  a  meet- 
ing order. 

Freight  cars  escaped  control  while  being 
switched  in  yard,  due  principally  to 
failure  of  brake  chain;  loss  largely  due 
to  fire  caused  or  spread  by  illuminating 
gas. 


308,395 
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The  next  table,  No.  3,  coupling  accidents,  given  in  its  usual  form, 
is  supplemented  by  a  list  showing  in  brief  language  the  cause  of  each 
one  of  the  coupling  accidents  of  the  quarter. 

Table  No.  3. — Causes  af  accidents  to  employees  in  coupling  and  uncoupling. 


■Sub- 

Conductors. 

Brakemen,  etc. 

other  employees. 

class. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

1 

Sticking  of  parts  (bent  pins,  etc.)  pre- 
venting quick  work 

16 

54 
17 

,! 

6 
26 

35 
15 

8 

5 
2 

70 
11 

2 

Holding  up  pin  by  hand  (presumably 
made  necessary  by  defective  un- 
coupling mechanism) 

. 

3 

8 

other  causes,  apparently  due  to  defect-  > 
ive  coupler  and  mechanism 1 

4 

Defective  draft  gear  (with  automatic 
coupler) 

6 

Coupling  to  an  engine  or  tender 

1 

6 

Same  (with  link-and-pfn  coupler) 

7 

Coupling  on  inside  of  sharp  curve 

2 

8 

Foot  caught  in  or  between  couplers 
while  adjusting  coupler 

9 

Slipped  (usually  on  ice  or  snow) ' 

1 
3 

10 

Foot  caught  in  frog,  guard  rail,  or 
switch 

1 

11 

Caught  by  overhanging  load  (on  plat- 
form car 

1 

1 

12 

Load  sh  If  ted 

13 

Engaged  in  operations  preliminary  to 
coupling 

3 

1 

14 
3 
1 

2 

14 

While  coupling  safety  chains 

15 

Link-and-pin  coupler 

18 
3 

12 

■***"•■■ 

16 

Link  and  pin,  with  automatic 

17 

Coupling  damaged  cars  (presumably 
an  unavoidable  risk) 

18 

Uncoupling  without  using  lever  (pre- 
sumably by  reason  of  defective  un- 
coupling mechanism) 

3 

2 

19 

19 

Uncoupling,  other  causes 

20 

Miscellaneous 

•••»•••■ 

8 
2 

10 
11 

166 
67 

6 

21 

Not  clearly  explained 

Total 

1 

21 

49 

667 

2 

6 

The  reader  who  has  examined  Table  No.  3  in  the  bulletins  that  have 
been  issued  will  have  observed  that  "operations  preliminary  to  coup- 
ling" is  a  class  in  which  appears  a  considerable  percentage  of  the 
deaths  each  quarter;  and  also  that  a  considerable  share  of  the  acci- 
dents are  due  to  defective  uncoupling  mechanism  and  to  the  fact  that 
engines  and  tenders  are  not  in  all  cases  equipped  with  automatic 
couplers.  With  a  view  to  showing  the  extent  to  which  these  con- 
ditions prevail,  as  well  as  to  give  the  clearest  practicable  exhibit  of 
the  situation  generally,  the  coupling  accidents  of  the  quarter  under 
review  are  shown  in  detail  in  the  following  table.  This  subject  is 
also  discussed  at  some  length  in  the  sixteenth  annual  report  of  the 
Commission  (December,  1902). 


List  of  employees  reported  as  killed  in  coupling  or  uncoupling  can, 

JULY,  1902. 


Record 
No. 


Circumstances  and  cause. 


18 
24 
30 

52 
68 
70 
78 
88 

93 
96 

no 

180 
132 
164 
166 
176 
177 
37i 
180 

6W 


Between  can,  adjusting  knuckles 

do 

Stepped  between  cars  to  open  knuckle;  caught  between  draw- 
ban  and  deadwood. 

Uncoupling,  fell  off  engine  tank;  run  over 

Caugh  t  between  couplen 

Caught  between  bumpen 

Coupliog  presumably;  run  over 

Walldng  alongside  of  train  preparatory  to  coupling,  caught  be- 
tween car  and  poet  of  platform. 

Arranging  the  knuckle;  nead  caught  between  buffera 

Stepped  between  can  to  open  knuckle;  caught  between  exten- 
sion ends  of  can. 

Adjusting  knuckle;  caught  between  two  cars 

Caught  between  can  while  coupling 

Caught  between  bad  order  care,  chaiu  coupling 

Caught  between  can  while  coupling 

Wheel  passed  over  leg 

On  curve;  kicked  coupler  over  with  foot 

Trying  to  uncouple  can  while  in  motion;  foot  caught  by  wheel. 

Train  In  motion,  stepped  In  to  adjust  drawbar 

Went  to  make  coupling  when  train  broke  apart;  wheel  caught 
foot. 

Cutting  off  care;  caught  foot  in  frog 


Daylight 

(D.)or 
darkness 

(N.). 

Age. 
27 

Experience 

If  less 
than  1  year. 

D. 

D. 

29 

N. 

40 

N. 

22 

5  months. 

D. 

86 

N. 

22 

D. 

25 

D. 

23 

D. 

23 

I). 

28 

I). 

88 

N. 

23 

D. 

38 

D. 

40 

D. 

25 

D. 

24 

N. 

27 

N. 

D. 

n. 

Al'OrST,  1902. 


3     Went  between  care  to  uncouple  safety  chains;  slack  ran  out 

5     Between  care  fixing  coupler:  care  came  together,  catching  him. 

17     Head  caught  between  drawheads  while  coupling 

27     Coupling  misned;  went  in  toopen  coupler?*;  caught  between  cars. 
32     Supposed  to  have  been  between  care  coupling  when  train  set 

back. 
75     Failed  to  uncouple  care  and  jumped  out  from  between  care,  and 
was  caught  between  car  and  platform. 

128     Trying  to  adiust  knuckle;  caught  between  couplera 

140     Couplen  failed  to  work,  and  car  was  knocked  nway  about  20 
feet;  while  fixing  coupler  car  ran  back  and  caught  him. 

Vi6    Caught  between  care  while  coupling  same 

It^l     Reached  in  between  care  for  pin;  chain  missing,  caught  foot  in 

frog. 
185     Went  between  engine  and  car  to  uncouple;  caught  between 
buffere. 

209  W>nt  between  care  to  adjust  knuckles;  caught  between  draw- 

heads. 

210  Train  parted;  went  between  to  couple;  train  ran  over  him 

216    Trying  to  open  knuckle;  fell  between  care 

220    Coupling  engine  to  log  car,  uxing  link  on  account  of  engine 

being  nigher  than  log  car,  caught  between  car  and  engine. 


SEPTEMBKR,  1902. 


4     Walking  alongside  train  lifting  lever,  foot  caught  in  frug 

18    Lever  duconnected,  stepped  in;  caught  foot  in  guard  rai  1 

54     Cutting  off  care,  caught  foot  in  split  switch 

74    Went  between  care;  nead  caught 

106    Extending  log  caught  neck  between  cnr  and  engine 

110  Cutting  car  loose,  fell  off  end  of  flat  car;  car  passed  over  him . . 

121     Adjusting  couplen;  caught  between  buffere 

124    Oaughtbetween  can  while  chaining  them 

133     Attempted  to  pass  between  drawbare 

146    Sharp  curve,  oouplen  passed  each  other,  catching  him 

186    Caught  between  can 

192    Caught  between  buffera 

202  Operating  rod  out  of  repair,  went  betweei  care;  foot  caught  in 

frog 

212  Placing  knuckle  pin  on  drawbar,  engine  moved  againnt  him. . . 

55|  Attempted  to  uncouple;  fell  between  care 


D. 
P. 
N. 
N. 
N. 

32 
31 

"27' 
23 

1  week. 
9  months 

N. 

•25 

I). 
I). 

28 

D. 

23 
42 

1  month. 

X. 

48 

N. 

27 

X. 

D. 
D. 

26 
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List  of  injuries  to  employees  reported  as  occurring  in  coupling  or  uncoupling  cars — Cont'd. 

JULY,  1902— Continued. 


Record 
No. 


114 
115 

116 

117 

118 
119 

]'20 
121 

122 

123 
124 
125 

126 

127 
128 
129 

131 

133 

13^1 

135 

136 
137 

138 
139 

140 
141 
142 
143 

144 

145 

146 
147 

148 

149 

150 

151 

152 

153 

154 

155 

156 

167 

158 
159 

160 


2. 


Injury. 


Foot  mashed 

Finger  mashed 

Leg  squeezed 

Finger  broken 

Finger  crushed 

Body  crushed 

Foot  bruised 

Compound  fracture  of 

of  arm. 
Thumb  burst  open  . . . 

Foot  sprained 

Elbow  bruised 

Fingers  mashed 

Finger  injured 

Hand  injured 

Finger  crushed 

Hand  injured 

....do 

Thumb  injured 

Fingers  injured 

Hand  bruised 

Clavicle  broken 

Hand  injured , 

Foot  Injured 

Fingers  mashed ;  body 
squeezed. 

Thumb  crushed 

Finger  crushed 

Foot  bruised 

Finger  mashed 

Finger  crushed 

Arm  bruised 

Contusion  of  hand 

Fracture  of  rib 

Body  crushed 

Hand  crushed 

Finger  bruised 

Thumb  mashed 

Contusion  of  pelvis. . . 

Finger  lacerated 

Arm  crushed 

Finger  mashed , 

Fingers  bruised 

Hand  crushed , 

Knee  injured 

Foot  mashed 

Finger  mashed 


3. 


4. 


Cause  as  reported. 


Pushing  drawhead  over  with  foot 

Coupling;  arm  caught  when  cars  came 

together. 
Caught  between  coupling  lever  and  tank 

of  engine. 
Caught  between  lock-pin  lever  and  buf- 
fer. 

Locking  pin  came  out 

Coupling  with  pilot  bar,  when  same  flew 

out. 
Shovlngdrawhead  overwith  foot;  slipped 
Struck  on  side  of  head;  dazed;  put  arm 

on  rail;  run  ovei. 
Coupling:  caught  hand  between  pin  and 

knuckle. 

Closing  knuckle;  stepped  in  frog 

Uncoupling;  slipped 

Coupling;  caught  between  lever  and  end 

of  car. 

Coupling;  caught  between  couplers 

Pusning buffer  back  with  stick;  slipped.. 

Caught  between  cars  while  coupling 

Caught  between  vestibule  of  car  and 

knuckle  while  coupling. 
Raised  pin  bv  chain ;  caught  between  pin 

and  end  sill  of  car. 
Uncoupling  bad-order  cars  in  motion; 

cars  coupled  with  chain. 
Uncoupling  lever  diactmnected;  pulling 

f)in  by  hand;  caught  between  coup- 
ers. 
Lifting  rod  would  not  work;  took  hold 

of  pin  by  hand. 

Caught  between  bumpers 

Lifting  lever  would  not  work;  holding 

up  with  hand. 

Pusning  knuckle  over  with  foot 

Opening  knuckle;  car  dropped  down  on 

nira. 

.No  lever;  lifted  pin  by  hand : 

Uncoupling;  slack  ran  out;  caught  finger. 

Attempted  to  kick  coupler  over 

Coupling;  finger  caught  between  draw- 
bars. 
Coupling;  caught  between  end  sill  and 

lever. 
Uncoupling;  lever  slipped,  striking  his 

arm. 
Uncoupling;  hand  caught  behind  lever. . 
Coupling:  caught  between  lever   and 

caooose. 
Coupling  with  chain;  caught  between 

bumpers. 
Coupling;  caughtbetween  lever  and  end 

sill  of  car. 
Uncoupling;  caught  between  lever  and 

end  sill  of  car. 
Lever  would  not  work:  caught  between 

sill  and  drawbar. 
Taking  chain  off  crippled  car;  engine 

backed. 
Uncoupling;  caught  between  lever  and 

end  sill  of  car. 
Chain  broken;    reached   over;    caught 

between  bumpers. 
Holding  lock  pin  up;  caught  between 

drawhead  and  deadwood. 
Coupling  with   chain;    using  link  on 

curve. 
Opening  knuckle;  had  hold  of  lever; 

caught  by  projecting  lumber  on  car. 

Coupling;  apron  on  car  fell  on  leg 

Coupling;  pushing  drawbar  over  with 

foot. 
Coupling:  failed  to  make  first  time;  went 

between  to  adjust  knuckle;  caught. 


Daylight 

(D.)or 

darkness 

(N.). 


5. 


Age. 


N. 

D. 

1>. 

D. 

D. 
D. 

D. 
D. 

N. 

D. 
D. 
D. 

X. 

N. 

D. 
D, 

N. 

N. 

D. 

D. 

N. 

D. 

D. 
D. 

N. 
D. 
D. 
D. 

D. 

D. 

D. 
D. 

D. 

D. 

D. 

N. 

N. 

D. 

D. 

N. 

D, 

D. 

D. 
D. 

D. 


23 
80 

26 

21 ; 


(See  noie.  i 


24 
21 


31  :  S. 
21 

2ft  !  S. 


23 

38 
26 

27 
23 
22 
30 

29 

25 

85 

48 

24 
22 

37 
22 

23 
21 
35 
21 

22 

21 

21 
20 

30 

21 

26 

23 

26 

29 

23 

22 

30 


I 


33 
80 

24 


S. 
S. 


8  months. 

S. 

S. 
S. 

s. 

s. 


4  months. 
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lAgt  ofinjuritB  to  employees  reported  as  occurring  in  coupling  or  uncoupling  cars — Cont'd. 

JULY,  1902— Continued. 


1. 

2. 

8. 

4. 

5. 
Age. 

22 





"24' 

31 

82 
21 

20 

22 
22 

26 
24 

80 
29 

• 

25 
26 
28 

41 
"25' 

6. 

Record 
No. 

Injury. 

Cause  as  reported. 

Daylight 

darkness 

(N.). 

(See  note.) 

161 
102 

Finger  bruised 

Ruptured 

Uncoupling;  lever  broken;  took  hold  of 

tumbler  with  hand. 
Uncoupling;  pulling  lever  to  cut  off  car . 
Caught  between  end  of  lock  pin  and 

deadwood;  bad-order  cars. 
Opening  knuckle;  cars  ran  down  on  him. 
Coupling    narrow-gauge    cars;    using 

crooked  link. 
Caught  between  latch  and  coupler  on 

pilot. 
Foot  caught  in  guard  rail 

I). 

D. 
D. 

N. 

D. 

D. 

N. 

D. 

D. 

D. 
N. 

D. 
N. 

D. 
D. 
D. 

D. 

D. 
N. 

N. 

D. 
D. 

D. 

D. 

N. 

163 
165 

Fingers  mashed 

Foot  mashed 

167 
168 
169 

Fingers  mashed 

Finger  mashed 

Foot  crushed 

170 

Arm  mashed 

Opening  knuckle;  arm  caught  between 
couplers. 

Caught  between  dead  blocks  while  try- 
ing to  adjust  knuckle.                . 

Coupling  safety  chains 

171 
172 

Hand  mashed 

Arm  and  hand  bruised 

173 

Foot  bruised 

Engine  to  couple  to  bad-order  car;  went 

to  arrange  knuckle. 
Coupling;  caught  between  lever  and  car. 
Lever  disconnected;  went  between  cars 

to  lift  pin. 
Pushing  drawbar  over  with  foot 

174 
175 

Hand  mashed 

Leg  broken 

179 

Foot  bruised 

181 
183 

Finger  mashed 

Hip  bruised 

Uncoupling;  raising  pin  by  hand 

Stepped  between  cars  while  in  motion  to 
rafce  lever. 

Reaching  in  to  get  bolt  Just  as  coupling 
was  made. 

Coupling;  caucrht  between  bumpers 

Opening  knuckle;  squeezed  by  project- 
ing load. 

Cauf  ht  between  lever  and  end  sill  of  car. 

Chsin  detached;  reaching  for  pin 

Knuckle  being  out,  making  coupling  by 
hand. 

Uncoupling  bv  hand;  caught  between 
.    pin  and  aeaawood. 

CouDlinsr:  load  shifted 

S. 

IM 

186 
186 

Finger  mashed 

Finger  cut  off 

Body  bruised 

187 
188 
189 

190 

191 

Hand  bruised 

Fingers  pinched 

Finger  bruised 

Fingers  mashed 

Finger  bruised 

Fingers  mashed 

6  days. 

84 

Holoing  lever  up  by  hand 

AUGUST,  1902. 


1 

Bruised 

? 

Hand  bruised 

4 
6 

Finger  mashed 

Am  bruised,.., 

7 
8 
9 

Fingers  msshed 

Thumb  injured 

Foot  injui^Bd 

10 
11 

12 

13 

14 

Fingers  mashed 

Finger  caught 

Hand  bruised 

Finger  broken 

Foot  crushed 

16 

16 

18 
19 

20 

21 
22 

28 

Finger  mashed 

Finger   and   thumb 

mashed. 
Finger  crushed 

Spraining  ankle  and 
knee  and  mashing 
left  arm. 

Back  and  chest  in- 
jured. 

Left  hand  mashed 

Arm,  wrist,  and  elbow 
pinched. 

FlJiger  bruised 

Opening  knuckle 

Uncoupling;  hand  caught  between  dead- 
wood  and  drawbar. 

Coupling 

Coupling  on  curve;  had  arm  caught 

Uncoupling;  slack  ran  out,  caught  hand . 

Coupling 

Uncoupling;  caught  between  main  and 
guard  rafls;  flange  of  wheel  ran  against 
foot. 

While  lifting  Pin 

Took  hold  01  lever  to  lift  pin;  slack  ran 


in,  and  was  caught. 
Uncoupling;  reaching 

hold  of  pin. 
Coupling;  brake  flew  off .. 

Between  drawheads 

Caught  between  drawbars 
Caught  between  bumpers . 


over  and  taking 


Uncoupling;  had  to  take  hold  of  knuckle 

pin. 
Cutting  off  cars;  was  thrown  and  dragged 


Squeeced  between  cars. 


In  opening  knuckles 

Uncoupling;  holding  coupler  latch 


Raising  latch  in    coupler;  got  finger 


rht 


caught  behind  drawbar. 
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List  of  injuries  to  employees  reported  as  occurring  in  coupling  or  uncoupling  cars — Cont'd. 

AUGUST,  1902— Continued. 


1. 


Record 
No. 


24 
25 
26 


27 

2« 
29 
30 

31 
33 
34 
35 

36 
37 
38 

39 


40 

41 
42 

43 

44 

45 

4G 
47 

4<S 

49 

50 

51 
oJ 

53 
frl 

55 

56 
57 
5H 
59 
60 

61 

62 
63 

64 

6it 

66 
67 


2, 


3. 


Injury, 


Hand  crushed 

Hand  mashed 

Hand  badly  injured. 


Cauae  un  reported. 


Foot  T>adly  squeezed. . 

Fing:er  crushed 

Thumb  bruised  and 

cut. 

Back  contused 

Finger  bniised 

do 

Finger   brokeu    and 

bniisod. 

Finger  split  open 

Foot  jammed 

Finger  ctiught 


Lumber  shifted 

Coupling  cars 

Caught  under  uncoupling  lever  by  fel- 

low-brakeman  stepping  on  lever  while 

uncoupling. 
Couplers  mi£»ed:  went  in  to  open:  was 

caught. 

Tried  to  shove  drawbar  with  foot 

Coupling 

Uncoupling;  attempting  to  lift  pin 


Cutting  off  cars:  was  struck  by  step 

Uncoupling:  raising  pin  lifter 

Pin  lifter  stuck:  attempted  to  lift  pin 

Lifting  pin  with  lingers 


Hand  crushed 


Toes  mashed 


Finger  mashed 
Arm  bruistni . . . 


Toes  mashed  . . 
Thumb  broken 
F(K)t  mashed  . . 


Finger  criishKl. 
Thumb  cnishtd 
Finger  mashed . 


Foot  ])ruLsed 

Foot  cnished 

Ko<1y  bruised. 
do 


ringt-r  bruised 
J*^nger  cut  off  . 


Leg  and    ankle    cut 
and  bruised. 

Hand  mashed 

Hand  cnislied 

Hand  Injured 

do 

Finger  cut  off 


Tried  to  pull  pin 

Caught  foot  while  pushing  drawbar  over. 

Knuckle  would  nrtt  open:  caught  be- 
tween pin  and  deadwi>od. 

Putting  m  pin  to  make  safe  coupling, 
slack  ran  in;  caught  between  plat- 
forms of  cars. 

Opening  knuckle  which  wna  broken;  it 
fell  on  foot. 

Chain  disconnecieil.  rai.-ing  pin  by  hand. 

Injured  in  some  way  uukn<»wn While 
coupling. 

On  car  holding  up  pin  with  hand, 
i-aught  between  drawbnrs. 

Chain  to  lift  lever  broken,  caught  be- 
tween deadwoods, 

(Coupling  engine  to  train,  caught  under 
pilot. 

Opening  knuckle,  caught  hand 

("HUglit  between  coupler  and  knuckle  ... 

Cham  disccmnected,  attempted  to  lift 
pin  by  hand. 

Attempted  to  shove  drawbar  over  with 
f«M)t.  on  curve. 

Standing  on  footlK)ard  of  engine,  at- 
tempted to  close  knuckle  with  foot. 

Attempting  to  uncouple  .safety  chains  .. . 

Coupling,  rolled  between  car  and  plat- 
form. 

Coupling  cars 

Holding  up  kxk  pin  by  hand,  caught 
between  pin  and  deadwixnl. 

Coupling,  wheel  catching  him 


5. 


Daylight 
(D.)or  1. 
darkness  '**^*^' 

(N.). 


Knee  bruised. 


Toe  mashed 

fingers  mashed 

Finger  mashed . 

Hand  bruised  . . 


Fingers  bruised  . . 
Hand  mashed  off. 


6i<  ,  Foot  injured. 


69 
70 
71 
72 


3 


Foot  bruised 

Foot  cutoff 

Arm  s(|ueexed ... 
Finger  contused. 
Fingers  cutoff... 


Caught  between  couplers  while  coupling. 

Attempted  to  pull  drawbars  open 

While  uncoupling  car  from  traiu 

Caught  fingers  in  chain 

Uncoupling  on  curve,  lift  rod  slipped 

under  running  Imard  of  tank. 
Ridingon  f(X)tboarclof  engine,  bad-order 

ear  having  no  drawbar  came  too  close 

to  engine,  catching  him. 

Kicking  knuckle  open  with  foot 

Lifting  pin  on  bad-order  cars,  ears  came 

together. 
Projecting  load  on  lumber  car;  caught 

between  lever  and  lumber  on  car. 
Coupling  with  link  and  pin,  pin  jumped 

out  of  draw  head. 
Opening  knuckle,  cars  came  together . .. 
Slipped  on  rail,  hand  caught  between 

am  w  heads. 
Attempted  to  shove  coupler  over  with 

foot. 

Caught  in  guard  rail 

Slippe<l  off  brake  beam  and  fell 

Opening  iaw  on  coupler 

Making  link  and  pin  coupling 

do 


N. 

N. 
D. 


N. 

D. 
D. 
IX 

N. 


D. 
D. 


D. 
D. 

D. 


I). 

D. 
N. 

N. 

X. 

I). 

D. 
D. 
P. 

1). 

N. 

N. 
N. 

D. 
D. 


X. 


88 


6. 


(See  note.) 


23 

33 
35 


24 
35  i 

34 ; 

22 
38  ! 


23 

21 

35 


36 
21 

20 


22  ,  8. 

32     9  month? 
2S     H  month''. 


26 

28 

22 
3:) 

23 


A.'. 

D. 

26 

D. 

I). 

1  25 

D. 

'  52 

D. 

24 

24 


P. 

43 

1). 

52 

D. 

27 

D. 

26 

N. 

81 

N. 

35 

D. 

23 

D. 

30 

D. 

27 

D. 

n. 

28 

D. 

18 

I  week. 


S. 
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List  of  injuries  to  employees  reported  as  occurring  in  coupling  or  uncoupling  cars — ^C^'ont'd. 

AUGUST,  1902— Continued. 


RtH^ord 
No. 


74  Finger  bniised 


76 
77 

78 

79 

80 

M 

«2 

83 


M 

85 

86 

S7 

89 
90 


91 


92 
93 


Toe  crushed . 
Foot  bruised 


Finger  bruised 


6. 


Daylight  < 

da?kn?L!A»*^-   (Seenott..) 
(N.).     , 


Foot  crushed;   arm 
bruised. 


Finger  cut 

Body  squeezed . 

l^ingers  bruised 

Finger  cut  off . . 


FiugerR  mashed 
Hand  mashed . . 


Head  contused 


Hand  mashed 

Finger  mashed 

Body  bruised 

LiCgs  contused   and 
body  bruii^ed. 


I>eg  cut. 


I 


Rib  fractured  , 
Hand  crushed . 


94  Finger  crushed. 


95  !  Leg  brui.sed 


96 

^7 

<Ks 

99 
100 
101 
102 

103  i 
104 
105  . 

106 
107 

108 

109 

110 

111 
112 
113 
114 
115 

116 

117 
118 
119 
120 
121 
122 
124 
125 


Omtusion  of  ankle . . 

Foot  crushed , 

Fingers  injured 

Body  bruised 

Toe  jammed 

Body  bruised 

do 


Hand  bruised 
Bodv  bruised . 
Heel  maahed . 


Thumb  bn-ised 

Fingers  lacerated  ... 

Body  bruised 

Arm  and  leg  mashed 

Chest  crushed 


Thumb  bruised. 
Hand  lammed  . 
Body  Jammed.. 
Finger  crushed. 
Knee  cut 


Skull  fractured  and 
back  strained. 

Back  bruised 

Finger  bruised 

.....do 

Hand  bruised 

do 

Foot  bruised 

Hand  bruised 

Hand  and  foot  cut  off. 


Chain  disconnected:  was  pulling  pin  by 
hand. 

Attempting  to  shove  knuckle  with  foot. . 

Attempting  to  shove  drawbar  over  with 
foot. 

Holding  lever  up  to  couple,  caught  be- 
tween lever  and  stirrup. 

While  uncoupling,  fell  under  wheels 

Coupling,  caught  in  some  way 

Uncoupling  safety  chains,  caught  be- 
tween cars. 

Uncoupling,  took  hold  of  tumbling  lever 
with  hand,  hand  lever  gone. 

Lift  pin  broken,  pulling  pin  by  hand, 
caught  between  drawbar  and  dead- 
wood. 

Trying  to  open  knuckle,  slack  ran  in 

Coupling,  lifting  lever  too  long,  caught 
between  lever  and  end  sill  of  tank. 

Coupling  engine  to  car,  caught  between 
ash  pan  of  engine  and  engine  pit. 

Adjusting  coupler,  cars  came  together... 

Opening  Knuckle,  cars  came  together 

Caught  between  cars  while  coupling 

Defective  coupler;  stooping  over  to  see 
what  wajB  the  matter  and  wheel  caught 
foot. 

Went  to  uncouple  cars  before  nir  ho.se 
was  cut  and  hose  coupling  struck  his 
leg. 

Squeezed  between  tender  and  buffers  . . 

Opening  knuckles,  caught  between  draw- 
oars. 

Opening  knuckles,  caught  iK'tween  pin 
and  drawbar. 

Standing  on  Itrcuk  beam,  shock  when 
coupling  WMs  uuu'w  caused  liira  to  fall. 

Pushing  drawbar  over  with  f<  tot 

do 

CauglU  between  lever  and  holder 

Squeeze<l  between  d  irt  board.s 

Drawbar  fell  on  fmil 

Drawbar  out,  caught  between  cars 

No  footboard,  stepped  un  iron  rods, 
mi.ssed. 

Chain  disconnected,  raising  pin  by  hand. 

Chain  broken,  caught  between  curs 

Coupling  missed,  jumping  out,  wheel 
caught  f(K)t. 

Coupling  log  cars 

Opening  knuckle,  caught  bet  ween  coup- 
lers. 

Caught  between  deadwoods  while  coup- 
ling. 

Opening  lip  of  coupler,  caught  between 
drawheads. 

Coupling  on  inside  of  sharp  cur>'e, 
caught. 

Caught  between  lever  and  end  kIU  of  car. 

l*ulling  pin  in  bad  order  car.  slack  run  in . 

Stumbled  and  caugh  t  between  drawheads 

Coupling  coach  to  engine 

Running  along  beside  car  holding  lever, 
fell. 

Uncoupling,  lost  hold  and  fell  lx>tween 
cars  while  in  motion. 

Missed  hold  and  fell  while  uncoupling  . . 

Caught  between  pin  and  engine 

Caught  hand  behind  coupling  pin 

Caught  hand  behind  pin 

Caught  between  uncoupling  lever  and  car 

Attempted  to  open  knuckle  with  foot.... 

Chainmg  one  car  to  another,  slack  ran  in. 

Uncoupung,  hand  slipped  off  lever,  fell 
between  can. 


D. 

N. 

D. 

N. 

N. 

N. 
I). 

D. 

D. 


X. 

D. 

N. 

N. 

D. 
1). 
N. 


D. 

D. 
1>. 

D. 

I). 

D. 
D. 
1). 
1). 
X. 
D. 
I). 

I). 
1». 
1). 

D. 
X. 

D. 

D. 

D. 

X. 

D. 
D. 
D. 


D. 

D. 
D. 
D. 
D. 
N. 
D. 
D. 
D. 


53 


31 

31  I 

22 

32  7  n:onths. 

36  I 

22  '  2  m«)nths. 

30  I 

34 


35 

29 

2.S 

'2:i 

•J7 

37 
t  "• 


21 


47 
42 

21 


•23 

28  I 

29  ' 
80 
31  , 
23 

22  .  S. 

31 
27 


22 
26 
21 

I 

25 
I    26 

i 

*23" 

32 

28 
I  80 
29 
28 
27 
28 
85 


S. 

S.  Imonth. 
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List  of  injuries  to  employees  reported  as  occurring  in  coupling  or  uncoupling  cars — Cont'd. 

AUGUST,  1902— ConUnued. 


Record 
No. 


2. 


3. 


Injur}'. 


126 
127 

128 

129 

130 : 

131  I 

132 

133 

134 
136 
136 

138 
139 
141 


Hand  injured  . . . 
Finger  contused . 

Body  bruiaed 


Finger  lacerated 
Finger  bruised . . 
do 


Cause  as  reported. 


Finjrers  pinched. 
Fingers  crushed. 


Arm  crushed . . . 
Hand  crushed.. 
Finger  crushed . 


Finger  bursted . . 

do 

Fingers  crushed. 


142  I  Body  bruised. 


143 

144 
145 

146 
147 

148 
149 
150 

161 

152 
153 

154 
155 
157 
158 
159 
160 
161 
162 

163 
164 
165 

166 
167 

168 
169 
170 
171 
172 
173 
174 

175 

176 
177 

178 

179 

180 
182 

183 


Finger  crushed 

Hand  bruised 

Fingers     cut     and 
bruised. 

Finger  crushed 

Body  squeezed 


Caught  between  lever  and  deadwood 

Rod  broken  off,  holding  coupler  up  by 

hand. 
Making  coupling,  fell   under  cars  be- 
tween rails. 

Opening  knuckle , 

Caught  behind  uncoupling  lever 

Raising  pine  by  hand,  caught  dll  and 

drawbar. 
Uncoupling  on  curve,  caught  between 

lever  and  end  sill. 
Uncoupling  on  curve,  caught  lever  and 

tank  of  engine. 
Caught  between  coupler  and  end  of  car. . 

Caught  between  lever  and  end  of  car 

Caught  between  end  gate  of  car  and 

stake  of  other  car. 

Caught  between  lever  and  end  of  car 

do 

Opening    knuckles,    caught    between 

couplers. 
Adjusting  couplenii,  caught  between  ends 

of  cars. 

Caught  behind  pin  while  uncoupling 

Uncoupling  coach,  brake  wheel  recoiled. 
Coupling  cars , 


Arm  crushed  . . . 
Fineers  injure<l 
Heel  injured ... 


Body  bruised. 


Finger  bruised 
Body  injured.. 


Body  bruised 

Finger  lacerated 
Hand  injured ... 

do 

do 

do 

Body  Injured 

Wrist  crushed  . . . 


Hand  contused. 
Thumb  bruised. 
Thumb  crushed 


Hip  bruised 

Finger  crushed. 


Finger  contuaed. 
Hand  bruised  . . . 
Hand  lacerated  . 
Finger  bruised . . 

Leg  crushed 

Body  brulBed 

Finger  crushed . . 


Fingers  lacerated 


Foot  crushed , 
Arm  crushed . 


Fingers  bruised 
do 


Hand  bruised 
Arm  bruised  . 


Arm  and  leg  lacerated 


Caught  between  sill  and  coupling  pin... 
Coupling  with  chain,  caught  between 

cars. 

Caught  between  cars  while  coupling 

do 

Caught    under    wheel    while    making 

coupling. 
Uncoupling,  struck  by  car  on  opposite 

track. 
Caught  between  lever  and  end  sill  of  car. 
Opening  knuckle;  stepped  on  stone  and 

fell. 
Uncoupling  cars  in  motion;  foot  slipped. 

Uncoupling  engine  from  train 

Caught  between  lever  and  end  of  car 

Caught  between  lever  and  end  of  tank  . . 
Caught  between  lever  and  end  of  car 

Cut  cars;  leaned  out  too  far 

Caught  between   lever  and  tender  of 

engine. 

Caugiit  between  end  sill  and  lever 

Caught  between  lever  and  sill  of  car 

Caught   between   lever  and   tender  of 

engine. 

Coupling;  slipped  and  fell  under  cars 

Raising  knuckle  pin;  caught  between 

pin  and  coupler. 
Caught  between  lever  and  end  sill  of  car. 
Caught  between  pin  and  end  sill  of  car. . 
Caught  between  lever  and  end  sill  of  car. 

Caught  between  lever  and  car 

Slipped  and  fell ;  leg  run  over 

Coupling;  squeezed  between  cars 

Caught  between  coupler  and  end  sill  of 

car. 
On  curve;  caught  between  lever  and  sill 

of  car. 

Kicked  knuckle  open  with  foot 

Making  chain  coupling,  caught  between 

cars. 
On  curve;   caught  between  lever  and 

coach. 
On  curve;  caught  between  lever  and  sill 

of  car. 

do 

Pullinff  pin  between  two  shop  cars; 

caught  Detween. 
Making  a  coupling;  caught  foot  in  frog.. 


4. 


5. 


Daylight 
(D.)or  1^ 
darkness ,  ''^^* 

(N.). 


D. 
D. 

D. 

D. 
D. 

N. 

D. 

D. 

N. 
D. 
D. 

D. 
D. 

N. 

D. 

D. 
N. 
N. 

B. 
D. 

D. 
D. 
D. 

X. 

N. 

D. 

D. 
D. 
D. 
D. 
D. 
D. 
D. 
D. 

D. 
D. 
I). 

N. 
D. 

D. 
D. 
D. 
D. 
D. 
N. 
D. 

N. 

D. 
D. 

D. 

I>. 

D. 
N. 

D. 


Si 

87 

21 
23 
22 

24 

21 

21 
22 
27 

28 

'35' 

29 

22 
27 
27 

81 
29 

30 
28 
34 

24 

82 
32 

26 
22 
24 
22 
29 
24 
27 
30 

21 
67 
26 

20 
26 

34 
32 

48 
84 
26 
23 

22 

27 

25 
23 

24 

25 

82 

28 

22 


(See  note.  > 


6  months 


S. 


s. 

2  months. 

S. 

S. 

S. 

S. 

S. 

S. 

s. 
s. 

8. 

S. 
8. 

8. 
S. 
S. 


8. 


1  month. 
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List  of  injuries  to  employees  reported  as  occurring  in  conpling  of  ^uncoupling  cars — Cont'd. 

AUGUST,  1902— Continued. 


1. 


Keoord 
No. 


184 
186 

187 
188 

189 
190 

191 
192 

198 
194 
195 
196 

197 
198 

199 

201 

202 
208 

204 
205 


206 

207 

208 
211 
212 

213 

214 
216 
217 

21 M 
219 
221 
222 
223 
221 
52i 


3. 


Injury. 


Rib  fractured  ... 
Finger  crushed. . 

Thumb  lacerated 
Finger  mashed . . 

do 

do 

Ankle  sprained. . 
Thumb  oroken . . 

Hand  bruised  ... 

do 

do 

Fl  nger  mashed . . 

Body  bruised 

Finger  mashed . . 

Arm  crushed .... 
do 

Finger  mashed . . 
do 

Thigh  bruised... 
Hip  bruised 

Thumb  mashed . 

Hand  mashed . . . 

Finger  contused. 
Fingers  mashed . 
Hand  bruised  . . . 

Fingers  mashed . 

Thumb  mashed  . 
Finger  mashed.. 
Hand  bruised  . . . 

Finger  mashed . . 
Fingers  mashed . 

do 

Finger  cut  off . . . 
Finger  bruised .. 

Foot  crushed 

Finger  mashed . . 


Cause  an  reported. 


Struck  In  chest  by  coupling  lever 

Opening  knuckle;  slipped,  hand  caught 

between  drawheads. 

Caught  between  lever  and  rest 

Lever  stuck;  raised  pin  by  hand,  slack 

ran  up. 
Caught  between  lever  and  end  sill  of  car. 
On  curve:  caught  between  lever  and  end 

sill  of  car. 
Uncoupling;  stepped  on  piece  of  coke . . . 
Unchaining  cars;  hand  caught  between 

tenders. 
Caught  between  lever  and  end  sill  of  oar. 

Caught  between  lever  and  end  of  car 

Caught  between  lever  and  end  sill  of  car. 
Lifter  pin  disconnected;  lifted  pin  by 

hand. 

Caught  between  cars  and  squeezed 

Lifted  latch  pin  by  hand;  caugbtbetween 

drawheada. 

Opening  knuckle;  caught  by  bumper 

Latch-pin  kev  missing;  tried  to  replace 

pin  by  hand. 

Took  hold  of  pin  with  finders 

Chain  broken:  tried  to  adjust  drawhead 

by  hand. 

Knuckle  fell  out  and  struck  him 

Lift  rod  disconnected:  went  in  to  pull  pin 

by  hand;  knuckle  came  out  and  struck 

mm. 
Opening  knuckle;  caught  between  coup- 
lers. 
Using  hand  to  lift  rod;  caught  between 

bumpers. 

Pushing  coupler  over 

Caught  betwei'n  lift  rod  and  casting 

Lifted  pin  with  hand;  caught  between 

pin  and  draft  timbers. 
Opening  knuckle;  caught  finger,  slack 

ran  out. 

Chain  broken;  lifting  pin  by  hand 

Opening  knuckle;  slack  ran  in 

Caught  between  end  of  main  rod  and 

pilot  beam. 

Caught  between  lever  and  end  of  car 

Caught  between  lever  and  end  sill  of  car. 

Knuckle  broken;  using  link  and  pin 

Slack  ran  in 

Caught  between  deadwood  and  drawbar. 

Making  coupling;  caught  in  frog 

Trying  to  close  knuckle 


SEPTEMBER,  1902. 


1 
2 
3 
5 
9 

10 

11 

13 
14 
15 

16 
19 

20 

21 


Finger  mashed 

Hand  cut  and  mashed 

Finger  mashed 

Hand  mashed 

Foot  sprained 

Body  cut  and  bruised 

Arm  bruised 

Body  crushed 

Arm  cut  off 

Arm  crushed 

Finger  mashed 

Fingers  crushed 

Head  cut 

Hand  mashed 

358a— 03 2 


Caught  between  deadwood  and  knuckle. 

Caught  between  drawheads 

Caught  while  coupling  with  link  and  pin . 

Caught  between  lever  and  end  sill  of  car. 

Lever  chain  missing;  stepped  in  between 
to  cut.  stepped  in  hole. 

Uncoupling  cars  while  moving;  slipped 
and  lell. 

Uncoupling  moving  cars;  caught  be- 
tween dead  woods. 

Uncoupling  engine  from  train;  slipped.. 

Caught  between  deadwood  blocks 

Reaching  over  bumping  blocks  to  un- 
conple. 

Reaching  in  to  throw  lever 

Opening  Imuckle;  caugbtbetween  draw- 
oars. 

Coupling  engine;  lump  of  coal  fell  on 
h^ul. 

Pushing  knuckle  lock  down;  slack  ran  in. 


4. 

5. 

6. 

Daylight 

it.)  or 

darkness 

Age. 

(See  note.) 

(N.). 

' 

1 

D. 

30 

D. 

27 

D. 

34 

D. 

23 

D. 

27 

D. 

24 

N. 

24 

9  months. 

D. 

37 

D. 

42 

N. 

26 

D. 

•26 

N. 

35 

N. 

30 

D. 

23 

D. 

23 

D. 

30 

N. 

22 

I). 

21 

D. 

22 

1). 

28 

I). 

21 

D. 

28 

« 

D. 

23 

I). 

32 

D. 

25 

I>. 

38 

D. 

55 

D. 

22 

N. 

43 

N. 

D. 

24 

5  months. 

D. 

.    D. 

D. 

24 

D. 

I). 

•ii 

D. 

25 

D. 

24 

X. 

24 

D. 

27 

D. 

24 

N. 

23 

5  months. 

X. 

29 

N. 

88 

D. 

58 

N. 

D. 

80 

D. 

45 

N. 

35 

R. 

D. 

26 
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IAM  of  injuries  to  employees  reported  as  occurring  in  coupling  or  uncoupling  cars — Cont'd. 

SEPTEMBER,  1902— Continued. 


1. 


Record 
No. 


22 

23 
24 

25 

26 

27 

28 
29 

30 
31 
82 
33 

34 

35 

36 
37 
38 
89 

40 

41 
42 

43 
44 
45 

46 

47 

48 
49 
50 

51 
63 
56 
56 
57 

58 
59 
60 
61 
62 
63 
64 
65 

66 
67 

68 
69 

70 
71 
72 
73 

75 

76 


Injury. 


3. 


Hand  mashed 


Collar  bone  broken. 
Foot  cut 


Finger  nuushed . 
Thumb  bruised. 


Thumb    and    finger 
maahed. 

Finger  mashed 

Shoulder  diHlocated .. 


Arm  bruised.. 
Finger  cut  off. 
Booy  bruised. 
Finger  cut 


Finger  crushed. 
Arm  crushed  . . . 


Thumb  crushed 
Finger  crushed. 
Finger  cut  off... 
Fingers  cut  off. . 


Legsbruiflcd. 


Body  bniise<1 . 
Foot  bruised  . 

Hand  bruised 
Foot  crushed . 
Arm  bruised.. 


Finger  mashed 
....do 


Face  cut 

Foot  pinched.. 
Elbow  bruised. 


Toes  crushed . . . 
Hand  crunhcd . . 
Finger  crushefl. 

Toe  cut  off 

Finger  crushed. 


Body  squeezed 

Two  fingers  cut  off 

Finger  broken 

Finger  cut  off 

Thigh  contused  . . . 

Hand  contused 

Thumb  fractured  . 
Thigh  contused  . . . 


Foot  bruised 

Fingers  crushed. 


Arm  crushed 


Fingers  crushed. 
Body  squeezed  . . 
Hand  cutoff .... 
Foot  crushed . . . . 
Ann  mashed 


Caujie  as  reported. 


Finger  bursted 


on   curve: 
of  one  and 


caught 
Jaw  of 


Opening  knuckle;  stumbled,  with  hand 
on  coupler  as  cars  came  together. 

Caught  between  end  sills 

Making  coupling;  stepped  on  board  with 
nail  in  it. 

Adjusting  couplers  on  curve;  caught 
between  couplers. 

Adjusting  couplers 
betw^een  knuckle 
other. 

Opening  knuckle,  slipped;  caught  hold 
of  drawbar. 

Pin  disconnected;  slack  ran  in 

Engine  backed  train,  catching  him  be- 
tween cars. 

Caught  l)etween  car  and  lever 

Caught  between  lever  and  car 

Pin-lifter  chain  broken;  attempted  to 
pull  pin  by  hand. 

Pin  lifter  stuck;  attempted  to  pull  pin 
bv  hand. 

Adfusting  couplers;  caught  between 
them. 

Caught  l>etween  lever  and  drawbar 

Went  in  to  pull  pin;  caught 

Caught  between  pin  and  deadwocMl 

Pin  stuck;  tried  to  push  it  down  with 
fingers. 

Coupling;  caught  between  cars  and  plat- 
form. 

Caught  between  cars  and  building 

Took  pin  out  of  coupler;  knuckle  fell  on 
foot. 

Opening  knuckles;  slack  ran  in 

l^ushlng  drawbar  over  with  foot;  caught. 

Switching  bad-order  cars;  went  in  oe- 
tween  to  lift  pin  by  hand. 

Using  hand  to  raise  pin;  caught  between 
knuckles. 

Uncoupling  car  with  hand;  no  lever; 
caught. 

Struck  face  against  lever  pin 

Kicking  drawbar  over  with  foot 

Pulling  pin  by  hand;  slipped,  struck 
elbow. 

Uncoupling:  slipped  off  brakebeam 

Opening  knuckle;  slack  ran  in 

Adjusting  drawbars;  caught 

Pushing  knuckle  with  foot 

Drawhead  lever  fell  on  finger  when 
coaches  came  together. 

Trying  to  hook  safety  chains  on  curve . . . 

Making  coupling;  link  and  pin 

do 

do 

do 

Making  coupling;  link  and  pin 

do 

Caught  between  drawheads  while  mak- 
ing coupling. 

Coupling;  wheel  run  over  foot 

Reaching  over  for  lever;  caught  between 
dead  wood  and  drawhead. 

Lever  bent:  uncoupling  by  hand 

Reached  between  cars  to  straighten  key 
of  coupler;  caught  betwwn  dead  woods. 

Opening  knuckle;  slipped  between  cars.. 

Adjusting  couplers;  slack  ran  in 

Caught  between  draft  irons 

Pushing  drawhead  over;  knocked  down. 

Adju.Mtlng  knuckle;  caught  between 
bumpers. 

Holding  lock  pin  up  when  cars  came  to- 
gether. 


4. 


(l5.)or 
darkness 

(N.). 

D. 

D. 

N. 

K. 

D. 

N. 

D. 
N. 

D. 
D. 
D. 
D. 

D. 

N. 

N. 

D. 
X. 

D. 


D. 
D. 

D. 
D. 
D. 

D. 

P. 

X. 

D. 
I). 

N. 

N. 

D. 
D. 
D. 

D. 
1). 


5. 


Age. 


(See  note. 


D. 
D. 
D. 
D. 
D. 

N. 

D. 

N. 

D. 

D. 
D. 
N. 
N. 
D. 

D. 


32 

1 

I 

0 

25 

28 

22 

23 
29 

25 
22 
35 
25 

I  month. 

29 

30 

29 
24 
25 

28 

25 

31 
31 

23 

23" 

29 

28 

45 
22 
32 

27 
24 

25  ' 
34 
24 

33 
28  I 

26  ' 
27 
26 
23 
22 
31 

23 
21 

26 
24 

32 


S. 

s. 


4  month'* 
3  month>. 


28 
27 
25 
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Li/tt  of  injuries  to  employees  reported  as  occurring  in  coupling  or  uncoupling  cars — Cont'd. 

SEPTEMBER,  1902— Continued. 


1. 


2. 


Recofd 
Xo. 


n 

7« 

79 

80 
83 
84 
85 
86 
87 

88 
89 
90 
91 

92 
93 
94 
95 

96 

97 

98 

99 
100 
101 

102 
108 
104 

107 

108 

109 
111  ' 
112 

113 
114 
115 

116 
117 
118 
119 

120 
122 
123 

125 
126 

127 
128 
129 
130 
131 
132 
IM 
185 

136 

137 

1S8 


Injury. 


Finger  broken  .. 
Finger  fractured 
Body  bruised 


Arm  broken...., 
Finger  iniured . 

Body  bruised 

Hand  crushed . . 
Finger  bruised . 
Ankle  sprained 

Body  squeezed  . 
Finger  mashed . 
Thumb  mashed 
Fingers  mashed 


Finger  mashed 
Foot  mashed  . . 
Hand  crushed. 
Body  crushed  . 


Testicles  injured 
Elbow  crushed . . 


Ankle  sprained. 


Ankle  bruised . 
Chest  injured  , 
Body  crushed 


8. 


Cause  US  reported. 


Leg  and  groin  bruised 

Ankle  sprained 

Arm  crushed 


Finger  mangled. 
Hand  mashed  . . . 


Hand  bruised 
Hip  bruised  .. 
Side  injured.. 


Chest  bruised 

Finger  bruised  . . 
Thumb      cut 
bruised. 

Body  bruised 

Finger  pinched  . 
Fingers  jammed. 
Fingtr  jammed  . 

Body  squeezed  . . 

Body  bruised 

Fingers  mashed . 


and 


Finger  contused. 
Foot  bruised 


Body  bruised . . . 
Thumb  crufihed 

Toe  crushed 

Thumb  mashed 
Body  bruised . . . 

v/.'.do'.v.v.v.'.y. 

Hand  crushed.. 


A  rm  and  hand  bruised 

Finger  mashed 

Body  bruised 


Caught  between  drawhead  and  dead- 
woods. 

Lift  chain  broken,  raided  pin  by  hand; 
pinched. 

Lever  would  not  raise  pin,  using  hand: 
caught  between  drawbars. 

Uncoupling  engine  from  car 

Uncoupling  safety  chains;  slack  ran  out . 

Stumbled  over  something  between  tracks. 

Opening  knuckle;  cars  came  together ... 

Caught  Detween  lever  and  end  sill  of  car. 

Holding  up  uncoupling  lever;  stepped 
on  end  of  tie. 

Opening  knuckle;  caught  between  cars. . 

Caught  oetween  lever  and  end  sill 

Opening  knuckle;  caught  between  coup- 
lers. 

Chain  disconiiectcd;  pulling  pin  by  hand . 

Pushing  coupler  into  position 

Caught  between  lever  and  end  sill 

Couplers  passed  each  on  curve;  caught 
between  engine  and  end  of  car. 

Hands  slipped  from  lever;  lever  struck 
him. 

Reaching  over  bumpers  to  uncouple; 
caught  between  couplers. 

Running  along  side  of  train  to  imcouple; 
slipped  on  tie. 

Pilot  coupler  slipped 

Lift  chain  broken;  slack  ran  in 

Opening  knuckle;  caught  between  coup- 
lers. 

Opening  knuckle:  stumbled  on  rail 

Making  coupling;  foot  turned  under  him . 

Unhooking  safety  chains;  caught  be- 
tween couplers. 

Holding  pin  up  by  hand;  caught  between 
couplers. 

Opening  knucklei<;  caught  between 
couplers. 

Caught  between  lever  and  end  of  car 

Knuckle  broke:  piece  struck  him 

Running  alongside  of  car  to  cut;  fell  in 
ditch. 

Coupling;  caught  by  lift  lever 

Coupling  on  curve:  caught  by  end  sills. . 

Lock  broken;  caught  between  lever  and 
dead  wood. 

Pulling  pin  and  jerked  from  car 

Caught  around  safety  latch 

Coupling;  caught  hand 

Caught  between  pin  and  "  dolly  varden  " . 

Trying  to  uncouple  chain 

Coupling  engine  to  tender 

Did  not  take  hand  off  bumpers  when 

engine  came  back. 

Cauj^ht  between  lever  and  end  sill 

Tr>'ing  to  cut  off  engine;  pilot  caught 

him. 

Train  backed;  he  was  between  cars 

Adjusting  coupler;  caught 

Pushing  drawbar  over;  caught 

Pin  dl.sconnected;  slack  ran  in 

Glove  caught  in  lever:  thrown  to  ground. 

Caught  between  bumpers 

Cutting  cars;  caught 

lulling  knuckle  open;    engine  struck 

cars;  caught. 
Adjusting    knuckle    while    cars   were 

moving. 
Lever   disconnected;    caught    between 

head  block  and  operating  chain. 
Coupling  on  curve;  link  and  pin 


4. 


Daylight 

(D.)  or 

darkness 

(N.). 

D. 
D. 
D. 


D. 

N. 
N. 
D. 
X. 

D. 
D. 
D. 
N. 

D. 
D. 
D. 
N. 

D. 

D. 

D. 

D. 
D. 
D. 

D. 
D. 
D. 

D. 

D. 

D. 
D. 
N. 

N. 
N. 

D. 

N. 
N. 

D. 
D. 

D. 
D. 
I). 

1). 
D. 

X. 

D. 
D. 
D. 
N. 
N. 
D. 
D. 

N. 

1). 
D. 


6. 


Age. 


6. 


23 

30 

36 

23 
34 
23 
22 
30 
23 

30 
22 
21 
23 

22 
26 
22 
25 

35 

48 

I    28 

24 
30 
22 

30 
28 
41 

23 

23 

27 
37 
26 

27 
36 
27 


25 
25 
21 


56 
26 

35 

26 

23 
'32' 


42 
30 
26 
•23 

26 

21 

32 


(See  note.) 


S. 


2     weeks 

(S.). 


1  month. 
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LiM  of  injuries  to  employees  reported  as  occurring  in  coupling  or  uncoupling  cars — Cont'd. 

SEPTEMBER,  1902— Continued. 


1. 


2. 


3. 


4. 


Record 
No. 


Injury. 


139 

140 

141 
142 


Leg  squeezed., 
Foot  squeezed 


PlnRercrunhed. 
Heel  injured  ... 


143     Ankle  sprained . . .  t , 


144 
146 
147 
148 
149 
150 
151 

152 
153 

154 

155 

156 
157 
138 
159 
160 
161 
162 

163 
164 

165 
166 
167 
168 
169 
170 
171 

172 
173 
174 

175 

176 
177 
178 
179 
180 
181 
182 
183 
184 


Finger  cut 

Fingers  cut 

Finger  bruised 

Finger  lacerated 

Body  injured 

Hand  bruised 

Foot  and  hip  injured. 


Body  bruised 
Arm  bruised. 


Leg  bruised  . . 
Hand  bruised 


Finger  broken.. 
Hand  bruised  . . 
Finger  bruised  . 
Heel  bruised  . . . 
Hand  brul««ed  . . 
Thumb  bruised 
Finger  mashed . 


•7     I 


Hand  bruised 
Finger  burst.. 


Fingers  cnwhed  off. 

Hand  injured 

Finger  lacerated  . . . 

Body  bniised 

Body  squeezed 

Finger  injured 

Thumb  mashed 


Foot  crushed  . . . 
Wrist  wrenciied 
Foot  injured  ... 


.do 


Body  squeezed . 
Finger  ma.shed . 
Body  bruised, .. 
Finger  crushed. 
Hand  injured  .. 
Thumb  injured 
Finger  injured  . 
Hand  Injured  .. 
Finger  injured  . 


185     Finger  con tased, 


187 
188 

189 
190 

191 
193 

194 
195 


Thumb  crushed 
Foot  crushed  . . . 


Cause  as  reported. 


Coupling  on  cur\'e:  caught  between  tank 

and  beam. 
Push ingdrawhead  over;  caught  between 

drawheads. 
Caught  between  trip  lever  and  deadwood . 
Kicked  drawhead  over  with  foot:  caught 

between  drawheads. 
Running  alongside  holding  up   lever; 

stumbled. 
Opening  knuckle:  cars  came  together  . . . 

chaining  up  bad  order  cars 

Caught  between  lever  and  end  sill 

Caught  between  lock  pin  and  end  sill  . . . 
Caught  between  car  and  telegraph  pole  . 

Caught  below  drawbar 

Coupling  up  work  train;  end  of  gondola 

fell  on  him. 
Caueht  between  side  of  car  and  platform. 
Holding     up     pin.     caught     between 

bumpers. 
Standing  on  front  of  engine;  when  coup- 
ling was  made  was  caught. 
Adjusting  lever;  caught  oetween  lever 

and  end  sill. 

do 

do 

do 

Trying  to  open  knuckle;  caught 

Uncoupling;  caught  behind  tne  pin 

Caught  behind  coupler  lever 

Lifting  lever  defective;  caught  between 

lever  and  end  sill. 
Lifting  uncoupling  lever;  slack  ran  out. . 
Holding  up  uncoupling  lever;   caught 

between  lever  and  side  sill. 

Opening  knuckle;  caught 

Pin  fell  on  hand  while  coupling 

Closing  knuckle;  slack  ran  in 

Turning  knuckle:  slack  ran  in 

Coupling  on  curve:  caught 

Cutting  cars;  slack  ran  out 

Lift  rod   di.sconnected ;    reaching  over 

drawhead. 

Opening  knuckle  with  fcK)t 

Uncoupling;  caught  in  brake  wheel 

Uncoupling;  caught  between  car  and 

coupler. 
Attempted  to  straighten  couplers:  slack 

ran  in. 

Stepped  in  to  lift  pin:  slack  ran  in 

Caught  between  lever  and  tank 

Making  chain  coupling 

Raining  lever  on  snort  side  of  curve 

Caught  Ijetween  lever  and  tank 

Caught  between  lever  and  end  of  car 

Attempted  to  cut  engine  loom? 

Caught  Ijetween  lever  and  bumper 

C4iught  between  knuckle  pin  and  rail  of 

car. 
Caught  between  lever  and  tender  of  en- 


Daylight 

(D.)or 

darkness 

(N.). 


D. 

D. 

D. 
D. 

N. 

D. 
N. 
N. 

D. 
D. 
D. 
D. 

D. 
D. 


D. 


Finger  broken . 
Body  bruised . , 


Fingers  crushed 
Leg  crushed 


Body  bruised 
.\rm  broken . 


196     Finger  cut  off 


gine. 
Coupler  lever  bent:  drawing  pin  by  hand. 
PiLsning  coupler  over  with  f<x)t;  caught 

between  coupler  and  deadwood. 

Tried  to  lift  pin  by  hand 

Reaching  over  to  turn  angle  cock:  slack 

ran  in. 

('aught  between  lever  and  tender 

Jumped  across  pilot  to  adjust  coupler; 

slioped. 

StnicK  by  comer  of  car 

I>evcr  would  not  raise  pin;  using  hand; 

shack  run  in. 
Using  link:  caught  between  link  and 

drawhead. 


5. 


Age. 


24 

85 

24 
26 

23 

25 
31 
22 
£2 
26 
22 
35 

22 
24 

24 

24 


D. 

24 

I).   ' 

24 

I). 

23 

N. 

22 

D. 

23 

I). 

22 

D. 

31 

D. 

36 

N. 

26 

D. 

21 

D. 

22 

S. 

N. 

23 

s. 

D. 

40 

s. 

P. 

39 

I). 

37 

D. 

27 

D. 

•23 

N. 

38 

D. 

27 

D. 

33 

N. 

23 

D. 

28 

D. 

19 

D. 

26 

N. 

23 

8. 

D. 

33 

s. 

D. 

23 

s. 

D. 

39 

s. 

D. 

31 

s. 

X. 

23 

8. 

N. 

23 

N. 

25 

N. 

29 

D. 

i  ^ 

D. 

:  33 

D. 

'  23 

D. 

84 

a 

D. 

22 

D. 



1 
1 

6. 


(See  note.) 


8. 
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LiM  of  injuries  to  emptoyees  repo/rted  as  occiirrmg  in  coupling  or  uncoupling  cars — Cont'd. 

SEPTEMBER,  1902— Continued. 


1.      I 


2. 


Record; 
No. 


Injury, 


197     Body  crushed 


I 


198 
199 
200 

201 
208 
201 
205 
206 
207 
20« 

209 

210 

211 

213 

214 

215 
216 
217 
77i 
b&i 
Uli 


Finder  crushed 

Body  bruised., 

Thumb    and    finger 
pinched. 

Finger  mashed 

Body  squeezed 

Toes  majthed 

Hand  mashed 

Fingers  crushed 

Body  pinched 

Body  bruised 


Foot  sprained 

Knee  bruised . 
Body  bruised . 

Body  mashed . 

Body  bruised . 


Fingers  ma.<thed 

Hand  crushed 

Fingers  crushed 

Foot  mashed 

Thumb  cut  off 

Arm  and  foot  crushed. 


3. 


Cause  as  reported. 


Went  between  cars;  struck  by  p^ojec^ 
ing  lumber, 

Opening  knuckle 

Caught  Detween  drawbars 

Making  coupling 


Uncoupling;  caught  between  drawheads. 
Coupling  on  sharp  curve;  link  and  pin  .. 

Making  coupling:  stepped  on  cinder 

Holding  up  knuckle  pin 

Did  not  release  lever  quickly 

Coupling 

On  short  curve;  «hain  broken;  holding 

up  pin  by  hand. 
Caught  between  guard  rail  and  main 

rail. 

Knuckle  flew  out;  striking  him 

Coupling;  caught  between  car  and  wood 

pile. 
CroSwSing  between  cars;  caught  between 

drawheads. 
Coupling   with   link;    caught  lietween 

bumpers. 

Caught  between  buffers 

Coupling 

Chaining  cars;  caught  between  couplers. 

Pushing  drawbar  over  with  foot 

Coupling 

Uncoupling;    lost  hold   and    fell,  cars 

passing  over  him. 


4. 


Daylight 

(D.)  or 

darkness 

(N.). 


D. 

D. 
N. 
N. 

N. 

N. 
D. 
D. 
D. 

N. 
D. 


5. 


Age.  (See  note.) 


28 

23 
33 


I 


8. 


D. 
D. 

N. 

X. 

D. 


29 

28  '  S. 
25 
23  , 

=«i 

21 

.o! 

25 

22 
30     S. 
22 


D. 
D. 
N. 


3     3  months. 


It  will  be  observed  that  some  of  the  explanations  of  cause  and  cir- 
cumstances are  not  full  and  complete.  In  the  more  serious  cases, 
which  are  thus  imperfectly  reported,  inquiry  has  been  made  and  cor- 
rected reports  have  teen  asked  for.  Not  all  of  these  inquiries  have 
elicited  satisfactory  answers.  It  has  been  found,  however,  that  incom- 
plete reports  which  on  their  face  seem  to  show  that  a  man  was 
attempting  the  absurdity  of  coupling  automatic  couplers  by  hand, 
usually  refer  to  cases  of  coupling  to  tenders  which  have  only  a  link 
coupling,  or  adjusting  couplers  in  front  of  moving  cars,  or  ca^es  erro- 
neously reported  as  '^  coupling"'  when  in  fact  the  man  was  trying  to 
correct  something  that  wa^  wrong  about  an  uncoupling  mechanism. 


22 

Table  No.  4. — Cansen  of  accidenU  to  employees  damfied  (C6  and  C7)  a*  falling  frxna 

and  getting  on  or  off  carat  and  engines. 


Sub- 
class. 


1 
2 
3 
4 


Cft    6 


6 
t 

M 

9 
10 

11 
12 

ri3 

14 
15 


C7 


16 

17 

18 


Causes. 


Ck)n-        lirake-   |  Engine-    wrt^man 
ductors.  I  men,  etc. '     men.     ,  '*"=*"'="• 


•s 


1 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  In  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due 
to  abnormal  movements  of  cars 

other  than  those  in  subclass  3 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  care  fall  kinds) 

notin  motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipa- 
ting collision,  derailment,  or  other  ac- 
cident   

Fell  from  engine  or  cars  bv  reason  of  , 

defective  hand  holds  and  Mil  .steps 

Getting  on  or  off  moving  engine 1 

Caught  in  frog,  guard  rail,  or  switch i . . . 


1 

s 


3 
•? 


6 
3 


16 


'i  i 


1 


1 
3  ' 

1 

"I 

5  I 

9  I 

21   I 


6 


4 

2t 

45 

4 

3 


Total I    3       79   114 


158 
66 

6 
10 
51 

3 

57 

290 

// 

no 

184 


17 

44 

184 
4 


1,293 


w 


11 


3 

c 


other  em- 
ployees. 


6 


5 


28 


26 
1 


1 

■i 


2 


6 


45  I 
3 

^ 


13 


1 
7 
6 

7 

*> 


87 


86 


38 


144     34 


•3 

3 


17 
1 

I 
1 
I 
1 


63 

22 
21 


19 


1(« 


[IVblk' — No.  171.] 

AN  ACT  requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all  ae<*i- 

dents  to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  iJie  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled^  It  shall  be  the  duty  of  the  general  manager,  superintendent 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  the  Interstate  Commerce  Commission,  at  its  office  in  Washingtoii, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or 
where  any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidentj? 
which  maV  occur  to  its  passengers  or  employees  while  in  the  service  of  such  com- 
mon carrier  and  actually  on  duty,  which  report  shall  state  the  nature  and  cause? 
thereof,  and  the  circumstances  conuecte<l  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guiltj^  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  juri.^diction,  shall  be  punished  by  a  fine  «.»! 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  w^hich  it  shall  fail  to  make  such  report  after  the  time  herein  specifieil  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  therof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorizea  to  prescribe  for 
such  common  earners  a  method  and  form  for  making  the  reports  in  tiie  foregoing 
section  provided. 

Approved,  March  3,  1901. 
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SPECIAL  INFORMATION  CONTAINED  IN  PRECEDING  Bin.LETINS. 

Vjuch  accident  bulletin  contains  tables  showing  the  number  of  passengers,  trainiiii  i 
and  other  persons  killed  and  injured,  and  these  figures  are  classified  acconliii. 
to  cause  (see  Table  No.  1);  also  tables  showing  cost  of  the  different  claHH**^ 
train  accidents.    The  causes  of  accidents  to  employees  in  coupling  and  um  <  u, 
ling  and  in  falling  from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  i 
Each  bulletin  is  for  three  months,  and  No.  1  was  for  the  quarter  ending  Septen 
her  30, 1901.     The  bulletin  for  the  quarter  ending  June  30  contains,  in  additi 
to  the  quarterly  statistics,  tables  showing  the  same  information  for  the  whoK 
the  fiscal  year  ending  on  that  date. 

Bulletin  No.  1  contains  brief  notes  on  the  most  serious  collisions  in  that  quartt-r 
passengers  having  been  killed.     There  are  notes  on  the  causes  of  coupler  u  ■ 
dents,  e3q)lanatory  of  Table  No.  3.    Table  No.  4  is  supplemented  by  .«iim'. 
notes.     In  this  quarter  special  mention  was  made  of  130  casualties  (4  kilh-d,  I: 
injured)  due  to  operating  trains  in  which  air  brakes  were  used  on  only  a  jv)rtii 
of  the  cars;  and  the  dangerof  running  trains  partially  air  braked  is  comraeiititl  .•; 

Bulletin  No.  2  contains  a  detailed  list  showing  the  cost  and  causes  of  the  27  m  »• 
serious  butting  collisions  in  that  quarter.  In  these  collisions  70  persons  wc 
killed  and  234  were  injured,  and  the  damage  to  cars,  engines,  and  roadwv 
amounted  to  $306,511.  The  incompleteness  of  the  statements  of  causes,  a.^  st' 
in  by  the  railroads,  is  commented  on. 
'  Bulletin  No.  3  contains  a  list  similar  to  that  just  meiitioned,  but  showing  rear  m>u:. 
of  butting  collisions.  As  in  the  first  list,  only  the  most  serious  accident-  n 
considered;  and  of  these  there  were  41,  costing  $lt>0,247.  The  number  of  pery- 
killed  wa«i  43,  and  of  injured  255. 

Bulletin  No.  4  contains  a  third  list  of  collisions,  this  one  including  all  cla^sse^;  bur 
includes  only  a  few  in  which  the  damage  was  less  than  $5,000.     The  total- 
this  list  are,  killed  30,  injured  187,  cost  $228,597.     Collisions  occurring  win 
the  trainmen  had  worked  very  long  hours  are  commented  on.     In  this  bull*  t 
a  table  is  given  showing  the  deaths  and  injuries  due  to  trains  parting.    T' 
aggregate  of  damage  shown  in  this  table  is  $492,781;  persons  killed  14,  iiijir' 
386.    The  table  shows  that  nearly  all  of  the  coupler  failures  which  result**<i  it. 
collision  or  derailment  were  reported  as  due  to  "cause  unknown." 

Bulletin  No.  5  contains  a  table  of  the  most  serious  train  accidents  in  the  qua?  u 
Derailments  as  well  as  collisions  are  included,  but  cases  causing  damages  of  l-  - 
than  $10,000  each  are  not  included,  except  where  the  cause  of  the  accident  call- 1 
notice.     The  23  accidents  shown  in  thin  table  killed  81  persons  and  injured  :>'■ 
and  the  aggregate  damage  reported  was,  for  the  23  causes,  $308,395.     The  i^ivi-- 
of  a  few  of  the  accidents  are  set  f(»rth  in  some  detail.     A  table  is  given  in  t^ 
bulletin  showing  the  cause  ( as  reported )  of  each  coupling  accident  in  the  quart* 
The  table  fills  12  pages. 
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Accident  Bulletin  No.  6. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING   THE 


THREE  MONTHS  ENDING  DECEMBER  31,  1902. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  September,  October,  and  December,  1902,  as  shown  in  reports  made 
by  the  railroad  companies  to  the  Interstate  Commerce  Commission; 
under  the  ''accident  law"  of  March  3,  1901,  was  266,  and  of  injured 
5i,788.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work,  and  b}"  passengers  in  getting  on  or  off  the  cars, 
etc.,  bring  the  total  number  of  casualties  up  to  12,811  (938  killed  and 
11,873  injured).  These  accidents  are  classified  in  the  following  table. 
These  reports  deal  only  with  (a)  passengers,  and  (J)  employees  on 
duty: 

Table  No.  1. — Summary  ofcasualtiea  to  peraonSy  October,  November y  and  December ^  1902, 


Passen- 
gers. 

Trainmen. 

other  per- 
sons em- 
ployed on 
or  around 
trains. 

Switch 
tenders, 
crossing 
tenders, 

and 
watch- 
men. 

1 

Other  em-    Total  em- 
ployees,      ployees. 

t 

38 
2 

t 

i 

119 
56 

20 

i 

c 

1^ 

1 
6 

•  •  •  • 

1 

S 

e 

79 
41 

1 

1 

2 

1 

•  •  ■  • 

1 

s 
c 

i 

1 

• 

1 

t 

s 
c 

Collisions 

840 
240 

17 

880 
317 

220 

15 
11 

2 

11 

8 
1 

77  '  138 

1  mi 

Derailments 

36       67         4nf> 

Miscellaneous  train  accidents 
(excludin^r  the  above},  in- 
cluding   locomotive    boiler 
explosions 

12       21 

235 

40 

,  226 

Total  train  accidents 

1,097 

195 

1,417 

8 

121 

3 
5 

28 

20 
1 

2 

1 

26 
176 

206 

126 

1,691 

Coupling  or  uncoupling  can. . . . 

55 
32 

18 

152 
92 

611 

2 

R 

87 

9       63        7ljl 

While  doing  other  work  about 
trains    or    while    attending 
ftwitches 

i 
1 

1,265 

243 

1,858 
1,129 

4'      R.S 

7 

2 

5 
35 

59 

18 

119 
96 

175      4.^ 

1,654 

Coming  in  contact  with  over- 
head bridges,  structures    at 
side  of  track,  etc 

1 

34 
9 

6 

371 
901 

•  •  •  • 

6 

7 

2 

31 
81 

5 

135 
2, 424 

21 

189 
310 

268 

Falling  from  cars  or  engines  or 

while  getting  on  or  off 

Other  causes 

2.143 
3,730 

Total  (other  than  train 
accidents) 

44 

84 

677 

349 
544 

5,106 

1Q 

17S 

67 

379 

2.748 

fi» 

ft  JOA 

TotaK  all  ciaiwe«i 

1,774 

6.623     27  1    'iOfi 

407 

226 

2,873 

854  110.  MQ 

Note.— Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee 
injured  from  performing  his  accustomed  ser\*ice  for  more  than  three  days,  in  the  aggregate,  auring 
the  ten  days  immediately  following  the  accident,  are  not  reported.  The  item%  in  the  column  headed 
"Switch  tenders,  crossing  tenders,  and  watchmen,"  include  switch  tenders  (not  acting  as  brakemen), 
lever  men,  and  lamp  men;  track,  bridge,  and  crossing  watchmen,  and  policemen. 


It  again  becomes  necessary  to  record  very  large  numbers  in  this 
table,  as  was  the  case  with  Bulletin  No.  5;  and  a  comparison  of  this 
quarter  with  the  same  quarter  of  last  year  (Bulletin  6  with  Bulletin  2) 
shows  large  increases  in  most  items,  except  passengers  and  employees 
killed  in  train  accidents.  The  only  accident  in  this  bulletin  that  is 
prominent  by  reason  of  a  large  number  of  fatal  casualties  is  the  rear 
collision  of  passenger  trains  recorded  in  the  fourteenth  item  (No,  50) 
of  the  table  of  causes  which  appears  below.  In  this  collision  27  pas- 
sengers were  killed.  It  occurred  on  a  straight  line,  quite  level,  on  a 
clear  night. 

The  engineman  did  not  obey  the  red  lights.  The  leading  train  was 
at  a  standstill  short  of  the  station;  the  engineman  approaching  sounded 
the  whistle,  indicating  that  he  saw  the  red  hand  lantern  swung  by  the 
brakeman,  but  he  did  not  slacken  speed;  he  evidently  assumed  that 
the  train  ahead  was  moving  or  was  standing  at  or  beyond  the  station. 
The  engineman  is  reported  as  one  of  twenty-one  years'  experience, 
with  a  record  which  was  good  up  to  this  time.  This  disaster  affords 
an  unusually  striking  illusti-ation  of  one  important  difference  between 
the  time-interval  and  the  space-interval  principles  of  regulating  trains. 
The  report  indicates  that  the  engineman's  terrible  act  was  due  to  error 
as  to  just  where  the  danger  light  was;  a  chief  merit  of  the  space-interval 
or  block  system  is  that  the  danger  light  is  always  in  the  same  known 
location. 

The  total  number  of  collisions  and  derailments  was  2,759  (1,680  col- 
lisions and  1,079  derailments),  of  which  282  collisions  and  99  derailments 
affected  passenger  trains.  The  damage  to  cars,  engines,  and  roadway 
by  these  accidents  amounted  to  $2,462,056,  namely:  October,  $834,258; 
November,  $732, 781 ;  December,  $895,017.  Given  more  in  detail,  these 
facts  appear  as  below: 

Table  No.  2. — Collmons  and  deraihnenis. 


Collisions,  rear 

Collisions,  butting 

Collisions,  trains  separating 

Collisions,  miscellaneous 

Total  collisions 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc 

Derailments  due  to  unioreseen  obstruction,  etc 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  other  causes 

Total  derailments 

Total  collisions  and  derailments 


Number. 


511 
265 
791 
113 


1,680 


220 
434 

81 

58 

15 

271 


1,079 


2,759 


Loss. 


$481,013 
546,731 
370, 147 
126,557 


1,524,448 


937,608 


2,462,056 


Persons 
killed. 


69 
64 
25 
18 


Persons 
injured. 


176 


165,698 

9 

170 

351, 710 

7 

109 

61,516 

7 

104 

75,353 

12 

65 

22,490 

2 

17 

260,841 

32 

180 

69 


245 


645 

66ii 
363 
215 


1.891 


64^ 


2.536 


The  table  of  prominent  train  accidents  given  below  in  this  bulletin 
is  made  on  very  nearly  the  same  basis  that  was  adopted  in  Bulletin 


No.  5,  namely:  To  include  (a)  all  cases  in  which  the  damage  is  reported 
at  $10,000  or  over;  (b)  notable  cases  in  which  passengers  are  killed, 
and  (c)  cases  doing  damage  less  than  $10,000,  and  down  to  $2,000, 
wherever  the  circumstances  or  the  cause  may  be  of  particular  interest. 
The  number  in  the  $10,000  class — 17 — is  the  same  as  in  Bulletin  No.  5. 
The  facts  themselves,  as  shown  in  the  table,  in  the  column  headed 
•*cause,"  afford,  in  most  cases,  a  sufficiently  instructive  comment  on 
these  collisions. 

The  most  disastrous  one  (No.  50)  has  already  been  refeiTed  to.  Four 
of  these  accidents  were  due  wholly  or  chiefly  to  an  engineman's  falling 
asleep,  and  in  three  others  the  men  at  fault  had  been  on  duty  very 
long  hours.  In  three  cases  (Items  3,  10,  and  13)  there  was  a  lack  of 
experience.  Items  5,  6,  22,  and  25  indicate  very  defective  discipline  or 
training.     Item  31  seems  to  indicate  a  moral  deficiency. 

Causes  of  thirty-four  prominent  train  accidents. 

[Note.— R.  Btands  for  rear  collision;  B.,  buttinK  collision:  M.,  miscellaneous;  D.,  derailment;  P., 

passenger  train;  F..  freight  and  miscellaneous  trains.] 


4 

5 


6 

7 


11 


12 


13 


14 


o 


't 


^        X 


15 


67 


10 


66 
10 


24 
32 


57 


9         11 


44 


38 


56 


50 


R. 


R. 


D. 
B. 


M. 


B, 


R. 


D. 


B. 


B. 


c 

o 

a 


P. and  F. 


F 

F.  and  F. 


F.  and  F. 
P.  and  F. 

F. and  F. 


M.      P.  and  F. 


P.  and  F. 


F.  and  F. 


F.  and  F. 


•a 


F.  and  F. 


0 
0 


0 
2 

0 

2 

2 

0 
0 


P.  and  P. 


V 


2  I    0 


1 
3 


1  '    0 


0 
8 

1 

17 

2 

14 
2 


>. 


27  I  15 


V9v4 

319 
2,166 


2,240 
3,000 


3,900 
4,000 

4,060 

4,372 

5,175 

5,224 
6,000 

6,700  . 


Cause. 


6,889  ' 


Local  freight  standing  at  station;  12  hours  late;  no 
flag  out:  weather  foggy;  men  on  duty  25  hours  30 
minutes. 

Derailing  switch;  engincman  asleep;  he  had  been  off 
duty  14  hours,  but  had  attended  a  funeral  instead 
of  taking  rest. 

Flagman  failed  to  go  back  far  enough;  a  man  of  7 
months'  experience,  but  only  2  weeks'  experience 
on  this  division. 

Derailing  switch:  engineman  asleep;  he  was  killed. 

Engineman  saw  a  "dfead"  engine  on  side  track  and 
by  mistake  took  it  for  the  head  of  a  train  which  he 
was  to  meet. 

Crossing  collision;  engineman  "lost  his  bearings; '* 
on  duty  17  hours. 

Train  switching  on  main  track  during  dense  fog; 
flagging  neglected;  conductor  and  engineman  on 
duty  23  hours. 

Engineman  fell  asleep;  on  duty  8  hours  succeeding 
12  hours'  rest.  Fireman  (14  months'  experience) 
also  at  fault. 

Crossing  collision:  no  fixed  signals:  trainman  (ex- 
penenced)  neglected  to  flag.  The  killed  were 
passengers. 

Flagman  went  back,  but  failed  to  signal  the  oncom- 
ing train;  seems  to  have  thought  his  train  had 
gone  on  to  the  other  main  track;  a  man  of  3 
months'  experience. 

Broken  rail:  internal  flaw;  speed  of  train,  70  miles 
an  hour:  weight  of  engine,  93  tons;  rails,  80  pounds 
per  yard  nearly  new. 

Telegraph  wire  broken;  dispatcner  sent  order  by 
roundabout  telephone  line,  but  neglected  to  issue 
duplicate  order  on  his  own  side  of  the  break;  a 
man  of  3  weeks'  experience  at  this  point,  but  with 
a  good  record  on  other  roads. 

Operator  failed  to  deliver  order,  and  failed  to  notify 
dispatcher:  conductor  and  engineman  failed  to 
get  clearance  card;  dispatcher  failed  to  note  lack 
of  signature  to  order.  Operator's  experience  3 
years,  but  in  this  place  only  3  days,  clispatcher, 
6  months  experience  at  this  (joint';  several  years 
elsewhere. 

Engineman  did  not  heed  red  lights.    (See  p.  4.) 


Causes  of  thirty-f our  prominent  train  accidents — Continued. 
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15 

16 
17 

18 

19 
20 

21 


© 
o 


I 


22 

23 
24 

26 

26 

27 

28 

29 
SO 

31 


32 


33 


34 


37 


1 

36 

52 

48 
51 

6 


40 

69 
72 

58 

56 

19 
25 

30 

22 

9 


21 


71 


B. 

R. 

B. 

R. 

D. 
R. 

R. 


s 


c 
i4 


I 


I 


P.  and  F. 

P.  and  P. 

P.  and  F. 

F.  and  F. 

P 

F.  and  F. 

F.  and  F. 


B.    1  F.  and  F . . 


D.      P 
D.      F 


B.       F.  and  F . 


B.       F.andF. 

B.    I  F.  and  F. 
M.    I  F.  and  F. 


D.       F 

M.      P.  and  F. 

B.      P.  and  P. 


D.       P 


73 


0/ 


c:  |5 


a 


B,    •  P.  and  P... 


M.      P.  and  F. 


1       8       7,000 


28 


0  '  18 

I 
I 

0       0 


1 

0 


2 
1 

0 

2 


2 


•> 


Total 


G4 


0 
0 


9.000 

9,980 

10,000 


^  I 


10,600 
'10,800 

11.350 


8 
2 


12, 400 

12.480 
12,500 


5  j  12,600 


0     13,838 


2 
2 

0 

2 


13,962 
15.957 

17,000 

17,800 


27     20,651 


Cause. 


23     25, 800 


5     30,000 


32,915 


Occurred  at  5  o'clock,  foggy  morning;  brakeman 
with  red  light  failed  to  stop  passenger  train:  had 
no  torpedoes;  did  not  think  to  throw  lantern  inio 
cab.  Conductor  and  eugineman  held  responsible 
for  not  having  provided  torpedoes. 

Engineraan  disregarded  distant  signal  indicating 
"caution;"  man  of  good  record  and  experience: 
weather  clear;  signal  equipment  complete. 

Operator  failed  to  deliver  meeting  order;  cleared 
signal  (ignoring  presence  of  order)  only  21  min- 
utes after  he  had  received  it. 

Runaway  train  on  steep  grade;  engineman  did  not 
promptly  give  adequate  signal  lor  hand  brakes 
when  air  brakes  seemed  to  tail. 

Switch  misplaced:  left  so  by  section  foreman;  ex- 
perienced and  with  a  good  record. 

Runaway  train  on  steep  grade;  conductor  and  3 
trainmen  neglected  to  promptly  use  hand  brakes; 
40  c^rs  in  train;  air  brakes  in  use  on  25. 

Train  passed  automatic  block  signal  indicating 
"stop."  Engineman  was  asleep  and  fireman  neg- 
lected to  observe  signals.  Engineman  and  fireman 
of  the  second  of  2  engines  drawing  the  train  failed 
to  detect  the  error,  though  ^ule  required  leading 
engineman  to  sound  the  whistle  at  each  block 
signal. 

Conductor  took  the  word  of  some  unknown  person, 
hidden  from  him  by  a  car,  that  the  opposing  train 
had  arrived,  when  it  had  not;  engineman  took  con- 
ductor's word. 

Derailment,  due  to  malicious  removal  of  rail  near 
trestle  bridge. 

Runaway  train  on  steep  grade;  mils  wet  or  coated 
with  sleet;  34  cars  in  train:  9  cars  equipp>ed  with 
air  brakes;  "hand  brakes  always  used  on  this 
grade." 

11.40  p.  m.;  engineman  lost  his  location;  experience 
15  years,  but  in  service  on  this  division  only  4i 
months. 

Conductor  and  engineman  of  northbound  train  over- 
looked orders. 

Conductor  and  engineman  forgot  orders. 

Runaway  cars;  brakeman  (in  yard)  failed  to  j^et 
brakes. 

Open  draw:  draw  properly  signaled;  engineman  of 
17  years'  experience,  on  duty  4  hours. 

Freight  train  broke  in  two;  rear  portion  collided 
with  front  portion;  passenger  train  on  adjacent 
main  track  ran  into  wreck. 

Occurred  near  same  place  as  No.  19  (above).  Opera- 
tor failed  to  deliver  order;  told  dispatcher  he  had 
signature  of  conductor  when  conductor  had  not 
arrived.  Appears  to  have  confu.sed  two  or  more 
orders  relating  to  difTerent  things.  Operator  19 
years  old;  In  service  of  the  company  8  years  in 
difTerent  capacities. 

Conductor  and  engineman  started  on  a  run  of  several 
miles  to  reach  a  meeting  station  without  allowing 
a  rea.sonable  and  sufficient  time.  Both  men  re- 
ported as  experienced  and  with  good  records. 

Collision  of  a  train  with  a  string  of  7  freight  cars 
which  had  run  down  from  a  side  track.  Brakes  on 
these  cars  had  been  loosened  "by  some  unknown 
miscreant." 

Passenger  train  derailed  by  accidental  obstruction; 
wreck  took  fire  and  combustible  portions  were  con- 
sumed. The  ob'itruction  was  a  platform  car,  which. 
standing  on  a  side  track,  had  been  violently  jammed 
by  a  freight  train  backing  into  the  siding*  and  wa^ 
crushed  and  pushed  afoul  of  the  main  track. 
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It  is  well  recognized  that  the  block-system  or  space-interval  method 
of  regulating  the  movement  of  railroad  trains,  the  method  that  is 
required  by  law  throughout  Great  Britain  and  Ireland,  is  a  safer 
method  than  the  time  interval;  and  the  fact  has  been  touched  upon  in 
the  annual  reports  of  the  Commission  as  well  as  in  these  bulletins. 
The  records  of  the  causes  of  rear  collisions,  which  have  been  published, 
tend  strongly  to  confirm  this.  At  the  same  time  it  is  everywhere 
undei'stood  that  the  block  sy^stem  itself  depends  on  adequate  care  and 
discipline,  and  that  defects  in  administration  or  inspection,  or  in  appa- 
ratus, or  negligence  of  enginemen  or  signalmen,  sometimes  lead  to 
collisions  where  the  block  system  is  used.  The  fact  that  two  or  more 
serious  collisions  in  the  quarter  under  review  occurred  through  fail- 
ures of  this  kind  emphasizes  this  matter,  and  a  list  has  therefore  been 
made  of  all  the  collisions  occurring  in  this  quarter  which  fall  within 
this  class.     The  list  follows: 

lUar  collisions  on  railroath  where  the  block  sifftein  is  in  use. 


Item. 

CIa8S.a 

a 

1 

b 

2 

c 

3 

d              3 

e              2 

f              3 

I       1 

1  1            3 

J  .            3 

k              3 

1              1 

m 

1 

Cause. 


n 


o 
P 


En^lneman  ran  past  hoDie  and  dit«tant  automatic  signal  standing  against  him. 
Weather  clear.    Engineman'A  record  good. 

Tower  man  "  claimed  "  had  authority  from  the  station  in  rear  to  give  clear  block. 

Engineman  and  fireman  failed  to  see  signal. 
Do. 

Ran  past  "red  block." 

Operator  gave  false  clear  signal:  2  employees  killed. 

operator  gave  false  clear  signal;  experience  10  months. 

£ngineman  of  switching  freight  disregarded  automatic  block  nignal  (on  6- track  line).. 
Trains  on  three  tracks  were  damaged. 

Signal  man  M'rongfully  gave  clear  block  signal. 

Automatic  signal  against  the  train;  engineman  failed  to  proceed  cautiously. 

Operator  wrongfully  gave  clear  signal. 

Operator  wrongfully  cleared  block  signal;  experience  11  months. 

Automatic  block  signal — designed  to  turn  from  clear  to  "danger"  immediately  be- 
fore engine  reaches  it.  In  this  case  there  was  a  lilinding  snow  storm  and  the  en- 
gineman a«sumed  that  the  signal  light  (6.15  p.  ra. )  showing  red,  wah  turned  to  red 
by  his  engine,  but  he  did  not  see  it  move,  and  it  wa.sin  fact  motionless,  having 
been  set  at  "danger"  by  the  preceding  train.  An  error  of  judgment  as  to  bmko 
power,  after  he  siw  the  tail  lights  of  the  preceding  train,  also  contributed  to  the 
accident. 

Occurred  11  p.  m.:  fast  passenger  train;  12  persons  injured.  Engineman  disregarded 
automatic  Dl(K>k  signal;  appears  to  have  governed  himself  by  the  indication  of 
another  block  signal,  adjacent,  not  pertaining  to  the  track  on  which  he  was  nin- 
ning. 

Incomplete  report. 

Engineman  ran  past  automatic  block  signal  Indicating  "stop."  He  had  worked 
long  and  irregular  hours,  viz:  On  duty  8|  hours,  off  1|  hours,  on  14,  oflf4|,  on  9*,  of? 
4),  on  3  houn  (at  time  of  accident). 


nrlofs  1  Includes  cases  where  l)oth  trains  are  passenger  trains;  Class  2,  a  freight  train  and  p.  passen- 
ger train;  Class  3,  both  freight. 


This  list  includes  only  those  cases  where  the  absolute  block  system 
was  in  use,  or  where  it  appears  to  have  been  the  intention  to  have  it 
in  use.  In  addition  to  these,  the  reports  show  a  number  of  collisions 
due  to  a  lack  of  care  in  regulating  the  speed  where  a  permissive  block 
signal  had  been  given.  The  train  had  entered  a  block  section  under  a 
signal  indicating  that  the  section  was  occupied  by  a  preceding  train, 
and  that,  according  to  the  rule,  the  speed  should  be  regulated  so  as  to 
avoid  running  into  the  train  ahead. 
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There  are  also  numerous  collisions  where  the  report  makes  no  men- 
tion of  the  block  system,  but  which  occurred  on  lines  of  railroad  that 
are  supposed  to  be  worked  under  the  block  system;  many  or  all  of  these 
are,  no  doubt,  due  chiefly  to  failure  to  obey  the  permissive  rule, 
requiring  speed  to  be  kept  strictly  within  control. 

A  third  class  of  collisions,  of  which  instances  frequently  occur, 
includes  cases  in,  or  at  the  approach  to,  a  yard.  Roads  which  ostensi- 
bly use  the  bloc^k  system  are  found  frequenth',  and  perhaps  usually, 
to  report  these  collisions  in  precisely  the  same  manner  as  they  are 
reported  by  roads  which  do  not  use  the  block  system.  This  appears 
to  indicate  that  the  block  system  proper  is  used  in  connection  with,  or 
is  moditied  by,  a  rule  requiring  trains  to  be  brought  under  control  on 
the  approach  to  a  yard  (usually  to  all  3'ards  or  stations  on  a  division): 
and  the  engineman  is  to  do  this  without  being  warned  by  a  block  sig- 
nal or  b}'  any  fixed  signal. 

It  is  matter  for  deep  regret  that  again  the  number  of  coupling  acci- 
dents reported  is  large  as  compared  with  the  number  for  the  preceding 
quarter,  and  very  large  as  compared  with  the  corresponding  quarter  of 
1901.  It  is  quite  possible  that  the  reports  made  by  the  i-ailroad  com- 
panies for  the  first  few  months  of  the  operation  of  the  accident-report 
law  were  incomplete.  In  the  matter  of  collisions,  and  to  some  extent 
as  regards  other  accidents,  it  was  found  that  some  roads  had  delil)er- 
ately  omitted  from  their  reports  certain  accidents  which,  when  their 
attention  was  called  to  the  fact,  the}^  said  they  understood  could  be 
rightfully  omitted,  because  the  train  affected  was  engaged  in  traffic 
wholly  intrastate.  It  was  claimed  that  such  traffic  was  not  subject  to 
a  Federal  law.  Care  was  taken  to  correct  this  erroneous  view,  and  the 
accidents  in  question  were  included  in  supplemental  reports. 

It  is  probable,  however,  that  man}^  such  cases  were  never  discov- 
ered. A  company  which  has  omitted  collisions  and  subsequently  cor- 
rects its  practice  in  this  respect  will,  presumably,  correct  its  practice 
in  regard  to  reporting  coupling  accidents,  though  at  the  same  time  it 
may  not  go  back  and  revise  its  reports  of  those  classes  of  accidents 
concerning  which  the  Commission  has  made  no  complaint. 

The  amendment  to  the  safety -appliance  law,  which  was  passed  at  the 
last  session  of  Congress,  will  correct  erroneous  views  held  by  many 
railroad  officers  as  to  what  trains  and  train  operations  are  and  what  are 
not  subject  to  a  Federal  regulating  statute.  This  law  (see  page  11) 
deals  only  with  couplers  and  air  brakes,  but  the  principle  laid  down — 
that  a  Federal  law  regulating  interstate  commerce  affects  all  of  the 
train  and  car  movements  on  a  railroad  line  over  which  interstate 
shipments  are  carried  or  interstate  passengers  travel — is  of  wider 
application;  particularly  when  the  jmrpose  of  Congress  is  to  obtain 
information. 

The  increase  in  the  number  of  coupling  accidents  is  undoubtedly  to 
be  accounted  for  largely  and  perhaps  chiefly  by  the  enormous  increase 
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in  freight  traffic  and  the  consequent  necessity  of  employing  additional 
men.  This  fact  was  mentioned  in  the  last  bulletin.  New  men  ought 
to  be  at  first  employed  at  such  places  and  in  such  departments  of  the 
work  as  are  the  least  dangerous  to  those  who  are  inexperienced;  but, 
in  the  stress  of  work  occasioned  by  the  congestion  of  coal  traffic  and 
by  blockades  at  many  places  this  rule  has  evidently  been  ignored.  This 
tends  to  increase  the  number  of  casualties.  The  increase  in  freight 
traffic,  putting  unusual  burdens  on  all  departments  of  train  and  3'ard 
work,  including  the  department  of  car  inspection,  also  results,  no  doubt, 
in  a  less  efficient  condition  of  cars.  Couplers  and  other  parts  are  not 
so  well  cared  for  and  maintained. 

It  is  also  to  be  noted  that  the  swelling  of  the  accident  records  by  reason 
of  the  inexperience  of  new  men  may,  and  probably  does,  go  on  after 
the  increase  in  the  volume  of  traffic  has  reached  its  climax;  for  the 
enlargement  of  the  number  of  train  crews,  yard  crews,  etc.,  has  usually 
been  inadequate  at  best.  It  has  been  observed  that  ceiiain  companies 
have  engaged  new  men  as  fast  as  practicable,  and  in  every  way  have 
striven  to  provide  forces  adequate  to  perform  the  work;  but  that  these 
efforts  were  only  partly  successful,  as  is  evident  from  the  constant 
pressure  on  all  the  trainmen,  old  and  new,  to  work  as  many  hours 
daily  as  possible.  It  has  therefore  been  necessary  to  continue  adding 
new  men  after  the  capacity  of  the  railroad  and  of  its  stock  of  locomo- 
tives and  cars  has  been  fully  taxed  and  the  increase  in  tonnage  there- 
fore stopped. 

It  will  be  observed  that  other  accidents  to  trainmen  have  also 
increased  largely,  so  that  there  is  no  ground  (other  than  the  lack  of 
perfect  maintenance  due  to  congested  traffic  before  referred  to)  for 
assuming  that  the  coupling  accident  record  indicates  any  increase  in 
the  risks  or  dangers  of  coupling  work,  or  any  change  for  the  worse  in 
the  condition  or  quality  of  couplers. 

The  law  just  passed  by  Congress  (March  2,  1903)  facilitating  in 
a  marked  degree  the  enforcement  of  the  safety-appliance  act,  and 
putting  engines,  cabooses,  and  cars — all  vehicles  in  ordinary  railroad 
traffic — on  a  uniform  basis  as  regards  this  act,  will,  it  is  confidently 
believed,  produce  a  decided  improvement  in  conditions. 

Table  No.  3,  next  following,  is  given  in  its  usual  form,  but  is  sup- 
plemented by  Table  3a,  which  describes  more  in  detail  the  causes  of 
casualties  due  to  defective  uncoupling  mechanism. 
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Tablb  No.  3. — Details  of  Table  1 — Causes  of  accidents  to  employees  in  coupling  and 

uncoupling  cars. 


Sub- 
class. 


2 


6 
6 

7 
8 

9 
10 

11 

12 
13 

14 
15 
16 
17 

18 


19 
20 
21 


Caufies. 


Sticking  of  parts  (bent  pins,  etc.)  pre- 
venting quick  work 

Holding  up  pin  by  hand  (presumably 
made  necessar}'  by  defective  un- 
coupling mechanism) 

Other  causes,  apparently  due  to  defect- 
ive uncoupling  mechanism 

Defective  draft  gear  (with  automatic 
coupler) 

Coupling  to  an  engine  or  tender 

Same  (with  link-and-pin  coupler) 

Coupling  on  inside  of  sharp  curve 

Foot  caught  in  or  between  couplers 
while  adjusting  coupler 

Slipped,  usually  on  ice  or  snow 

Foot  caught  in  frog,  guard  rail,  or 
switch 

Caught  by  overhanging  load  (on  plat- 
form car) 

Load  shifted 

Engaged  in  operations  preliminary  to 
coupling 

While  coupling  safety  chains 

Link-and-pin  coupler 

Link  and  pin,  with  automatic 

Coupling  damaged  cars  (presumably 
an  unavoidable  risk ) 

Uncoupling  without  using  lever  ( pre- 
sumably by  reason  of  defective  un- 
coupling mechanism) 

Uncoupling,  other  causes 

Miscellaneous 

Not  clearly  explained 


Conductors. 


Brakemen,  etc. 


Killed. 


Injured.    Killed. 


Injured. 


3 
6 
3 


10 
1 
1 


2  ' 

1 

12 
13 


Total 


13 


61 


23 


56 
11 

8 
31 

2 
29 

28 
25 

6 

4 
S 

86 

6 

45 

14 

16 


61 

11 

184 

67 


691 


Other  employees. 


Killed. 


Injured. 


2 
5 
1 


» 


The  total  number  of  accidents  recorded  in  the  above  table  is  776  (63 
killed  and  713  injured).  Table  Sa  below  discloses  the  causes  of  36  per 
cent  of  these  casualties.  The  first  seven  items  in  Table  3a  embrace 
obvious  defect*  in  the  apparatus. 

Table  Sa.—Deiaibi  of  items  2,  3,  7,  18,  19  and  20  of  Table  S.— Accidents  occurring  while 

using  uncoupling  mechanism f(. 


Conductors. 


Cause. 


Trainmen.        Other  employees. 


Killed. 


Lifting  locking  pin  or  ' 
block  with  hand [ . 

Lift  chain  misHing ' . 

Lift  lever  missing    : . 

Broken  lever | . 

Broken  chain 

Defective  lever 

Defective  or  discon- 
nected chain 

Cnuerht    Ijetween  car  , 

1     and  lever , 

9  ,  Caught  between  next 
car  and  lever , 

Lever  on  wrong  side  . . .  | . 

Strui'k  by  lever 

('nught  tingerin  chain.  . 

Running    alongside 
moving    cars    while 
switching:  and  hold-  , 
ingup  lever \- 


Injured.  I  Killed.   Injured.  Killed.   Injured 


10 
11 
12 
13 


3 

1 


6J 
1 
3 

11 

•JX 
27 

22 

(10 

35 
5 
5 
1 


Total. 


Killed.  I  Injured. 


3  I 

1  I 
I 

1  I 


63 
1 
S 
11 
'29 
27 

22 

61 

86 
h 
b 
1 


Total 


16< 


278 
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Tablb  No.  4. — DetaiU  of  TcUde  1. — Catues  of  accidents  to  employees  classified  as  falling 

froyn  and  getting  on  or  off  cars  and  engines. 


Conduct^ 

OTS. 

Brake- 
men,  etc. 

Engine- 
men. 

Firemen. 

Other  em- 
ployees. 

^                             Cu«,. 

i 

• 

t 

•2 

i 

s 
a 

Hi 

5 
26 
23 

128 

1 

Injured. 

i 

Injured. 

i 

i 

• 

1    1 

Fell  from  roof  of  box  car  by  reason  of— 
Defect  in  car 

1 



2 
8 

Ice  or  snow 

1 
2 

7 

8 

2 

2 
2 

6 
11 

..... 

12 

1 

"is* 

66 

10 

4 

2 
16 

:::::::::::::::::::!:::: 

1 

Parting  of  train 

-----1 — 

2 

1 

... 

4 

Derailment,  collision,  or  shoeic  due 
to  abnormal  movements  of  cars 
other  than  those  in  subclass  3 

'  2  i.... 

2             fi 

5 

While  setting  braJtes 

111 

8 

4 

90 

1 

C^ 

6 
7 
8 
9 
10 

Fell  from— 

Coal  car 

1 

i 

1 

Frelffht  car  other  than  box  or  coal  car. 
TCnffin  A  or  tAndpr , ,  ^ , . 

i 

2 
11 

1 

•  •  •  •  • 

8 

1 

5 

6 

4 

26 

39 

3 

9 
25 

1 

11       8 

!«■•■>     ■■■■ 

54 

•  •  •  ■ 

PiuMpnger  mr. ,,.,-,,..    . , . .    . 

1 

84 
224 

67 
151 
298 

29 
73 

Engln^  tenders,  or  cars  (all  kinds) 
not  in  motion 

1 

,    12      1 

52 

11 

Miscellaneous  causes 

2 
4 

«   a  •   ■ 

8  .        30 

12 

Not  clearly  exolained 

1 

1 
1. .. . 

1 

4 

6 

4 

[13 
14 

Slipped  getting  on  moving  trains  or  cars. 
Jumping  off  moving  trains. 

— 

1 
1 

24 

5  1        32 

€7- 

15 

Jumping  from  engmes  or  can  anticipa- 
ting collision,  derailment,  or  other  ac- 
cident  

1 

I      9 

1 

IS 
2 

1 

.... 

16 

17 
1ft 

Fell  from  engines  or  cars  by  reason  of 
defective  handholds  and  sin  stens 

1  -  -   - 
1 

1 

''■ 

Getting  on  or  off  moving  engine 

Cauirht  in  froff.  Aruazd  rail,  or  sMritch 

2 

269 
2 

1  •  • "  • 

1 

•"46*  "'I 

66 

6  '        i4 
...J 

Total 

9 

1 

1 

!l2 

1 

' 

145 

140 

1,596       2 

81 

191     26 

1 

1            ) 
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AMENDMENT  TO   SAFETY   APPLIANCE   LAW. 


AN  ACT  to  amend  an  act  entitled  "An  act  to  promote  the  safety  of  employees  and  travelers  upon 
lailroads  by  compelling  common  carriers  engaged  in  interstate  commerce  to  equip  their  cars  with 
automatic  couplers  and  continuous  brakes  ana  their  locomotives  with  driving-wneel  brakes,  and 
for  other  purposes,"  approved  March  second,  eighteen  hundred  and  ninety-three,  and  amended 
April  first,  eighteen  hundred  and  ninety-six. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  Thiiied  States  of  America 
in  Congress  assembled.  That  the  provisions  and  requirements  of  the  act  entitled  **An 
act  to  promote  the  safety  of  employees  and  travelers  uj>on  railroads  by  compelling 
common  carriers  engaged  in  interstate  commerce  to  equip  their  cars  with  automatic 
couplers  and  continuous  brakes,  and  their  locomotives  with  driving-wheel  brakes, 
and  for  other  purposes,'*  approved  March  second,  eighteen  hundred  and  ninety-three, 
and  amended  April  first,  eighteen  hundred  and  ninety-six,  shall  be  held  to  apply  to 
common  carriers  by  railroads  in  the  Territories  and  the  District  of  Columbia  and 
shall  applv  in  all  cases,  whether  or  not  the  couplers  brought  together  are  of  the 
same  kin^,  make,  or  type;  and  the  provisions  ana  requirements  hereof  and  of  said 
acts  relating  to  train  brakes,  automatic  couplers,  grab  irons,  and  the  heifjht  of  draw- 
bars shall  l^  held  to  apply  to  all  trains,  locomotives,  tenders,  cars,  and  similar  vehi- 
cles used  on  any  railroad  engaged  in  interstate  commerce,  and  in  the  Territories  and 
the  District  of  Columbia,  and  to  all  other  locomotives,  tenders,  cars,  and  similar 
vehicles  used  in  connection  therewith,  excepting  those  trains,  cars,  and  loi'omotives 
exempted  by  the  provisions  of  section  six  of  said  act  of  March  second,  eighteen  hun- 
dred and  ninety-three,  as  amended  by  the  act  of  April  first,  eighteen  hundred  and 
ninety-six,  or  which  are  used  upon  street  railways. 

Sec.  2.  That  whenever,  as  provided  in  said  act,  any  train  is  operated  with  power 
or  train  brakes,  not  less  than  fifty  per  centum  of  the  cars  in  such  train  shall  have 
their  brakes  used  and  operated  bv  the  engineer  of  the  locomotive  drawing  such  train; 
and  all  jxjwer-braked  cars  in  such  train  which  are  asscxiiated  together  with  said  fifty 
per  centum  shall  have  their  brakes  so  used  and  operated;  and,  to  more  fully  carry 
into  effect  the  objects  of  said  act,  the  Interstate  Commerce  Commission  may,  from 
time  to  time,  after  full  hearing,  increase  the  minimum  percentage  of  cars  in  any  train 
required  to  be  oi)erated  with  power  or  train  brakes  which  must  have  tbeir  brakes 
used  and  operat€Kl  as  aforesaid;  and  failure  to  comply  with  any  such  requirement  of 
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the  said  Interstate  Commerce  Commiasion  shall  be  subject  to  the  like  penalty  as 
failure  to  comply  with  any  requirement  of  this  section. 

Sec.  3.  That  the  provisions  of  this  act  shall  not  take  effect  imtil  September  first, 
nineteen  hundred  and  three.  Nothing  in  this  act  shall  be  held  or  construed  to 
relieve  any  common  carrier,  the  Interstate  CJommerce  Commission,  or  any  Unitetl 
States  district  attorney  from  any  of  the  provisions,  powers,  duties,  liabilities,  or 
requirements  of  said  act  of  March  second,  eighteen  hundred  and  ninety-three,  as 
amended  by  the  act  of  April  first,  eighteen  hundred  and  ninetv-six;  and  all  of  the  pro- 
visions, powers,  duties,  requirements,  and  liabilities  of  saia  act  of  March  second, 
eighteen  hundred  and  ninety-three,  as  amended  by  the  act  of  April  first,  eighteen 
hundred  and  ninety-six,  shall,  except  as  specifically  amended  by  this  act,  apply  to 
this  act. 

Public,  No.  133,  approved,  March  2,  1903. 


[Public — No.  171.] 

AN  ACT  requiring  common  carriers  engaged  in  interHtatc  commerce  to  make  full  reports  of  all  ac<*i- 

dents  to  the  Interstate  Commerce  Commb^^sion. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  A  merira 
in  Congress  assemUed,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engag|ed  in  interstate  commerce  by- 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington , 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or 
where  any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents 
which  may  occur  to  ita  passengers  or  employees  while  in  the  service  of  such  com- 
mon carrier  and  actually  on  duty,  which  report  shall  state  the  nature  and  causes 
thereof,  and  the  circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deem^  guiltv  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report 

Sbc.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 
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SPECIAL  INFOBKATION  CONTAINED  IK  PRECEDING  BULLETINS. 

Each  accident  bulletin  contains  tables  showing  the  number  of  i)assenger8,  train- 
men, and  other  persons  killed  and  injured,  and  these  figures  are  classified 
according  to  cause  (see  Table  No.  1 ) ;  also  tables  showing  cost  of  the  differ- 
ent classes  of  train  accidents.  The  causes  of  accidents  to  employees  in 
coupling  and  uncoupling  and  in  falling  from  cars,  etc.,  are  further  classi- 
fied in  Tables  No.  3  and  No.  4.  Each  bulletin  is  for  three  months,  and 
No.  1  was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the 
quarter  ending  June  80  contains,  in  addition  to  the  quarterly  statistics, 
tables  showing  the  same  information  for  the  whole  of  the  fiscal  year  ending 
on  that  date. 

Bulletin  No,  1  contains  brief  notes  on  the  most  serious  collisions  in  that  quar- 
ter, 57  passengers  having  been  killed.  There  are  notes  on  the  causes  of 
Qpupler  accidents,  explanatory  of  Table  No.  3.  Table  No.  4  is  supplemented 
by  similar  notes.  In  this  quarter  special  mention  was  made  of  130  casual- 
ties (4  killed,  126  injured)  due  to  operating  trains  in  which  air  brakes  were 
used  on  only  a  portion  of  the  cars ;  and  the  danger  of  running  trains  partially 
air-braked  Ls  commented  on.  ^ 

Bulletin  No.  2  contains  a  detailed  list  showing  the  cost  and  causes  of  the  27 
most  serious  butting  collisions  in  that  quarter.  In  these  collisions  70  per- 
sons were  killed  and  234  were  injured,  and  the  damage  to  cars,  engines,  and 
roadway  amoiint-ed  to  $306,511.  The  incompleteness  of  the  statements  of 
causes,  as  sent  in  by  the  railroads,  is  commented  on. 

Bulletin  No.  3  contains  a  list  similar  to  that  just  mentioned,  but  showing  rear 
instead  of  butting  collisions.  As  in  the  first  list,  only  the  most  serious 
accidents  are  considered;  and  of  these  there  were  41,  costing  §160,247.  The 
number  of  persons  killed  was  43,  and  of  injured  255. 

Bulletin  No.  4  contains  a  third  list  of  collisions,  this  one  including  all  classes ; 
but  it  includes  only  a  few  in  which  the  damage  was  less  than  $5,000.  The 
'  totals  of  this  list  are,  killed  30,  injured  187,  cost  $228,597.  Collisions  occur- 
ring where  the  trainmen  had  worked  very  long  hours  are  commented  on. 
In  this  bulletin  a  table  is  given  showing  the  deaths  and  injuries  due  to 
trains  parting.  The  aggregate  of  damage  shown  in  this  table  is  $492,781 ; 
persons  killed  14,  injured  386.  The  table  shows  that  nearly  all  of  the  coup-, 
ler  failures  which  resulted  in  a  collision  or  derailment  were  reported  as  due 
to  *  *  cause  unknown. " 

Bulletin  No.  5  contains  a  table  of  the  most  serious  train  accidents  in  the  quar- 
ter. Derailments  as  well  as  collisions  are  included,  but  cases  causing  dam- 
ages of  less  than  $10,000  each  are  not  included,  except  where  the  cause  of 
the  accident  calls  for  notice.  The  23  accidents  shown  in  this  table  killed  HI 
persons  and  injured  356,  and  the  aggregate  damage  reported  was,  for  the  23 
cases,  $308,395.  The  causes  of  a  few  of  the  accidents  are  set  forth  in  some 
detail.  A  table  is  given  in  this  bulletin  showing  the  cause  (iis  reported)  of 
each  coupling  accident  in  the  quarter.     The  Uihle  fills  12  pages. 

Bulletin  No.  6  contains  a  list  of  the  34  inost  serious  accidents  in  the  quarter, 
with  notes  on  the  cause  of  each.  One  of  these  was  a  rear  collision,  killing 
27  passengers.  There  is  also  a  table  giving  notes  on  the  causes  of  the  16 
rear  collisions  which  occurred  in  this  quarter  on  railroads  where  the  block 
system  is  in  use.  Comment  is  made  on  the  large  increase  in  the  number  of 
accidents  to  men  in  coupling,  as  compared  with  previous  quarters ;  this  is 
accompanied  by  a  reprint  of  the  amendment  to  the  Safety  Api)liance  law 
wliich  was  passed  in  March,  1903. 
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Accident  Bulletin  No.  7. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 

DUBDIO  THB 

THREE  MONTHS  ENDING  MARCH  31,  1903. 


The  number  of  persons  killed  in  train  accidents  during  the 
months  of  January,  February,  and  March,  1903,  as  shown  in 
reports  made  by  the  railroad  companies  to  the  Interstate  Com- 
merce Commission,  under  the  "accident  law"  of  March  3,  1901, 
was  300,  and  of  injured  2,834.  Accidents  of  other  kinds,  including 
those  sustained  by  employees  while  at  work,  and  by  passengers 
in  getting  on  or  oflf  the  cars,  etc.,  bring  the  total  number  of  cas- 
ualties up  to  ^27  killed,  and  11,481  injured.  These  accidents  are 
classified  in  the  following  table.  These  reports  deal  only  with  (a) 
passengers  and  {b)  employees  on  duty. 

Tabus  No.  1. — Summary  of  casualties  to  persons-January,  February,  and 

March,  1903. 


Paaeengen. 

Trainmen. 

Other 
penona  em- 
ployed on  or 
around 

trains. 

Switch  tend- 

eni,  croodng 

tenders,  and 

watchmen. 

Other 
employees. 

Total 
employees. 

• 

i 

• 

1 

0 

"a 

• 

•8 

• 

1 

"a 

M 

• 

1 

a 

■ 

1 

• 

■8 
1 

• 

1 

"a 

M 

1 

• 

1 

a 

M 

• 

1 

1 

a 

M 

r-ollMonff      .  .. . 

46 
6 

763 
326 

13 

131 
60 

13 

864 
368 

242 

10 

« 

80 
67 

8 

3 

1 

11 

7 
3 

21 
3 

74 
26 

9 

166 
69 

14 

1,029 
467 

pifklBilnMNBt* ....      -m.^.    ... 

dMkti     (exdnding     the 
abora),   indndtaig    looo- 
mottTe  iMrfler  expkwioiuu. 

267 

Total  train  aoddrati.. 

62 

1,091 

204 

1,464 

16 

16C 

4 

21 

21 

108 

248 

1,743 

CovpUng  or  anoonpUng  can. 

Whilo  doing   other  work 
about    tniu,   or  while 
attending  Bwltehea . 

Oomtng    In    contact  with 
orerhead  brfdgee,  ttmc- 
tarea  at  aide  of  track,  etc.. 

Falling  from  can  or  engines, 
or  while  getting  on  or  off.. 

Other  caaaea          .     ..    - 

1 

33 

8 

1 

297 
220 

64 
22 

22 

121 
102 

666 
1,246 

236 

1,826 
1,208 

1 
2 

6 
9 

9 
67 

4 

36 
76 

9 
6 

1 

16 
30 

62 
67 

12 

100 
92 

2 
6 

2 

13 
163 

8 
164 

7 

161 
2,108 

76 
36 

26 

166 
294 

736 
1,634 

268 

2,123 
3,479 

Total  (other  train  ac- 
ddentB) 

42 

618 

331 

6,166 

18 

182 

61 

333 

176 

2,448 

686 

8,129 

Total,  all  claaMe 

94 

i,eo9 

636 

6,630 

34 

332 

66 

864 

199 

2,666 

833 

9,872 

Mors.— Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prerent  the  employee  injured  from 
perfonning  his  accustomed  serrioe  for  more  than  three  days,  in  the  aggregate,  during  the  ten  days  immedi- 
ately following  the  acddeot,  are  not  reported.  The  items  in  the  column  headed  **  Switch  tenden,  oroasing 
tenders,  and  watchmen,**  indudeewitch  tenden  (not  acting  as  brakemen),  lerer  men,  and  lamp  men;  track, 
bridge,  and  eroasing  watchmen,  and  policemen. 


12—102 


(8) 


The  increase  in  numbers  in  all  of  the  principal  items  of  the 
record,  which  accompanies  the  enormous  increase  in  railroad  traf- 
fic throughout  nearly  all  parts  of  the  country,  and  which  charac- 
terized the  last  Bulletin,  appears  again  in  this  one.  The  more 
prominent  accidents  are  again  shown  in  a  list  by  themselves 
(page  7).*  Of  the  accidents  shown  in  this  list,  three  were  par- 
ticularly disastrous:  Items  5,  15,  and  34  (numbers  9,  1,  and  16). 
In  these  three  collisions  43  persons  were  killed  and  129  injured. 
Item  6  (12  employees  killed)  represents  a  cause  which  is  very  com- 
mon, but  the  case  has  two  obvious  peculiarities  which  should  be 
mentioned.  First,  the  large  company  of  laborers  was  carried  in 
what  is  perhaps  the  most  dangerous  part  of  the  train,  instead  of 
in  a  car  at  the  rear  end  of  the  train,  as  is  quite  generally  custom- 
ary. Second,  the  use  of  flags,  torpedoes,  and  fusees  was  depended 
upon  to  protect  a  train  from  rear  collision  at  a  time  when,  in 
consequence  of  the  presence  of  deep  snow  on  the  ground,  the  use 
of  the  block  system  was  demanded  by  considerations  of  more  than 
ordinary  gravity.  Deep  snow  makes  diflScult  walking  for  the  flag- 
man, and  often  interferes  with  the  effectiveness  of  torpedoes;  and 
if  snow  is  blown  about  by  the  wind  or  disturbed  by  the  moving 
train  the  engineman  may  have  his  view  of  the  flagman's  flag  or 
lantern  obstructed. 

Item  15  represents  one  of  the  most  remarkable  collisions  that  has 
ever  occurred  in  this  country.  The  visu al  signals  ( automatic  sema- 
phore block  signals),  with  which  the  road  is  equipped  for  the  pre- 
vention of  collisions,  were  in  this  case  concededly  adequate  and  in 
good  working  order,  but  the  engineman  appears  to  have'  been 
oblivious  to  all  signals  for  a  period  of  two,  three,  or  more  minutes ; 
and  as  the  train  was  running  very  fast,  this  length  of  time  sufficed 
for  him  to  pass  three  or  four  warning  red  lights,  and  therefore  to 
collide  with  the  passenger  train  in  advance,  causing  a  terrible 
wreck.  The  engineman  was  fatally  injured,  dying  within  a  few 
hours ;  so  that  there  is  no  explanation  of  his  lamentable  neglect, 
except  an  unconfirmed  newspaper  statement  that  before  he  died  he 
said  that  his  attention  had  been  drawn  away  from  the  signals  by 
some  trouble  with  an  injector.  To  attend  to  an  injector,  or  to  any- 
thing, to  the  neglect  of  the  signals  is,  of  course,  under  such  cir- 
cumstances, the  grossest  negligence.     The  condition  of  the  engine 

*Tlie  list  of  these  accidents  will  be  designated  as  "  Class  A,"  and  to  insure  a 
measure  of  uniformity  in  the  records,  the  rule  of  classification  which  has  been 
followed  in  Bulletins  5  and  6  will  be  made  permanent.  The  accidents  to  be 
included  in  "Class  A"  are  (1)  all  cases  in  which  the  damage  is  reported  at 
$10,000  or  over;  (2)  notable  cases  in  which  passengers  are  killed,  and  (8)  cases 
doing  damage  less  than  $10,000,  and  down  to  $2,000,  wherever  the  circumstances 
or  the  cause  may  be  of  particular  interest. 
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after  the  collision  tends  to  indicate  that  the  engineman  neither 
shut  off  steam  nor  applied  the  brakes.  This  man  appears  to  have 
been  in  good  mental  and  physical  health,  so  far  as  could  be  known. 
He  had  had  ample  experience,  and  his  record  is  reported  as  good. 
The  fireman  is  not  held  by  the  superintendent  to  be  chargeable 
with  any  responsibility  in  the  case;  his  duty,  it  is  said,  was  at 
his  fire. 

Item  34  represents  a  notable  disaster,  in  which  the  horrors  of  a 
batting  collision  between  two  passenger  trains  in  the  dead  of  night, 
both  trains  moving  at  high  speed,  were  intensified  by  fire.  The 
pecuniary  loss  is  greater  than  it  would  have  been  but  for  the  fire. 
The  report  of  this  collision  gives  a  statement  of  the  cause,  from 
which  the  following  paragraph  is  made  up : 

Two  passenger  trams,  bound  east  and  west,  respectively,  collided  near  C. 
From  A  east  the  stations  are  as  follows :  A,  B,  C,  D,  etc.  The  east-bormd  train 
was  given  orders  at  A  to  meet  the  west-bound  train  at  C.  This  order  for  the 
west-boond  train  was  placed  at  D  (being  No.  6),  together  with  another  order 
(No.  7)  concerning  a  freight  train  to  be  passed  at  B.  The  operator  at  D,  hearing 
the  west-boond  train  approaching,  and  knowing  what  conductor  was  in  charge 
of  it,  transmitted  to  the  dispatcher  this  conductor's  signature  to  both  these 
orders,  and  obtained  his  approval  ("complete")  of  said  orders  before  the  train 
had  stopped  at  his  station.  After  doing  this  he  claims  to  have  placed  both 
orders — one  on  top  of  the  other— on  his  counter,  where  the  conductor  could 
sign  and  take  them.  He  then  went  out  to  the  train  to  dispatch  and  receive  the 
United  States  mail  This  action  was  in  violation  of  the  regnlations,  which 
require  an  operator  to  obtain  the  signature  of  the  conductor  to  an  order  before 
transmitting  the  signature  to  the  train  dispatcher  to  secure  the  disx>atcher's 
"complete."  The  delivery  of  the  order  is  required  to  be  made  by  the  operator 
in  person,  to  whom  the  conductor  must  read  the  order  for  comparison  with  the 
copy  retained  by  the  operator.  Immediately  on  stopping  at  D,  the  conductor  of 
the  west-bound  train  went  to  the  office,  signed  and  took  one  of  the  orders  (No. 
7) — ^that  in  regard  to  passing  the  freight  train — ^but  claims  to  have  seen  nothing  of 
the  other  order  (No.  6) .  He  left  the  office  before  the  operator  returned,  delivered 
to  the  engineman  a  copy  of  the  order  which  he  had  taken,  and  the  train  was 
immediately  started.  The  rule  not  only  requires  that  the  conductor  read  his 
order  aloud  to  the  operator  for  comparison,  but  also  prohibits  conductors  from 
tearing  off  orders  in  the  absence  of  the  operator. 

The  operator,  as  stated  in  the  report,  was  new  to  his  place,  but 
he  is  said  to  have  had  a  good  record  in  his  previous  position.  His 
misconduct  appears  to  have  been  of  a  kind,  however,  which  expe- 
rience alone  affords  no  security  against.  The  same  may  be  said 
of  the  act  of  the  conductor.  This  man  was  the  oldest  conductor 
on  that  division  of  the  railroad. 

The  total  number  of  collisions  and  derailments  was  2,831  (1,650 
collisions  and  1,181  derailments),  of  which  291  collisions  and  125 
derailments  affected  passenger  trains.  The  damage  to  cars, 
engines,  and  roadway  by  these  accidents  amounted  to  $2,491,046, 
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namely:  January,  $894,639;  February,  $723,614;  March,  $872,793. 
Given  more  in  detail,  these  facts  appear  as  below : 

Table  No.  2. — Collisions  and  derailments. 


Colliaions : 

Rear 

Butting 

TmiDB  separatiDg . 
Miscollaneous 


Num- 
ber. 


650 
26-2 
716 
122 


I 


Total 1,650 


IXMW. 


S544,197 

539,374 

'  315,274 

87,668 


Penmns 
killed. 


1,486,513 


111 
56 
34 
10 


211 


Derailments : 

Due  to  defects  of  roadway,  etc 

Due  to  defects  of  equipment 

Due  to  negligence  of  trainmen,  signalmen,  etc. 

Due  to  unforeseen  obstruction,  etc 

Due  to  malicious  obstruction  of  track,  etc 

Due  to  other  causes 


245 

449 

80 

69 

16 

322 


200,734 

335,221 

62,976 

74,329 

54,043 

277,230 


Total ._;    1, 181       1,004,533 


Total  collisions  and  derailments. 


2,831 


2,491,046 


4 
5 

20 
9 

17 


75 


Persons 
injured. 


635 

647 
286 
214 


1,782 


304 
85 
95 
78 
44 

176 


782 


286 


2, 5tU 


In  the  table  following  ('*  Class  A"  accidents),  the  number  of 
iteMs,  thirty-four,  is  the  same  as  in  the  table  for  the  quarter  last 
preceding,  but  the  losses,  both  of  life  and  of  property,  are  larger. 
Besides  the  three  notable  cases  already  mentioned,  a  number  of 
others  show  details  which  are  of  particular  interest.  In  Items  1, 
4,  8, 12, 13,  and  29,  misconduct  or  negligence  is  chargeable  to  men 
lacking  in  experience;  in  Items  1  and  6,  the  man  or  men  at  fault 
had  been  on  duty  an  excessive  number  of  hours,  and  in  Items  10, 
11,  19,  20,  22,  24,  28,  29,  and  30,  collisions  are  reported  in  conse- 
quence of  errors  which  in  all  probability  could  not  have  occurred 
had  the  block  system  been  in  use. 

One  of  the  most  complicated  difficulties  found  in  running  trains 

without  the  block  system  is  illustrated  in  the  case  of  the  collision 

shown  in  Item  3.     The  report  of  this  collision  says,  concerning 

the  cause : 

Train  No.  3,  south  bound,  ran  into  rear  of  train  No.  208,  sonth  bound,  badly 
damaging  the  engine  of  No.  3  and  a  business  car  on  rear  of  train  No.  203. 
Accident  was  caused  by  improper  flagging  and  lack  of  precaution  on  part  of  the 
train  dispatcher.  Both  trains  were  moving  at  the  time  of  the  collision,  No.  208 
running  at  a  sx>eed  estimated  at  35  to  40  miles  an  hour,  and  No.  3  at  50  miles  an 
hour.  No.  208,  with  nine  cars,  was  delayed  and  fell  back  on  the  time  of  train 
No.  3.  The  latter  train  had  five  cars.  Both  trains  are  of  the  same  class,  and 
rules  permit  a  delayed  train,  when  falling  back  on  the  time  of  a  train  of  the 
same  class,  to  proceed  on  its  own  schedule  until  overtaken.  No.  208  left  the 
initial  point  on  the  district  twenty-two  minutes  in  advance  of  No.  8,  but  on 
account  of  having  a  heavier  train  and  some  trouble  with  a  hot  driving  box  on 
the  engine,  and  being  delayed  by  a  freight  train,  No.  3  gradually  gained  on  it. 
The  trains  i>assed  the  last  open  telegraph  office  north  of  the  point  of  collision, 
seven  minutes  apart.  There  was  a  dense  fog  prevailing  at  the  time  and  the 
conductor  and  flagman  of  No.  203  faUed  to  use  the  necessary  precaution ;  they 
neglected  to  drop  off  a  fusee ;  neither  did  the  dispatcher  on  duty  notify  the 
conductor  and  engineman  of  No.  8  that  they  were  closing  up  on  the  train  ahead. 
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CauM»  of  thirtj/'f oar  prominent  train  accidents  (Clasg  A), 

■Usda  tor  mr  coLLIihni ;  B..  buIKnit  nulLliliiIi;  H.,  InlHclluiHiia  coLlbhiDi:  D.,  dor 
puMDgtr  InlD  ;  r.,  tnlgbl  ud  miKsliuwoiu  tnlna.] 


fill 

... 

1 

3 

R. 

F.UKiF. 1 

P.MdF 1     T 

P.»lidP._.„      0 

1      . 

„ 

]i>un»l;  OH  Dol  probirinl  l>/  «!«;  lliin  mln  bti 

■ho  no  wlilMMil  coniliiclut  liu  6  luonlba'  pipertsjicp, 
Brngmma  7  uioDlbii  nil  on  iutj  !■■>  houn  lU  mlnuU.. 

Onurnil  •I4ii.  m.;  dcnKfog;;  tnUa  of  8  nn  trsTellDg 

r«t,  l.y  tr.ip  ol  6  an  runninK  Mt  lujli^  •»  l.oiir;  limn 
iQUrvHl  ■!  Ulennpb  ■Ullon.  «  luJIn  buck,  wu  I  nilu- 
uim;  nagmxn  Uld  uatdnpolt  ruBM;  dl>i«lrh(r  ot  a 

r.  wd  r... 

p.  ud  F... 

P.udF... 


rs  opporlmidj  lo  crt>«  to  rml. 


8 


Caiue*  of  thirty-four  prominent  train  aceideiUs  (Class  A) — Continued. 


• 

o 

• 

B 

1 

a 

Canae. 

• 

1 

•H 

• 

O 
"9 

2 

1 

& 

* 

•17 

29 

D. 

F 

0 

0 

8,350 

Broken  flang«;  indication  of  an  old  defect;  speed  80  to  3o 

mileeanhonr;  rated  capacity  of  car  70,000  poandt;  cou- 

talned  77,800  pounds. 

18 

24 

M. 

F 

0 

0 

8,682 

Train  broke  in  two;  rear  portion  ran  into  the  forwanl 

portion;  74  cars  in  train;  23  cars  ali^braked. 

19 

6 

R. 

F.  and  P 

0 

3 

9,200 

Light  engine  ran  into  rear  of  paosenger  train  standinK 
at  station;  sleeping  car  destroyed;  had  been  mnninic 
too  fast,  shortening  time  interral  from  10  minutes  to 
7  minutes;  approached  station  not  under  control;  en- 
glneman  suspended  SO  days. 

20 

47 

B. 

P.  and  F 

2 

2 

9,510 

Occurred  7  p.  m.;  men  on  passenger  train  failed  to  iden- 
tify freight  train  standing  on  side  track;  engineman 

and  fireman  of  passenger  train  killed;  conductor,  bag- 

gageman, and  brakeman  saw  on  side  track  engine  No. 

168,  but  say  that  they  thought  it  was  169. 

21 

27 

D. 

P 

0 

0 

10,000 
10,400 

Supposed  looee  guard  rail. 

Engineman  of  empty  engine  orerlooked  passenger  train 

22 

22 

B. 

P.  and  F 

5 

0 

on  time-table;  this  man  was  killed. 

23 

?0 

D. 

F_ 

0 

0 

10,450 

Broken  flange. 

24 

15 

B. 

P.  and  P 

1 

1 

11,718 

Conductor  and  engineman  of  west-bound  train^  *' over- 
looked **  east-bound.  Both  men  of  experience  with  fair 
records. 

25 

46 

D. 

F 

0 

0 

14,000 

Broken  arch  bar  in  truck. 

26 

67 

D. 

P 

0 

15 

7 

14,100 

Defect! TO  switch  rod;  damage  mostly  from  fire. 
Washout;  drift  jam  in  river;  watchman  passed  along  tb<* 
road  3  hours  before  accident. 

27 

31 

D. 

P 

2 

1 

14,500 

28 

76 

B. 

P.  and  F  _„- 

2 

19 

15,000 

Engineman  of  empty  engine  disregarded  telegraph i«- 
order;  this  man  was  killed. 

29 

19 

B. 

F.  and  F 

0 

2 

16,496 

Conductor  and  engineman  east  bound  OTerlooked  tele- 
graphic order;  conductor's  experience,  2  months,  but 
with  good  record  as  brakeman. 

»» 

18 

B. 

P.  and  F 

2 

21 

17,000 

Conductor  and  engineman  of  freight  overlooked  passen- 
ger train;  engineman  was  killed. 

31 

32 

D. 

P 

0 

6 

19,100 

Occurred  at  1  a.  m.;  switch  maliciously  misplaced;  lamp 
fixed  so  as  to  indicate  all  right. 

32 

63 

R. 

P.  and  P  _.-_ 

3 

13 

33,892 

Engineman  failed  to  observe  signals  and  to  control  spe*^. 
Night;  west-bound  passenger  train  ran  6  miles  on  east- 

S3 

41 

B. 

P.  and  F  _.._ 

4 

9 

37,900 

bound  track;  signalman  at  west  end  of  this  section 

had  permitted  freight  to  start  eastward;  appears  to 
have  given  this  clear  signal  when  he  set  up  the  route 

through  cross-over  for  expected  passenger  train.    Sig- 

nalman's age,  25  years;  experience,  2  years. 

34 

16 

B. 

P.  and  P 

8 

30 

79,450 

Occurred  3  a.  m.;  operator  failed  to  deliver  a  telegraphic 
order;  operator's  experience  at  this  place,  2  months; 
elsewhero,  6  yean;  conductor  (with  good  record)  also 

dlsrogarded  rule.    See  page  6. 

Total.  _ 

88 

275 

402,541 

12—102 


Tabus  No.  8. — Causes  of  aodderUs  to  employees  in  coupling  and  uncoupling  cars. 


Sob- 

Conductors. 

Brakemen,  etc. 

Other  employees. 

cImb. 

• 

1 

KUled. 

1 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

1 
2 

SticUog  of  puts  (bent  pfns,  etc.)  pre- 
TAfiting  qixir*  w^**?  .  _ . 

1 
2 

11 

66 
8 

4 

16 

3 

28 

80 
81 

7 

9 
7 

99 
8 

18 
9 

12 

44 

102 

126 

63 

Holding  "ap  pin  bj  hand  ^premimably 
made    neoeaary    bT    defective    un- 



2 
1 

3 

Other'caiues,  apparenU'jr  dne  to  defective 
r>ouplf^r  mwhaniinn 

4 

Defective  draft   gear   (with  automatic 
ooapler)  ._j 

5 

Oonpung  to  an  engine  or  tender  ... 

6 

Same  (with  link-and-pin  coupler) 

OonpUng  on  intide  of  sharp  curve 

8 

3 
2 

1 

3 
8 

Foot  caoght  In  or  between  couplers  while 
adjusting  coupler 

9 

3 

10 

Foot   caught   ia    frog,    guard    nil,   or 
switch 

1 

n 

Ought  bj  overhanging  load   (on  plat- 
form car)  _    

12 

Load  shifted 

13 

Engaged  in  operations  preliminary  to 
cou  pling - 

3 

2 
2 
2 

1 

1 

3 

20 
1 

7 

1 
3 
4 

19 

1 

2 

14 

While  oouDlinc  safety  chains.. 

1 

16 

Unk'^md-pin  coupler . 

1 

16 

Link  and  pin,  with  automatic 

17 
18 

19 
20 
21 

Coupling  damaged  cars  (presumably  an 

nn^vofd*-blA  rl«k) 



Uncoupling  without  using  lever  (pre- 
sumably by  reason  of  defective  un- 
coupling mechanism)  __      . 

Uncoupling,  other  causes  ._      ..      

MiscelUneous — 

1 

3 
6 
3 

' i" 

1 
1 
3 

Total 

1 

4                 36 

70 

691              2 

9 

Table  No.  4. — Causes  of  accidents  to  employees  classified  {C6  and  C7)  as  falling 

from,  and  getting  on  or  ojfcars  and  engines. 


Causes. 

Conduc- 
tors. 

Brake- 
men,  etc. 

Engine- 
men. 

Firemen. 

Other  em- 
ployees. 

8«b- 
ciass. 

• 

1 

i 

1 

•A 

1 

a) 

1 

• 

1 

0 
•^^ 

H4 

• 

1 

1 

a 

9 

9 

1 

0 
5 

1 

2 
3 

4 

5 

6 
7 
8 
9 
10 

1 

•  Fell  from  roof  of  box  car  by  reason  of — 

Defect  in  car . . . . 

7 

Ice  or  snow .— . 

2  I     3 

41 
22 

131 

1 

'' 



4 

Putins  of  train 

4 

11 

3 
4 



46 

-      1 

72' 
1  I 

1 

1 

1 

.... 

1 
7 

1 

1 

Derailment,  collision,  or  shock  dne  to 
abnormal  movements  of  cars  other 
than  thoae  In  subclass  3 

7 

1 

7 

06, 

While  setting  brakes 

Fell  f  rom— 

Coal  car «_ _— — .— .. 

Freight  car  other  than  box  or  coal  car.. 
KnginA or tMtd«r   _,  „,. ._._ 

IIZI 

3       9         96 

3  '      12 

2       1           2 

2  '  12  !       77 



1 

.... 

1 

1 

1 
t 

io"|~r 

23  ,    2 

1 

1 

3 

Psetftigf r c*""  .   ..^ -_.-,. 

— ...  -_.-i 

2 
74  1 

] 

Sngines,  tenders,  or  cars  (all  kinds)  not 
in  motion. ..... 

1 

1 

3  .    6 

in 

11 

MifCf  llMtfAufl  causes 

7      15  '     136 

6     34       100 

18     12  ,     164 

30  <     9  1    327 

1         ' 

2    47  i 

18  j  13       303 

l_  _            3 

'^6 

IS 

Vot  clearly  explained 

'l\ 

0 

^13 
14 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating 
collision,  derailment,  or  other  accident 

..1 

1  i...J 

1 

1  . 

1 

17 

IH 

:i5 

15 

1 

1 
10    .__. 

1 

9 

'•n« 

Fell  from  engines  or  cars  by  reason  of  de- 
fective handholds  and  sill  steps 

Getting  on  or  ^  moving  engine ■ 

Osngbt  in  frog,  guard  rail,  or  switch ' 

Total 

6 

1 

17 
U8 



46    

62 

1 

33 

1 
KM 

' 

1 

13 

131    1,661   1 

2 

91       3 

206  ; 

161 
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LFUBUC— No.  171.] 

AN  ACT  requiring  common  carrierp  engaged  in  interatate  commerce  to  make  foil  reports  of  all  acddents  to 

the  Intentate  Oommeroe  Oomminion. 

Be  it  enacted  bp  the  Senate  and  Hotiae  of  Representatives  of  the  United  States 
of  America  in  Congress  assembled.  It  shall  be  the  daty  of  the  general  manager, 
superintendent,  or  other  proper  officer  of  every  common  carrier  ezigaged  in  inter- 
state commerce  by  railroad  to  make  to  the  Interstate  Commerce  Commission,  at 
its  office  in  Washmgton,  District  of  Columbia,  a  monthly  report,  under  oath,  of 
^1  collisions  of  trains  or  where  any  train  or  part  of  a  train  accidentally  leaves 
the  track,  and  of  all  accidents  which  ma^  occur  to  its  passengers  or  employees 
while  in  the  service  of  such  common  carrier  and  actually  on  duty,  which  report 
shall  state  the  nature  and  causes  thereof,  and  the  circumstances  connected 
therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty 
days  after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and. 
upon  conviction  thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished 
by  a  fine  of  not  more  than  one  hundred  dollars  for  each  and  every  ofifense  and 
for  every  day  during  which  it  shall  fail  to  make  such  report  after  the  time  herein 
specified  for  making  the  same. 

Sec.  8.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as 
evidence  or  used  for  any  puri>ose  against  such  railroad  so  making  such  report  in 
any  suit  or  action  for  adages  g^rowing  out  of  any  matter  mentioned  m  said 
report. 

SBO.  4L  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe 
for  such  common  carriers  a  method  and  form  for  making  the  reports  in  the 
foregoing  section  provided. 

Approved,  March  8,  1901. 
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ACCIDBNT    ^TJUASTTS   "NO.    8. 


R  AILROAD  ACCIDENTS  IN  THE  UNITED  STATES, 


DURINO  THE 


THREE  MONTHS  ENDING  JUNE  30,  1903. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April,  May,  and  June,  1903,  as  shown  in  reports  made  by  the  rail- 
road companies  to  the  Interstate  Commerce  Commission,  under  the 
"accident  law"  of  March  3,  1901,  was  230,  and  of  injured  2,629. 
Accidents  of  other  kinds,  including  those  sustained  by  employees  while 
at  work  and  by  passengers  in  getting  on  or  off  the  cars,  etc.,  bring  the 
total  number  of  casualties  up  to  12,305  (844  killed  and  11,461  injured). 
These  accidents  are  classified  in  the  following  table.  These  reports  deal 
only  with  (a)  passengers  and  (h)  employees  on  duty. 

Tablb  No.  1. — Casualties  to  persons— -Aprils  May^  and  June,  1903. 


CollisioDs 

Demllmento 

MiicelUneoiu  train  accidents 
(excluding  the  above),  In- 
clodlng  locomotlye-boiler  ex- 
ploaiaDa 


Total  train  aoddentB 


Coopling  or  nnconplinff  can 

While  doing  other  work  abont 
txains  or  while  attending 
switchea 

Coming  in  contact  with  over- 
head bridffea,  stmctnres  at 
side  of  track,  etc 

Falling  from  cars  or  engines,  or 
while  getting  on  or  on 

Other 


Total   (other  than  train 
accidents) 


Total  all  clsases. 


Fassen- 
gers. 


I 

3 


22 
7 


81 


28 
10 


33 


64 


541 
446 


20 


1,007 


306 
299 


614 


1,621 


Trainmen. 


93 

66 


10 


160 


62 


24 


20 

135 
84 


315 


734 
383 


242 


1,359 


653 


977 


206 

1,684 
1.149 


other 

persons 

employed 

on  or 

around 

trains. 


4 
3 


8 


65 
86 


105 


0 
10 


4,671  !  13 


8 


88 


89 
70 


158 


474     6,030  I  21 


263 


Switch 
tenders, 
crossing 
tenders, 

watch- 
men. 


•s 
a 


1 

0 


9 
3 


16 


3 


6 
27 


43 


44 


83 


55 


16 

90 
78 


817 


333 


other  em- 
ployees. 


•s 


24 
6 


31 


8 


82 

168 


210 


241 


111 
17 


14 


142 


12 


145 


181 
2,728 


8,072 


8,214 


Total  em- 
ployees. 


■8 


122 
65 


12 


199 


62 


87 


20 

178 
289 


581 


780 


919 
489 


264 


1,622 


766 
1,215 

288 

1,994 
4,020 


8,218 


9,840 


NoT«.— Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee 
injured  from  performing  his  accustomed  service  for  more  than  three  days,  in  the  aggregate,  during 
the  ten  days  immediately  following  the  accident,  are  not  reported.  The  items  In  the  column 
headed  "Switch  tenders,  crossing  tenders,  and  watchmen."  include  switch  tenders  (not  acting  as 
brakemen),  lever  men,  and  lamp  men,  track,  bridge,  and  crossing  watchmen,  and  policemen. 


The  total  number  of  passengers  and  employees  killed  in  this  quarter, 
844,  is  83  less  than  in  the  quarter  last  preceding,  and  the  number  killed 
in  train  accidents,  230,  as  against  300,  shows  a  still  more  gratifying 
decrease;  but  it  is  necessary,  nevertheless,  to  record  in  the  present 
report  23  fatalities  as  due  to  three  butting  collisions.  The  number  of 
employees  killed  in  coupling  and  uncoupling  cars,  62,  is  14  less  than 
in  the  preceding  quarter. 

The  total  number  of  collisions  and  derailments  was  2,605  (1,403  col- 
lisions and  1,202  derailments),  of  which  201  collisions  and  126  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,476,934,  namely;  April, 
$810,272;  May,  $852,379;  June,  $814,283.  Given  more  in  detail,  these 
facts  appear  as  below: 

Table  No.  2. — Aprilj  May^  and  June^  190S. 


CoUisioDB: 

Rear 

Butting 

Trains  separating 

Miscellaneous 

Total 

Derailments: 

Due  to  defect  of  roadway,  etc 

Due  to  defect  of  equipment 

Due  to  negligence  of  trainmen,  signalmen,  etc 

Due  to  unforeseen  obstruction,  etc 

Due  to  malicious  obstruction  of  track,  etc 

Due  to  other  causes 

Total 

Total  collidons  and  derailments 


Num- 

Loss. 

Persons 

1    Persons 

ber. 

killed. 

injured. 

881 

8340,729 

24 

408 

258 

698.728 

79 

616 

225 

109, 573 

10 

60 

639 

828,423 

31 

S76 

1,403 

1,377,458 

144 

1.460 

201 

137,101 

7 

lft4 

537 

458,739 

6 

\vn 

62 

44.8&5 

4 

78 

64 

86,922 

16 

152 

20 

52,642 

4 

81 

318 

820,697 

35 

303 

1,202 

1,100,206 

72 

885 

2,605 

2,477,669 

216 

2,M5 

Note.— Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not 
OTer  S150  damage  to  the  property  of  the  railroad  are  not  included. 

The  list  of  "  Class  A  "  accidents  given  below  is  made  up  on  the  same 
basis  as  in  preceding  bulletins."  The  three  butting  collisions  already 
referred  taare  Nos.  25,  43,  and  5;  items  7,  39,  and  43.  In  the  case 
of  the  most  costly  one.  No.  6,  both  the  flagging  system  and  the  block 
system  were  employed  as  safeguards,  but  both  failed  or  were  not 
properly  managed.  The  other  two  cases  may  be  called  typical  of  a 
large  number,  and  their  causes  as  reported  are  given  below.  These 
cases  are  called  typical  for  the  reason,  among  others,  that  the  elements 
of  the  cause  are  complicated  or  obscure,  or  both  complicated  and 
obscure;  but  in  No.  25  attention  should  be  called  to  an  element  which 
is  rather  unusual — ^the  failure  of  the  hand-motion  signal.     The  con- 

<>  '*  Class  A'*  includes  (1)  all  accidents  in  which  the  dama^  is  reported  at  $10,000 
or  over,  (2)  notable  cases  in  which  passengers  are  killed,  and  (3)  cases  doing  dam- 
age less  than  $10,000,  and  down  to  $2,000,  wherever  the  circumstances  or  the  cause 
may  be  of  particular  interest. 


ductor  gave  a  signal  intended  to  mean  "  stop,"  but  it  was  taken  by  the 
engineman  to  mean  ''go  ahead,"  a  fact  which  indicates  either  a  bad 
code  of  signals  or  great  carelessness  in  giving  the  signals. 

No.  25, — The  negligence  of  the  conductor  and  engineman  who  caused 
this  collision  is  described  in  the  report  made  by  the  company,  as 
follows: 

The  stations  on  this  part  of  the  road  from  west  to  east  are  V,  M,  S,  B,  etc.  The 
cMllifiion  occurred  a  short  distance  east  of  M.  Train  No.  2,  east  bound,  was  delayed 
about  two  hours  at  V.  During  this  time  the  operator  at  M  received,  for  train  No.  2, 
three  orders — one  about  8  o'clock  directing  No.  2  to  meet  No.  3  at  B;  one  about  10 
o'clock,  superseding  the  first,  making  the  meeting  point  at  S;  one  at  10.43  o'clock, 
superseding  the  second,  making  the  meeting  point  at  M  instead  of  S.  This  last  order 
was  different  from  the  other  two  in  that  it  read,  at  the  end,  "Train  No.  2  gets  this 
order  at  M."     Conductor  of  train  No.  2  says  he  read  and  understood  the  three  orders 

when  received,  and  handed  the  copies  to  the  engineer,  simply  saying  "S **  (the 

name  of  the  place  mentioned  in  second  order),  which  is  the  fir^t  station  east  of  M, 
he  having  mistaken  the  second  order  for  the  last.  The  engineer  failed  to  read  the 
orders  to  the  conductor  to  see  that  the  conductor  and  himself  understood  them 
alike,  as  required  by  the  rule.  After  the  train  started  the  conductor  looked  at  his 
orders  again,  discovered  his  mistake,  and  signaled  with  the  air  signal  to  stop;  then 
went  out  on  car  platform  and  gave  stop  signal  with  his  hand,  which  the  engineer 
took  for  signal  to  go  ahead  and  proceeded  at  full  speed.  Before  conductor  could  get 
to  valve  to  set  air  brake  the  collision  occurred.  Both  trains  were  running  at  the  rate 
of  about  30  miles  an  hour. 

No.  JfS, — This  collision  occurred  at  X.  The  freight  train  received 
an  order  at  W,  17  miles  east  of  point  of  accident,  at  1.47  a.  m.,  to  the 
effect  that  second  No.  2  would  run  one  hour  and  thirty  minutes  late. 
The  railroad  company's  report  says: 

As  the  entire  crew  on  the  head  end  of  the  train  were  killed  outright  we  have  no 
means  of  ascertaining  their  understanding  of  the  order,  but  the  conductor,  and  no 
doubt  the  engineman  likewise,  read  the  order  as  No.  2  instead  of  second  No.  2.  As 
a  safeguard  against  errors  of  this  nature,  the  rules  require  the  conductor  to  show  his 
orders  to  the  flagman  and  the  engineman  to  the  fireman,  who  are  required  to  read, 
understand,  and  keep  them  in  mind.  In  this  instance  the  conductor  failed  to  fulfill 
the  requirements  of  this  rule,  as  he  did  not  show  the  order  to  the  flagman.  The 
indications  are  that  the  engineman  was  also  derelict  in  this  respect.  The  flagman 
was  on  the  engine  at  the  first  station  east  of  X  (8  miles)  and  asked  the  engineman 
what  orders  he  had.  The  engineman  replied,  "One  hour  and  thirty  minutes  on 
No.  2."  This  answer  was  made  in  the  presence  and  hearing  of  the  fireman  and  head 
brakeman,  so  it  is  evident  neither  of  these  men  had  seen  the  order,  as  it  is  fair  to 
aasume  they  would  have  corrected  the  engineman. 

On  returning  to  the  caboose  the  flagman  made  inquiry  of  the  conductor  regarding 
the  orders,  and  was  informed  identically  the  name  as  he  had  been  by  the  engineman, 
to  the  effect  they  had  one  hour  and  thirty  minutes  on  No.  2. 

How  these  men  came  to  make  such  an  error  is  beyond  human  understanding. 
The  order  was  clear  and  simple,  plainly  written,  and  the  usual  standard  form  of 
"run-late"  order.  The  conductor  was  unable  to  offer  any  explanation  of  how  he 
came  to  be  misled.  The  only  solution  is  that  ])ossibly  the  engineman  and  conductor 
had  been  figuring  where  they  would  go  for  No.  2  and,  on  receiving  the  order,  their 
minds  were  so  concentrated  on  No.  2  that  they  were  not  impressed  with  the  word 


"second."  The  order  bad  been  in  their  poweseion  one  hourntthe  timeof  acddeot. 
No.  2  waa  practically  on  time — about  three  minutes  late.  The  accident  occurred  on 
a,  curve  and  at  the  mouth  of  a  deep  cut,  so  the  approach  of  the  trains  could  not  be 
discovered  in  time  to  make  any  effort  to  stop;  the  collision,  therefore,  took  place  at 
high  speed.  No.  2  moving  40  miles  per  hour,  the  freigbt  train  probably  26  milea 
per  hour. 

Both  the  conductor  and  engineman  were  young  men,  each  about  27  years  of  age, 
in  good  health,  and  physically  sound.  The  crew  had  been  on  duty  fourteen  hours 
and  twenty-five  minutes.  The  conductor  and  both  brakemen  had  eleven  hours' 
rest,  and  the  en^pneman  and  fireman  had  been  off  duty  twenty  hours  prior  to  going 
out  on  this  trip. 

Conductor  had  been  in  service  eix  years,  promoted  to  conductor  in  Ai^;nBt,  1901; 
record  good.  Engineman  had  been  in  service  four  years,  promoted  to  engineman 
November,  1902;  record  perfect. 

Cauiei  of  forly-lhree  prominent  train  aecidenlt  (Ckut  A). 
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F.  BndF.... 
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P.  ■ndP.,.. 
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28 

B 

F.andF.... 

" 

» 

F.mdF.... 

tali u re  of  coupling  unexplBiDe 
Occurred  4  ■.  m.    £ngjneman  fe 


pendcd6L 

Occurred  3  a.  m.    Runner  of  llglil  engine  dlsreoanled 

block  signal:  flreman  waalimed. 
Tender  rocked;  tender  hHd  nospliuh  boards  in  tank. 
BigtialmaD  allowcil  2  trains  in  wme  block  Bectlon: 

engineman  ran  at  eiccwive  speed;  — ------  • —  - 

■Dontba:  eUnalman's  (on  ibis  road;, 

FreJghl  backed  into  Hide  of  paaHcnger  train;   hand 
aignal  wrongly  given  by  brakeman  of  6  weeks' 

Conductor  and  engineman  of  G«9^boUDd  train  tailed 
to  read  and  undcrataud  telegrapldc  onXet*     ipf4» 

Euglnea  .      , 

fBllen  Bileep.     Fireman  negiecled   „   . 

conductor  Irted  inelleciuaily  to  warn  engjaemai 
Error  of  train  dlapatcher.     Duplicate  order  aygu 

not  In  nee.    Dispatcher  <7  years  old,  eiperienct 
Error  of  train  dispatcher;  gave  -'lap  order." 
Washout;  davllKht. 
Washout:    dispatcher  failed  to  notify  tnin  to  r 

'"Ulously:  dispatcher's  experience.  B  monthi 
■—  ■"-  &  months  as  dispatcher- 
--    .  .....  ^^,   I 

experience.  IS   rilghis. 
'•--'■  l.OOti^eet; 


{'ssi 


Btalion;  was  suspenilcd  3D  days.    Flremar 
ence,  3  years)  Huspendcd  3  weeks  (or  at 

lo  SCO  dispatchefs  ordem     Conductor 

brakeman  tried  ineflectually  to  atop  the  train;  for- 
ward brakeman  not  acquainted  with  the  road. 
mistake  of  operator  in  copying  teleorapble  order 
wrote  "Ig  aw"  instead  of  '■7th  aoi."  Operator's 
age,  IS;  eiporlence,  6  days  as  operator,  16  months  as 
apprentice.  Tbe  company  ad yines  Chat  since  the 
colllnlon  B  rule  has  been  made  requiring  that,  in 
dispatchers'  onlerg,   words   like  "seventh"    be 

Selledout  in  full.  It  Is  to  be  observed,  however. 
at  In  Ihii  case  tbe  substitution  ol  •"19"  (which 
was  the  Dumber  of  a  pasnnger  (rain)  for  "Ttb" 
inaiie  tbe  order  Irregolar,  benuse  il  train  n  had 
been  meant  the  flgurea  would  ban  been  pnceded 
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Kind  of  train. 


P.  and  P. 
P 

F.  and  F. 
P 

P 

P.  and  F. 

F.  and  F. 
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P 
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F 
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0 

0 
0 

0 

1 

1 
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P.andF.... 
F 

P 

p 

P.  andF.... 
F 
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0 
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0 

1 


0 
7 
0 


1 

a 


45 

5 


1 
84 


12 
16 


10 

18 
0 


i.  _?•  • 


a 
S 
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89,000 
9,638 

9,776 
10,885 


10,400 
10,600 


10,900 

11,444 
11,969 


9     12,300 
12,800 


0 

14 

6 

28 
2 


0 
4 


3 

7 


0 

8 


1 
7 
0 


18,600 
14,200 

14,260 
14,251 

14,800 

16,000 
16,066 


16,800 
17,800 


11,400 
25,000 


26.900 
29,400 
29,772 

31,000 


GaoM. 


Operator  gave  conductor  clearance  card  and  neglect* 
ed  to  give  him  telegraphic  order;  operator's  experi- 
ence (at  this  place).  8  monthn. 

Occurred  8  a.  m.  Miiiplaced  switch;  switch  left  in 
wrong  position  by  brakeman  of  freight  Before 
the  derailment  a  passenger  train  had  run  through 
the  switch  In  the  opposite  (trailing)  direction  with 
switch  light  showing  red. 

Bngineman  of  light  engine  forgot  regular  train;  he 
was  killed. 

Unknown.  Track  of  80-ponnd  rails,  rock  ballast, 
in  ffood  condition;  curvature,  'ik^\  speed,  36  miles 
an  hour. 

iTnknown. 

Conductor  and  ensfineman  of  freight  misread  tele- 
graphic order.  It  read  "2d  26,"  and  they  read  it 
••26." 

Station  agent  (32  vears'  experience)  failed  to  deliver 
telegraphic  order.  Signal  stands  normally  In 
••  stop ''^  position;  agent  cleared  It  with  order  lying 
before  him  on  desk. 

Pilot  forgot  meeting  order;  no  other  person  on  train 
acquainted  with  road. 

Runaway  of  26  cars  of  ore;  cars,  detached  from  en- 
gine, had  been  left  unattended;  hand  brakes  set  on 
10  cars;  air  in  air-brake  cylinders  leaked  out. 

Operator  neglected  to  deliver  tel^raphle  order. 

Train  broke  in  two;  cars  much  damaged  by  auto- 
matic setting  of  brakes. 

Derailment  due  to  some  part  of  engine  or  car  drop- 
ping to  the  roadbed. 

Englneman,  north  bound,  started  from  station  on 
time  of  south  bound;  was  "  under  the  Impreradon  " 
that  he  was  to  meet  south-bound  train  at  a  station 
farther  on. 

Passenger  train  struck  by  unattended  light  engine; 
it  is  believed  that  the  engine  had  been  started  by 
a  certain  brakeman,  who  stMm  after  dinappeared. 

Broken  rail:  rail,  67- pound,  not  badly  worn;  curva- 
ture, 4®;  speefl,  36  miles  an  hour:  general  condition 
of  track.  g(xKi;  weight  on  engine  driving  wheels, 
100,000  pounds. 

Loosened  switch;  switch  belleve<i  to  have  been 
maliciously  tampered  with. 

Broken  flange. 

Passenger  train  wm  several  hours  late;  conductor 
and  enalneman  of  switching  crew,  who  had  been 
at  worx  at  a  rolling  mill  all  day,  entered  main 
line  at  7  p.  m.  without  examining  register;  engine- 
man  "  thought '*  he  had  heard  the  passenger  train 

Unknown. 

Conductor  and  englneman  of  north-botmd  freight 
calculated  to  meet  south- bound  passenger  train  No. 
7  at  A,  but  at  A  they  received  an  order  against 
another  south-bound  train  and  thereupon  started 
out,  forgetting  train  No.  7. 

Unknown. 

Occurred  at  11  p.  m.  Passenger  train  struck  car 
which  had  been  blown  out  of  side  track  by  high 
wind. 

Passenger  train  ran  into  ofRcers'  car  which  had  been 
carelessly  pushed  from  side  track  on  to  main  line. 
Fire  set  by  heater  in  otDcers'  car. 

Occurred  8  a.  m.  Trains  running  at  full  speed;  con- 
ductor and  englneman  of  freight  had  an  order  con- 
cerning "2d  No.  2."  but  readlt  •'  No.  2." 

Runaway  of  78  loaded  cars.  Cars  had  been  left  at  5 
p.  m.  with  hand  brakes  set  on  80  of  them;  runa- 
way occurred  next  morning  at  4  o'clock;  brakes 
must  have  been  released  by  some  person  or  persons 
unknown. 

Operator  fell  asleep  and  failed  to  deliver  telegraphic 
order;  condnctor  and  englneman  neglected  to  ask 
for  clearance  card. 
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Causes  of  foriy-thtee prominent  train  acddenU  (Ckua  A) — Continued. 
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Kind  o£  train. 

1 

2 
7 

69 

• 

46 
14 

Damage  to  en- 
gines, can, 
and     road- 
way. 

Caofle. 

42 
43 

P.  andP 

P.andP"... 

Total. 

$82,000 
73,000 

Bngineman,  south  bound,  misread  telegraphic  order; 
conductor  neglected  to  have  order  read  aloud  in 
his  presence  by  engineman. 

Occurred  3  a.  m.  East-bound  passenger  collided  with 
side  of  a  west-bound  freight  which  waa  entering 
side  track:  brakeman  of  freight  had  gone  forwara 
with  red  light,  but  passenger  engineman  did  not 
see  this  signal;  bloclc  signalman  in  tower  a  short 
distance  west  of  point  of  collision  reported  that 
freight  had  clearea  main  track  when,  by  reason  of 

Signalman's  experience,  1  year. 

421 

&81,234 

^ 

Items  3,  5,  and  13  in  Class  A  represent  cases  due  to  failure  to  observe 
block  signals  or  to  "failure  in  block  working."  In  items  2,  8,  and  41 
men  fell  asleep  on  duty,  and  item  33  brings  out  a  kind  of  carelessness 
which  has  not  before  appeared  in  the  records. 

In  view  of  the  prominence  of  butting  collisions  in  the  quarter  under 
review  a  second  table  has  been  prepared  (see  below)  showing  all  of 
this  class  of  accidents  (regardless  of  the  cost  limit)  which  are  reported 
as  due  to  mistakes  of  conductors  and  enginemen  in  reading  orders 
or  to  forgetting  orders;  mistakes  of  telegraph  operators  and  train 
dispatchers  in  writing,  transmitting,  or  delivering  orders,  and  mistakes 
of  conductors  and  enginemen  in  regard  to  the  right  to  the  track. 
"Overlooked  a  train"  means  that  in  reading  the  time-table  the  sched- 
ule of  a  train — a  column  of  figures — was  overlooked.  Sometimes  this 
explanation  appears  to  be  given  when  the  true  explanation  would  be 
that  the  person  at  fault  trusted  to  memory  and  did  not  examine  the 
time-table.  Where  "Conductor  and  engineman  forgot"  a  train  or  an 
order  it  is  evident  that  they  did  not  cooperate  in  their  duties,  as  is 
everywhere  required  by  the  regulations;  but  in  some  of  the  cases 
where  an  engineman  alone  forgot,  the  engine  was  being  run  without  a 
train  and  the  engineman  alone  was  charged  with  the  responsibility  of 
keeping  out  of  the  way  of  other  trains.  This  table  contains  36  items; 
deaths,  33;  injuries,  260. 
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P.andF 

7 

29.400 

Do. 

23 

45 

P. and  P.... 

18 

U,444 

Do. 

85 

46 

P.andF.... 

7 

17.800 

Do. 

47 

F.andF.... 

5 

5.000 

Cnexplained. 

25 

49 

F.andF.... 

12.800 

InClaaiA. 

18 

SO 

F.andF....! 

9.7*5 

80 

F.andF....! 

700 

Enginenan  mifondentood  order. 

81 

F.andF 

2.485 

CoDdoctorand  engineman  cirerif^ked  order. 

82 

F.andF.... 

i 

8,600 

Coodnctor  and  engineman  iaUed  to  MenUlj  a  tnin  that 
was  met. 

88 

F.andF....! 

0 

0 

1,100 

Operator  fsfled  to  deliTcr  order.     (Openttor  in  aerriee  6 

1 

1 

I 
I 

BflOthS.) 
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Table  No.  3. — Details  of  Table  1 — Causes  of  accidents  to  employees  in  coupling  and 

uncoupling  cars. 


Sub- 

Caiuses. 

Ck>nductor8. 

Brakemen,  etc. 

Other  employees. 

claas. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

1 

Sticking  of  parts  (bent  pins,  etc.),  pre- 
ventinfir  quick  work 

2 

18 

29 
9 

2 
27 

9 
35 

84 

18 

7 

18 

1 

118 

14 

17 

9 

23 

65 

126 

96 

88 

2 

Holding  up  pin  by  hand  (presumably 
made  necessary  by  defective  un- 
coupling mechanism) 

3 

Other  causes,  apparently  due  to  defect- 
ive uncoupllmr  mechanism 

4 

Defective  draft  gear,  with  automatic 
coupler 

1 
1 

2 

5 

Coupling  to  an  enjrine  or  tender 

1 

6 

Same  (with  link-and-pin  counler) 

7 

Coupling  on  inside  of  sharp  curve 

1 
1 

1 

2* 

6 
2 

8 

Foot  caught  in  or  between  couplers 
while  aajustlng  coupler 

9 

Slipped,  usually  on  ice  or  snow 

10 

Foot  caught   in  frog,  guard  rail,  or 
switch 

1 

2 

1 

11 

Caught  by  overhanging  load  (on  plat- 
form car) 

12 

Load  shi  f  ted 

13 

Engaged  in  operations  preliminary  to 
coupling 

1 

7 
2 

1 

10 

1 

2 

14 

While  coupling  safety  chains 

15 

Unk-and-pin-coupler 

16 

Link  and  pin.  witn  automatic 

1 
2 

17 
18 

Coupling  damaged  cars  (presumably 
an  unavoidable  risk) 

3 

2 
12 

8 

6* 

6 
12 

1 

Uncoupling  without  using  lever  (pre- 
sumably by  rea.«K)n  of  defective  un- 
coupling mechanism) 

19 

Uncoupling,  other  causes 

3 

20 

Miscellaneous 

4 

21 

Not  clearly  explained 

1 

Total 

5 

41 

55 

703 

2 

12 

Table  No.  4. — Details  of  Table  1 — Causes  of  accidents  to  employees  classified  {OSand  C7) 

as  falling  from  and  getting  on  or  off  cars  and  engine. 


Canses. 

Conduc- 
tora. 

Brake- 
men,  etc. 

Engine- 
men. 

Firemen. 

Other  em- 
ployees. 

Sub- 
class. 

■s 
a 

■ 

•d 

1 

i 

1 

i 

0 

a 

5 

1 
15 

179 
79 

3 

1 

68 
3 

84 

i 

•— • 

i 

1-^ 

1 

s 
d 

i 

1 

c 

1 
2 
3 
4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 
Defect  in  car 

Ice  or  snow 

Parting  of  train 

1 

Derailment,  collision,  or  shock  due 
to  abnormal   movements  of  cars 
other  than  those  in  subclass  8 

12 
2 

14 

1 

3 

11 

15 

Cft 

While  setting  brakes 

1 

Fell  from— 

Coal  car 

• « •  ■ 

1 

Freight  car  other  than  box  or  coal  car. 
Engine  or  tender 

1 

1 

5 

11 

2 

7 

10 

89 

5 

Passenger  car 

Kngin^,  tenders,  or  care  (all  kinds) 
not  in  motion 

4 

5 

2 

27 

21 

2 

3 
21 

1 
8 
50 
9 
7 

1 

■  •  «  • 

10 

1 

114 

7 

1 

58 

2 

1 

21 

11 

Miscellaneous  causes 

184 

56 

178 

23 

12 

Not  clearly  explained 

5 
1 
2 

1 

1 

3 

[13 
14 
15 

16 

17 

18 

Slipped  getting  on  moving  trains  or  can. 
JumpinsT  off  movlnflr  trains 

10 
4 

•  «  •  ■ 

41 

267 

29 
70 

1 
14 

43 

C7 

Jumping  from  engines  or  cars  anticipat- 
ing coTlision,  derailment,  or  other  acci- 
dent  

•  ■  •  • 

8 

1 
84 



4 

Fell  from  engines  or  care  bv  reason  of 
defective  handholds  and  sill  steps 

1 

Getting  on  or  off  moving  engine 

2 

270  |.... 



56 

8 

24 

(taught  in  frog,  guard  rail,  or  switch 

Total 

13 

107 

1,482       2 

58 

12 

166 

82 

181 

11 


This  bulletin  completes  the  publication  of  the  accident  recorcLs  under 
the  law  of  March  3,  1901,  for  two  years^  and  the  following  table  (A) 
gives  the  aggregate,  for  the  year  ending  June  3<i>,  19C»3,  of  the  items 
which  are  given  in  Table  No.  1  of  the  quarterly  returns.  The  total 
number  of  casualities  shown  in  Table  A  is  49,531  (3,554  killed  and 
45,977  injured). 

Tablb  a. — Summary  of  cantaitUB  to  permmSy  year  ending  June  SO,  190S. 


• 

gem 

TiainBMSi. 

OCber 

perMm^ 

employed 

oo  or 

aroand 

trains. 

Switch 
tenden. 

<-rxXELDg 

UrodefB. 
watch- 
men. 

other  em- 
ployees. 

Total  eB»- 
ployees. 

1  i 

5 
1 

1 

34 

1    _- 
I 

• 

9 
1 

1 

1 

»4 

67 

22 

3 

1 

1 

1  ^^ 

i    i 

5      5 

ColUsiODfl 

118  -2,891 
44   1,4M 

2        75 

451 
225 

65 

3.079 
1,386 

8B2 

MS 

48 
26 

11 

345 
'      115 

41 

561     3,781 

iv»*niDffiitii 

16       1«!C7 
1         11 

264     1,714 

Mijicellftneoiis  tnln  aockleiits 
( excluding   the  above),  in- 
clodiDg  looomoCiTe-boller  ex- 
plosions  

70  ■      946 

Total  train  soddents. 

164  4,4H 

741 

5,317 

51       507 

'  11 

85 

92 

501 

896  ,  6,440 

Conplinc  and  nnooopling  can. . 

213 
108 

M 

521 
359 

2,487 

895 

6.829 
4,62H 

5        29 

111  J    198 
1 

....       14 

18  '    142 
32  ,    310 

16 

4 

34 

121 

287 

i  » 

1 
SO 

414 

340 

7 
19 

5 

105 

35 
635 

24 

640 
9,943 

253     2,788 

While  doing  other  work  about 
trains,  or   while    attffliding 
switches  ...... 

149     5,538 

('omlng  in  contact  with  over- 
head bridges,  stractnres  at 
side  of  trau.  etc 

4        S 

1 
119  1.835 
S4  l«lffi 

1 

93      m 

Falling  from  cars  or  engines,  or 

while  getting  on  or  off 

Otfaeccaoses 

1 
678     8,025 
1,166  .15.221 

TMal  (other  than  train 
accidents) 

157  ^2,549 
321  .6,973  1 

1.2W 
2,021 

19.263 

1 
66 

688 

208 

1.336 

780 

1            1 
11.277  2.338  32,664 

Total  (all  classes) 

24,610 

.117    1-195 

214 

.i.«a 

r, 

11,778 

3,233  |39,004 

1 

In  Table  B,  following,  comparisons  may  be  made  of  the  totals  of 
the  principal  classes  of  casualties.  For  the  large  increase  in  the  totals 
and  in  nearly  all  of  the  items  an  explanation  is  to  be  foimd  in  the 
well-known  and  widespread  increase  of  railroad  traffic  which  has  taken 
place  and  which  has  been  made  apparent  by  the  published  reports  of 
railroad  earnings.  This  tendency  was  remarked  upon  in  Accident 
Bulletin  No.  5,  the  first  for  the  fiscal  year  now  under  review.  It  is 
also  to  be  noted  that  the  course  pursued  by  the  Commission  in  insist- 
ing on  full  reports  of  all  accidents  has  been  productive  of  good  results, 
and,  as  noted  in  Bulletin  No.  6,  railroad  companies  are  much  more 
careful  to  include  all  accidents  in  their  reports  to  the  Commission  than 
they  were  when  the  law  requiring  reports  of  accidents  went  into  effect. 
There  has  been  a  steady  and  continuous  improvement  in  this  respect, 
and  it  is  undoubtedly  true  that  much  of  the  increase  shown  in  the  above 
comparative  summary  is  due  to  the  fact  that  accidents  are  now  much 
more  fully  reported  than  thev ''•'ring  the  preceding  year,    "^^ 
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withstanding  this  great  increase,  it  is  gratifying  to  note  that  the  list 
of  fatal  accidents  to  passengers  in  train  accidents  is  no  larger  than 
last  year.  The  only  other  item  which  does  not  show  an  increase  is 
"overhead  obstructions."  It  is  not  unlikely  that  the  decrease  in  this 
class  of  accidents  has  been  brought  about  by  the  increased  use  of  air 
brakes,  doing  away,  to  some  extent,  with  the  necessity  of  requiring 
trainmen  to  ride  on  the  tops  of  box  cars. 

In  advance  of  the  annual  reports  it  appears  that  the  number  of  men 
employed  in  the  train  service  on  June  30,  1903,  was  about  12  per  cent 
larger  than  on  June  30, 1902.  This  is  the  total  for  the  whole  country. 
On  the  roads  of  densest  traffic,  where  the  liability  to  accident  is  greater 
than  on  roads  of  light  traffic,  the  increase  lias  been  more  than  12  per 
cent.  The  enormous  expansion  of  freight  traffic  has  led  to  the 
employment  of  new  men  so  rapidly  that  the  percentage  of  inexpe- 
rienced men  in  the  service  was  in  the  year  under  review  larger  than 
before  for  many  years. 


Table  B. — Casualties  to  passengers  and  employees^  years 

ending 

June  SO, 

1908  and  1903. 

1903. 

1902. 

Killed. 

Injured. 

Killed.  1  Injunjd. 

Passengers: 

In  train  accidents 

164 
157 

4,424 
2,549 

167             3,  fiSfi 

Other  causes 

136            2.  HX\ 

' 

Total 

321 

6,973 

303 

6,0H9 

Kmployees: 

In  train  accidents 

895 

253 

93 

678 

1.314 

6,440 

2,788 

992 

8,025 

20,759 

697 
143 
104 
537 
1.035 

5,016 

In  couplinir  accidents 

2,113 

Overhead  obstructions,  etc 

1,070 

6,S67 

Fallinir  from  cars,  etc 

other  causes 

18, 615 

Total 

3,233 

39,0(M 

2,516 

33,711 

Total  Dassenffera  and  emnloTees 

8,554 

45,977 

2.819 

39,800 

The  following  tables,  C,  D,  and  E,  show,  respectively,  for  twelve 
months,  the  facts  which  appear  in  tables  2,  3,  and  4  of  the  quarterly 
returns. 

Table  C. — Collisions  and  deraUjnents;  damage  to  cars,  engines,  and  roadway,  year  end- 
ing June  SO. 


1903. 

1902. 

Number. 

Loss. 

Number. 

Loss. 

Collisions: 

Due  to  trains  senaratinjF 

948 
5,219 

9487.530 
5.128,216 

774 
4,268 

$391. 4  J9 

other  causes 

3,894,194 

Total 

6,167 

5,616.746 

6.042 

4,285.683 

Derailments: 

Due  to  defects  of  roadway,  etc 

821 

1,841 

297 

.     277 

71 

1.169 

636,718 
1,502,325 
230,907 
317.456 
157,290 
1,136,635 

647 
1.609 
255 
239 
57 
926 

443.706 

Due  to  defects  of  eaulDment 

1.295,299 

Due  to  negligence  of  trainmen,  signalmen,  etc 

Due  to  unforeseen  obstructions,  etc 

186. 241 
546. 47N 

Duo  to  malicious  obstruction  oi  track,  etc 

63,246 

Due  toother  causes.* 

874, 75S 

Total 

4,476 

3,981,231 

3.633 

3.359,T2S 

Total  collisions  and  derailments. ..  ., 

10,643 

9,596.977 

8,675 

7,645,406 
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Tab  LB  D. — Causes  of  accidents  to  employees  in  coupling  and  uncoupling  ears,  year  ending 

June  SO,  190S. 


Sttb- 

Conductors. 

Brakemen,  etc. 

Other  employeesL 

ClftSB, 

Killed. 

Injured. 

KiUed. 

Injured. 

KlUed.  Injored. 

1 

1 

SUckiDirof  parts  (bent  fdiu,  etc.)  pre- 
ventingr  quick  work 

2 
5 

1 

2 
1 

88 

206 

46 

15 
85 

20 
118 

127 
89 

28 

81 
13 

^ 

Holdinipap  pin  by  hand  (premxmably 
made  necenary  by  deiective  nn- 
<ywp1f ^t^ff  mechanlmzi ) 

3 

1 

4 

5 
6 

1 
7 

»l 

1 
9 

Other  caiiaes,  apparently  due  to  defec- 
tlTC  conpl^r  ni<yrhanifnn 

DefectiTe  draft  gear  (with  automatic 
coupler) -. 

2 

OoanUnK  to  an  emdne  or  tender 

Gbupling  to  an  engine  or  tender  (with 
link-and-Din  ooppler^  -.-^---r 

Oouplinir  on  inside  of  ■Mian>  curves 

12 

15 
21 
10 

7 
1 

9* 

1 

23 

6 

54 

6 
2 

19 

5 

9 

82 

55 

Foot  caught  in  or  between  couplers 
while  aaiustinsr  counler 

1 

Rlinned  (nimallT  on  ice  or  mow)  r  r  -  r  -  r  - 

10 

Foot  caught  in  frog,  guard  rail,  or 
switch 

2 

1 

11 

Caught  by  overhanging  load  (on  plat- 
form car) ,...,.- - 

12 

Load  shifted 

IS 

5 

cmiiklinir. ......  .■..,^-^ r-^ 

873  '           3 
89             1 
96  t 

5 

14 

While  coppiifiir  M|iet7  chains 

1 

15 

Unk-and-pin  coupler - 

1 

16 

fJnk  Afid  pin.  W^tn  aHtnmiLtlc  ^ .    . 

1 
2 

868 



17 

Coupling  damaged  cars  (presumably 
an  unavoidable  risk) .................. 

68 
179 

1 

18 

19 
20 
21 

Uncoupling  without  using  lever  (pre- 
sumably by  reason  of  aefectiye  un- 
oouplinir mechanimn )...... r  -- 

Uncoupling,  other  causes 

1 

239 

"i 

Miscellaneous r-rr 

572 
200 

i' 

16 

Not  clearly  explained .....r 

6 

Total 

11 

110 

285 

2,642 

7                 86 

Tablb  £. — Causes  of  accidents  to  employees  dassified  (C6  and  C7)  as  falling  from  and 
getting  on  or  off  cars  and  engines,  year  ending  June  SO,  190S. 


Sub- 


r  1 

2 
8 

4 


C6 


C7 


6 

7 

8 

9 

10 

11 
12 
13 
14 
15 

16 

17 
18 


Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due 
to  abnormal  movements  of  can 
other  than  those  in  subclass3 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender , 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds) 

not  in  motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  treinsor  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  antidnating 
oollirion,  derailment,  or  other  acddent 
Fell  from  engines  or  cars  by  reason  of 

defective  handholds  and  sii)  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Total 


Conduc- 
tors. 


•8 


2 
2 
12 
2 
2 


6 


31 


3 
8 


32 
16 

2 

3 

18 

2 

18 
83 
17 
80 
114 


15 
75 


Brake- 
men,  etc. 


■s 


1 

5 

8 


23 

8 

2 

41 

1 

10 
65 
185 
85 
23 


S 

54 

1 


485  499 


83 

68 
76 


696 
852 

29 

17 

286 

9 

299 
834 
800 
696 
1.066 

102 


Engine- 
men. 


■8 


5 
8 


ZIM    . . . . 
1.026  i    1 
9   .... 


5,982  ;  10 


3 


1 
89 


68 
1 


4 

3 

83 

1 
161 


Firemen. 


3 


22 


5 
4 


816  I  83 


P 


14 


166 


222 
3 
4 
4 

6 

57 

2 
222 


Other  em- 
ployees. 


3 


19 
1 


1 
2 


3 

12 
11 
SO 
12 


14 


707 


105 


1 
5 
1 


45 
2 

1 

6 

11 

4 

58 
142 

21 
105 
181 

15 

2 
90 


685 
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[Public— No.  171.] 

AN  ACT  requiring  common  carrien  engaged  in  interstate  commerce  to  make  full  reports  of  all  aisci- 

dents  to  the  Interstate  Ck>mmerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled^  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Ck>ra mission,  at  its  office  in  Washingi:on, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  i>art  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  wnich  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  d&ys 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  juri»iiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  foV 
making  the  same. 

Sbc.  3.  That  neither  paid  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroiad  so  makins  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  tne  foregoing 
section  provided. 

Approved,  March  3,  1901. 


Each   accident  balletin  contains  tables  showimr  the  nmcber  ^A 

employees  kiUed  and  injored,  and  these  figure?  are  daasSed  ^ccorMn^  to  caxi- 
(see  Table  No.  1 ) ;  also  tables  showing  cost  of  the  dififereci  frlagn^f^  of  tnin  »t»  :- 
dents.  The  causes  of  aoddents  to  emplojee^  in  eoaplii:.?  zrA  csi>xf:plirig  azyl  i: 
falling  from  cars,  etc,  are  further  daaeified  in  Tables  Xo.  3  az>l  Xo.  4.  Each  bnJ- 
letin  is  for  three  months,  and  No.  1  was  for  the  quarter  en«iir^  Sep^^mber  ^K  1^>  j  . 
The  bulletin  for  the  quarter  ending  June  90  contains,  in  addition  to  Vl^  qnanerir 
statistics,  tables  showing  the  same  inf<Hination  for  the  vbok:  fA  the  tscal  rear 
ending  on  that  date. 

Bulletin  No.  1  contains  brief  notes  on  the  moel  serious  colli^ons  in  that  quarter,  57 
passengers  having  been  killed.  There  are  n^ytes  on  the  cvi?*f^  of  o.-^p.er  ^jfi4eDXM, 
explanatory  of  Table  No.  3.  Table  No.  4  is  sapplemei;t^i  by  BiirA'.Ar  notis.  In 
this  quarter  special  mention  was  made  of  ViO  caEoalt:^  ■  4  k:Il<^.  I2f>  injured; 
due  to  operating  trains  in  which  air  brakes  were  used  on  only  a  jfrjrdon  of  the 
cars;  and  the  danger  of  running  trains  partially  air-brake^l  is  comniected  on. 

Bulletin  No.  2  contains  a  detailed  list  showing  the  cfM?t  bxA  caa^es  of  the  27  moet 
serious  butting  collisions  in  that  quarter.  In  these  LfAVi^ions  70  persons  were 
killed  and  234  were  injured,  and  the  damage  to  cars,  engines,  and  roadway 
amounted  to  $306,511.  The  inoompleteneae  of  the  statements  of  caoses,  as  sent 
in  by  the  railroads,  is  commented  on. 

Bulletin  No.  3  contains  a  list  similar  to  that  just  mentioned,  but  showing  rear  instead 
of  butting  colUsions.  As  in  the  first  list,  only  the  m«^jst  serious  acr-idents  are 
considered;  and  of  these  there  were  41,  costing  |1Q0«247.  The  number  €i 
persons  killed  was  43,  and  of  injured  255. 

Bulletin  No.  4  contains  a  third  list  of  collisions,  this  one  including  all  cbuses:  but  it 
includes  only  a  few  in  which  the  damage  was  less  than  $5,000.  The  totals  of 
this  list  are:  Killed,  30;  injured,  187;  cost,  $228,597.  Collisions  occurring  where 
the  trainmen  had  worked  very  long  hours  are  commented  on.  In  this  bul- 
letin a  table  is  given  showing  the  deaths  and  injuries  due  to  trains  parting. 
The  aggregate  of  damage  shown  in  this  table  is  ^92,781;  persons  killed,  14; 
injured,  386.  The  table  shows  that  nearly  all  of  the  coupler  failures  which 
resulted  in  a  collision  or  derailment  were  reported  as  due  to  "  cause  unknown." 

Balletin  No.  5  contains  a  table  of  the  most  serious  train  accidents  in  the  quarter. 
Derailments  as  well  as  collisions  are  included,  but  cases  caa«ing  damages  of  less 
than  $10,000  each  are  not  included,  except  where  the  cause  of  the  accident  calls 
for  notice.  The  23  accidents  shown  in  this  table  killed  81  persons  and  injured 
356,  and  the  aggregate  damage  reported  was,  for  the  23  cases,  $308,395.  The 
causes  of  a  few  of  the  accidents  are  set  forth  in  some  detail.  A  table  is  given  in 
this  bulletin  showing  the  cause  (as  reported)  of  each  coupling  accident  in  the 
quarter.    The  table  fills  12  pages. 

Bulletin  No.  6  contains  a  list  of  the  34  most  serious  accidents  in  the  quarter,  with 
notes  on  the  cause  of  each.  One  of  these  was  a  rear  collision,  killing  27  pas- 
sengers. There  is  also  a  table  giving  notes  on  the  causes  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  the  block  system  is  in  use. 
Comment  is  made  on  the  laige  increase  in  the  number  of  accidents  to  men  in 
coupling,  as  compared  with  previous  quarters;  this  is  accompanied  by  a  reprint 
of  the  amendment  to  the  safety-appliance  law  which  was  passed  in  March,  1903. 

Bulletin  No.  7  (January,  February,  and  March,  1903)  contains  the  usual  list  of  the 
most  serious  accidents  (Class  A).  In  collisions  46  passengers  were  killed,  and 
the  bulletin  gives  in  detail  the  causes  of  a  rear  collision  in  which  23  persona  were 
killed,  and  of  a  butting  collision  in  which  8  persons  were  killed.  In  the  butting 
collision  the  damage  to  cars  and  engines  was  $79,450.  A  note  is  also  given  on 
the  cause  of  a  rear  collision  due  to  the  inadequacy  of  the  time-interval  rule. 
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Accident  Bulletin  No.  9. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DUBINQ  THE 


THREE  MONTHS  ENDING  SEPTEMBER  30,  1903. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1903,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  "accident  law"  of  March  3,  1901,  was  280,  and  of  injured  3,582. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc. , 
bring  the  total  number  of  casualties  up  to  15,187  (1,025  killed  and 
14,162  injured).  These  accidents  are  classified  in  the  following  table. 
These  reports  deal  only  with  (a)  passengers  and  {b)  employees  on  duty. 

Table  No.  1. — Ocuualities  to  persons — July,  Auffustj  and  September,  190S, 


Passen- 
gexB. 

Trainmen. 

Trainmen 
in  yards. 

Yard 
trainmen 
(switch- 
ing 
crewB) . 

Other  em- 
ployees. 

Total  em- 
ployees. 

1 

60 
10 

• 

5 

•s 

s 

61 
76 

13 

i 

1 

15 
3 

2 
20 

i 

1 

10 

7 

5 

t 

s 
-^ 

66 
59 

30 

1 

\< 

22 
6 

•  •  •  • 

i 

a 

i 

t4 

• 

I 
5 

C*rA\\tfLfm^  , . , 

1,172 
422 

74 

580 
331 

266 

164 
46 

67 

188 
84 

33 

106 
92 

20 

998 

DenUlments 

620 

Miscellaneous  train  accidents 
(excluding  the  above),  in- 
cluding looomotive-boiler  ex- 

plOfdOnH^    ..r-.-,,,    r    -.r-, r   ,   -   -   , 

896 

i 

Total  train  accidents 

60 

1,668 

150 

1,177 

277 

22 

155  ,  28 

805 

220 

1,914 

OoaDllnjr  or  unconplinK  can. . . . 

18 
18 

28 

92 
60 

206 

232 
1,130 

178 

923 
188 

24 
15 

3 

39 
34 

278 
570 

65 

638 
90 

26 

382 

2 
19 

1 

48 
218 

20 
456 

16 

270 
2.966 

70 
60 

33 

214 
319 

912 

While  doing  other  work  about  j 
trains    or    while    attending  ; 
switches 

8 

• 

1 

35 
17 

418 

66 

590 
94 

2, 574 

Coining  in  contact  with  over- 
head bridges,   structures  at 
fdde  of  track,  etc 

Falling  from  cars  or  engines,  or 
while  getting  on  or  off 

other  causes 

2 

40 

7 

49 
109 

13 

485 

522 

315 

2,421 
3,838 

Total   (other  than  train 
accidents) 

1,020 

2,651 

115 

1,631 

1 
87   1.550 

288 

3.728 

696 

9.560 

109 

. 

Total  all  classes 

2,688 

866 

3.828 

135 

1,906 

1,706 

316 

|4,033 

916 

11,474 

Note.— Occidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee 
injured  from  performing  his  accustomed  service  for  more  than  three  days,  in  the  aggregate,  during 
the  ten  days  immediately  following  the  accident  are  not  reported. 


The  number  of  employees  killed  in  train  accidents  in  this  quarter, 
220,  is  about  the  same  as  in  the  correspondin/j^  quarter  of  the  preceding 
year;  but  in  the  number  of  passengers  thus  killed,  60,  there  is  a  large 
increase.  Thirty-seven  passengers  were  killed  in  two  collisions 
(Record  numbers  5  and  33  in  the  table  of  causes,  p&gQ  5)^ 

The  number  of  employees  killed  in  coupling  and  uncoupling  cars 
fklsQ  coDtjnues  large.  Th^  probuble  cauaes  of  tbe  ^^cr^i^  io  this 
class  of  accidents,  as  compared  with  1901-2,  have  been  mentioned  in 
preceding  bulletins.    The  numbers  killed  have  been — 

Quarter  ending — 

September  30,  1902 52 

December  31,  1902 ^...,.. 63 

March  31,  1903 76 

June  30,  1903,, ^-. .-,---. ,..-..^,.,.-..  «3 

September  30,  1903 ^ ^ 70 

The  total  number  of  eqllisions  and  deraUnients  waa  3,063  (1,765  eol- 
lisions  and  1,298  derailments),  of  which  361  CQllisiofts  and  140  derail- 
ments affected  passenger  trains.  The  dama^  to  cars,  engines,  and 
roadway  by  ^bese  accideats  amounted  to  |iS,470,375»  namely:  July, 
$858,914;  August,  $750,187;  September,  $861,274.  Given  more  in 
detail,  these  facts  appear  as  below: 

Table  No.  2. — Collisimis  and  deraUments. 


Num- 
ber. 


CoUlflioiDa: 

Eear 

Butting 

Trains  separating. 
MtBcellaneouB 


Total. 


486 
279 
287 
713 


1,765 


Lorn. 


Persons     Persons 
killed,     injured. 


1480,929 
467,649 
187,264 
888,677. 


1,464.819 


63 

69 

6 

41 


606 

8&9 
115 
690 


168  < 


2,170 


Derailments: 

Due  to  defects  of  roadway,  etc 

Due  to  defects  of  equipment 

Due  to  negligence  of  trainriien,  signalmen,  etc. 

Due  to  unroreseen  obstruction,  etc 

Due  to  malicious  obstruction  of  track,  etc 

Due  to  miscellaneous  causes 


2U 
612 
103 
106 
18 
258 


Total. 


1,2S8 


161,868 
629,026 

76,007 
118,662 

20,019 
224,447 


1,120,029 


Total  collisions  and  derailments i    8,068      2,684,848 


7 
25 
14 
28 

1 
82 


102 


260 


168 
219 
110 
121 
38 
291 


942 


3,U2 


NoTS.— Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not 
over  $160  damage  to  the  property  of  the  railroad  are  not  reported. 

Following  is  the  usual  list  of  Class  A  train  accidents;  all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which  pas- 
sengers are  killed;  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  Inay  be  of 
particular  interest: 


QekUie$  of  twaUy^ame  pfommmt  tram  amdfmU  (  CUmm  A  ). 

[>'0T]9.^R.  st»Qdfl  for  rew  coUiaion;  9.,  battbiK  csQUisioii:  M.,  mlaceUan^us  colUsions;  D..  deraU- 

ment;  P.,  pMseoser  timin;  Fi,  ne^t  and  mJaeenaiieons  trains.] 


S  ; 


2 
3 

4 

5> 
6 
7 

8  I 
9 

10  ; 
11 

12 
13 


14 

15 


16 

17 
18 


19  I 


I 


21  ' 
22 

23  ' 

24 

25 

26 


27 
28 

29 


e 

IB 


21 
IS 

8 
6 

43 

83 

41 
66 

ai 

89 
68 


51 
2 


23 

54 

73 


52 
34 


46 
9 

18 

5 


29 


64 
1 


R. 
D. 

M. 

B. 

D. 


D. 
R 

B 

M 

B 


D 

B 


D 

B 


D 


D 
M 

D 

B 


R 
B 


l^isd  of  train. 


P.andF 

P.andP 
P 


P.  and  P. 
F.  and  F. 
P  and  F. 
F 


F.  and  F. 


P 

F.andF. 

F.andF. 

F.  and  F . 
F.  and  F . 


F 

P.andP 

F.  and  F 

P 

F.andF 

F 

P 

P 

PandF. 

F 

P.andF 

MaU.... 


F.andF. 


F.andF. 
P.andP. 


B      P.andF. 


ToUl 


T 


1 

\    2 

1 
1 

1 
2 

22 

2 
0 


1 
0 


0 
1 


0 
0 


3 

1 

0 
22 


1 
0 


I 


20 
2 

14 
3 
4 
1 

15 

1 
0 


2 
8 


0 
129 


27 


0 
5 


2 
3 

1 

25 


2 
1 

60 


Cause. 


fi,no 

2,000 

5,200 

5»513 
5,745 
5,875 
6,100 

6,200 

6,600 
6,800 

7,566 

8,700 
10,000 


10,226 
10.480 


10,500 

10,500 
10,600 


12,000 
12,313 


18.000 
18,700 

15,000 

16,896 

18,100 

18,109 


20,000 
30,600 

83,770 


80  335 

•        J 


388,423 


fralglit  deteinod  at  station;  lnes|^eri«BO«d  flagman 
went  back  with  signal;  retamed  to  a  point  near 
caboose  and  went  to  sleep  ea  tmcJc.  Engineman 
and  fireman  of  approaching  train  might  have  seen 
tail  Ugbts  of  freight  2  miles  awu'. 

(^ear  block  signal  given  while  we  preceding  train 
was  still  in  block  seotion.    Sisnalman  20  years  old. 

-Passenger  train,  running  00  mnes  an  hour,  overran 
home  and  di^ant  signal  at  orossing;  engineman 
and  fireman  killed. 

Oollislon  at  cmwdng:  wisettlea  dilute  between  the 
roads  as  to  respoxisibiltty. 

Sngtneman  fell  asleep;  fireman  unfamiliar  with 
road. 

Passenger  tmin  ran  8  minutes  ahead  of  time.  Con- 
ductoi  and  engineman  said  to  have  good  records. 

Train  became  uncontrollable  on  steep  descending 
srade;  brakes  inspected  at  summit  and  found  satis- 
lactory;  track  woa  wet.  Trainmen  reported  as  not 
chargeable  with  misconduct. 

3  a.  m.  Two  trains  carrving  circus;  engineman  failed 
to  keep  air  brakes  cnarged  with  proper  pressure. 
(See  further  explanUon  in  text  below.) 

Excessive  speed  on  curve  of  7<'24';  outer  rail  elevated 
71  inches.    No  passengers  on  train. 

The  engineman  neglected  to  observe  caution  card  de- 
livered to  him,  and  disregarded  automatie  block 
signal. 

Operator  failed  to  deliver  telegraphic  order;  openh- 
tor  in  service  at  this  place  7  da>*8;  other  places  2 
yean:  age  23. 

Collision  at  crossing.  4  a.  m.;  signal  set  at  "stop,"  but 
did  not  show  red;  defective  counter-weight. 

Dispatcher  sent  telegraphic  order  reading  5.20  p.  m. 
Operator  copied  it  5.30;  dispatcher  claims  that  when 
the  order  was  repeated  this  error  was  corrected, 
but  this  the  operator  denies. 

Brakebeam  dropped. 

Improper  flagging  by  eastbound  train.  Conductor, 
brakeman,  engineman,  and  fireman  dismissed  for 
negligence. 

Improper  flagging;  brakeman  returned  to  his  caboose 
and  was  killed:  22  vears  old:  8  months'  experience. 

Front  truck  wheel  o!  engine  broke. 

Train  while  waiting  on  side  track  lost  right  to  road 
by  becoming  12  hours  late;  conductor  and  engine- 
man  steited  out,  foigettlng  this  limitation. 

Broken  flanse. 

10  p.  m.  Bndge  washed  out  by  flood  caused  by  '*  wa- 
terspout." Flood  five  times  greater  than  capacity 
of  waterway  beneath  track. 

Washout. 

Work  train  on  41  per  cent  grade  became  uncontrolla- 
ble and  ran  into  the  side  of  passenger  train. 

Train  became  uncontrollable  on  steep- grade;  engine- 
man  "  lost  his  air." 

Conductor  of  freight  misread  telegraphic  order;  it 
read  20  minutes;  he  res d  it  1  hour  and  20  minutes. 
Enidneman  took  conductor's  word  and  did  not 
read  order. 

Entire  orew  (all  the  persons  on  the  tmin)  killed. 
Too  high  speed  on  curve.  Train  fell  76  feet.  En- 
gineman not  long  in  the  service  of  this  road  but 
knew  the  line  and  had  had  experience  elsewhere. 

Operator  made  mistake  in  copying  telegraphic  order. 
Dispatcher  failed  to  discover  error  on  repetition; 
two  englnemen  disregarded  automatic  block  signal. 

Careless  running. 

Conductor  and  engineman  west  bound  misread  tele- 
graphic order. 

Conductor  and  engineman  of  one  train  misread 
orders.  They  had  a  "19"  order  against  "Second 
No.  1;"  but  read  it  "No.  1."  engineman  was  killed. 
Being  on  Form  19  the  order  wan  not  read  by  the 
operator  to  the  conductor  and  engineman. 
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One  accident  in  the  foregoing  list  (the  second)  was  a  collision  due  to 
failure  in  block  working,  and  one  other  (the  tenth)  was  a  collision 
which  occurred  on  a  line  equipped  with  automatic  block  signals,  but 
while  a  train  was  running  ''permissively."  All  the  other  collisions 
occurred  where  the  block  system  was  not  in  use.  Two  of  them,  the 
eighth  and  the  twenty-fourth  items  in  the  list  resulted,  between 
them,  in  the  death  of  44  persons  and  the  injury  of  40.  Item  24  is 
a  pronounced  illustration  of  how  concurrent  errors  of  a  conductor 
and  an  engineman  may  quickly  produce  disastrous  results.  Seventeen 
passengers  and  5  employees  and  other  persons  were  killed,  in  this  case, 
in  consequence  of  a  lack  of  care  in  reading  a  telegraphic  order  on  the 
part  of  the  conductor,  combined  with  the  neglect  on  the  part  of  the 
engineman  of  bis  plain  duty  to  read  the  order  himself  and  not  trust  to 
any  other  person's  reading.  On  many  railroads  there  is  a  rule  requir- 
ing the  conductor  and  the  engineman,  each,  after  reading  a  tele- 
graphic order,  to  read  it  to  an  assistant  (brakeman  or  fireman).  This 
rule  appears  not  to  have  been  adopted  on  the  road  where  this  collision 
occurred. 

Item  8,  a  collision  killing  22  persons,  appears  to  have  been  due 
to  gross  negligence  of  an  engineman.  The  specific  charge,  in  the 
report  made  by  the  railroad  company,  is  that  he  failed  to  have  his 
train  charged  with  air;  but  it  is  further  stated  that  on  approaching 
the  station  where  the  preceding  train  was  standing,  and  while  still  a 
mile  off,  he  failed  to  see  a  fusee  signal  which  had  been  displayed  on 
the  track  to  stop  him,  and  did  not  shut  off  steam  until  warned  by  his 
fireman,  who  had  seen  the  fusee.  As  the  hour  was  about  3  o'clock  in 
the  morning,  and  as  the  engineman  had  not  been  sleeping  during  the 
time  allowed  him  for  rest  in  the  preceding  day,  there  is  strong  ground 
for  the  inference  that  he  was  asleep  at  his  post.  On  being  aroused  hy 
his  fireman,  this  engineman  sounded  the  whistle  as  a  signal  for  the 
application  of  hand  brakes;  but  it  appears  that  the  cars  of  the  train,, 
most  of  them  platform  cars  fitted  for  carrying  large  wagons,  had  no 
brake  wheels  in  position  by  which  the  brakes  could  be  put  on  by  hand. 
The  safety  of  the  train,  therefore,  so  far  as  the  means  of  stopping  it 
was  concerned,  depended  wholly  on  the  power  brake;  and  this  failed 
by  reason  of  the  negligence  of  the  engineman.  The  air-brake  appara- 
tus was  found  to  be  in  perfect  order  after  the  collision,  and  it  was  in 
good  working  order  when  the  train  began  its  trip  before  the  collision. 

The  enginemi^n  who  was  at  fault  in  this  case  had  been  running  this 
engine  only  about  ten  days.  He  had  been  in  the  service  of  the  com- 
pany about  eighteen  months.  The  oflicers  of  the  road  believe  that 
after  the  last  stop  was  made  before  the  collision  (about  one  hour 
before)  the  engineman  put  his  air-brake  valve  in  such  a  position  as  to 
shut  off  the  flow  of  air  from  the  main  reservoir  to  the  pipe  leading 
through  the  train;  and  with  the  supply  thus  cut  off,  the  air  would 
slowly  'leak  from  the  train  pipe,  making  the  brakes  inoperative. 


Item  25  (Record  No.  48,  a  derailment)  is  the  fourth  disaster  to  a 
**fa8t  maiP'  train  which  the  records  have  disclosed  recently.  In  one 
of  these  cases  the  superintendent's  report  specifically  states  that  reck- 
less speed  was  one  of  the  causes;  the  circumstances,  as  given,  tend  to 
support  the  conclusion  that  in  the  other  three  it  was  the  sole  cause. 

The  twenty-ninth  accident,  a  butting  collision,  disastrous  both  to 
persons  and  to  property,  affords  an  illustration  of  the  need  of  reading 
all  telegraphic  orders  aloud,  in  the  presence  of  two  or  more  persons,  if 
the  ordei-s  are  to  be  depended  upon  for  the  safety  of  life  and  limb. 

This  case  differs  from  Item  24  in  that  there  was  no  requirement 
that  the  order  should  be  read  aloud  in  the  presence  of  the  tele- 
graph operator,  or  be  signed  for.  The  rule  requiring  these  safeguards 
was  relaxed,  as  is  customary,  because  the  order  did  not  restrict  the 
rights  of  the  train  to  which  it  was  sent;  that  is  to  say,  it  permitted 
this  train  to  go  farther  than  it  would  have  gone  if  the  order  had  not 
been  issued.  But  it  permitted  it  to  go  farther  only  as  against  a  cer- 
tain opposing  train;  and  the  reading  into  the  order  of  the  name  or 
designation  of  another  train,  of  which  the  dispatcher  issuing  the  order 
had  no  thought,  bad  the  effect,  of  course,  of  nullifying  all  the  calcula- 
tions of  the  dispatcher  and  of  the  men  in  charge  of  the  opposing  train 
or  trains. 

Table  No.  3. — DetmU  of  Table  1 — Causes  of  accidents  to  employees  in  coupling  and 

uncoupling  cars, 


Sub- 


Causes. 


1 

2 


4 

5 
6 
7 
8 

9 
10 
11 
12 
13 
14 
15 
16 
17 

18 

19 
20 
21 


Sticking  of  parts  (bent  pins,  etc.)»  preventing  quick 
work 

Holding  up  pin  by  hand  (presumably  made  neces- 
sary by  aefectiye  uncoupling  mechanism) 

other  causes,  apparently  due  to  defective  uncou- 
pling mechanism 

Defecnve  draft  gear,  with  automatic  coupler 

Coupling  to  an  engine  or  tender 

Same  f  with  link-and-pin  coupler) 

Coupung  on  inside  of  sharp  curve 

Foot  caught  in  or  between  couplers  while  adjust- 
ing coupler 

Slipped,  usually  on  ice  or  snow 

Pbot  caught  in  fn^.  guard  rail,  or  switch 

cauffht  by  overhaijgmg  load  (on  platform  car) 


EaiBsged  in  operations  preliminary  to  coupling. 
While  coupling  safety  cnains 


Link-and-pin  coupler,  

Link  and  pin,  with  automatic  coupler 

Coupling  damaged  car  (presumably  an  unavoid- 
able risk) 

Uncoupling  without  using  lever  (presumably  by 
reason  oi  defective  uncoupling  mechanism) 

Uncoupling,  other  causes 

Miscellaneons 

Not  clearly  explained 


Total. 


Train- 
men. 


Train- 
men in 
yards. 


4 

2 
3 


18 


"a 


9    .... 


14,. 

2  I 

v: 

8   . 

1  . 
5   . 

14  i 

3 

2  , 
4  .. 
4    . 

85 
4 
4 
2 


2 
1 


16 
44 

39 
14 


Yard 
trainmen 
(switch- 
ing 
crews). 


8    ... 
11 


8 
4 
6 
4 

8 


14 
3 
5 
3 

3  !.. 


1 

38 

1 

•  •  «  • 

6 

... 

2 

2 

14 

2 

90 

4 

51 

6 

38 

6 

21 

4 

1 


8 

2 
1 
3 
5 


232  ,  24       278     26 


■d 

9 


8 

22 

6 


10 

1  1 
16 

25 
11 

7 

8 

4 
43 

5 

9 

5 

17 

35 
80 
62 
13 


Other  em- 
ployees. 


882 


1 


3 
1 


8 
8 
1 


20 


8 


Table  No.  ^,—DdmU  <f  Tahk  1—Cavues  of  accidente  to  emplijyees  dauiM,  (  CS  and  C7) 

as  falling  from  and  getting  on  or  off  cars  and  engines. 


Bub- 
clam. 

Causes. 

Train- 
men. 

Train- 
men in 
yards. 

Yard 

trainmen 
(switch- 
ing 
crews). 

Other  em- 
ployees. 

1 

i 

S3 

1 

*  •  •  • 

1 

3 

t 

••^ 

G 

^4 

• 

1 

t 

1 

2 
3 
4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

4 

1 
11 

79 
35 

1 

5 

88 

4 

64 
112 

33 
113 
138 

85 

27 
172 

1 

1 

8 

Ice  or  snow • 

.... 

Partlne  of  train 

2 

6 
9 

1 

5 
3 

•  •  •  • 

•  •  *  • 

2 

8 

55 
86 

1 

5 
3 

7 

8D 
35 

1 

9 


1 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclace  3. 

27 

ce^ 

While  settinir  brakes 

5 

Pell  from— 

Coal  car 

1 
8  1 

3 

Preiffht  car  other  than  box  or  coal  car 

1 

62 

.... 

Engine  or  tender 

10 

7 

82 

1 

6 

PasBeneer  car* 

Engines,  tenders,  or  cars  (all  kinds)  not  in 
motion 

.... 
4 

13 
3 
3 

"5" 

46' 
80       3 
85       6 
63       1 

24 
64 
27 
62 
108 

18 

20 

106 

1 

6 

9 

13 

24 

11 

Miscellaneous  causes 

13 

87 

2 

2 

S 

1 
7 

;v> 

12 

Not  clearly  explained 

17 

13 
14 
15 

16 

17 
1ft 

Slipped  gettinsr  on  movine  trains  or  cars 

44 

Jumping  ofl  moving  trains 

99 
12 

2 

69 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, aerailment.  or  other  accident 

0 

C7- 

Fell  from  engines  or  cars  by  reason  of  defective 

hand  holds  and  sill  steps 

Getting  on  or  off  moving  engine 

CauRht  in  f  rojr.  jniard  n3l.  or  switch 

1 

22I    1 
117       7 

1 

i     1 

V — 

Total 

48 

1 

92 

!    923 

1 

39 

638 

35 

590 

1»7U 

[PiBLir— No.  171.] 

AN  ACT  requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all  acci- 
dents to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled.  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthl^r  report,  under  oath,  of  all  coUiBions  of  trains  or  where 
any  train  or  }>art  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
ana  actually  on  auty,  >vhich  report  shall  state  the  nature  and  causes  thereof,  uid  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deem^  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evident^ 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

*  Approved,  March  3,  1001. 


SPECIAIi  IN70B1CATIOH  OOHTAIHSD  DT  FKBCKTUMO  BUXJURIVB. 

Each  accident  bulletin  contains  tables  showing  the  number  of  panengers  and  em- 
ployees killed  and  injured,  and  these  fignie?  aie  cUtaa^^  aarjnhnfg  Uf  caose 
(see  Table  No.  1) ;  also  tables  showing  ooet  of  the  difiereiat  rlasBcs  of  train  acci- 
dents. The  causes  of  accidents  to  employees  in  coaplingand  anooapling  and  in 
falling  from  cars,  etc. ,  are  farther  classified  in  Tables  Xo.  3  and  So.  4.  Each  V/al- 
letin  is  for  three  months,  and  No.  1  was  for  the  qnarter  en<ling  ^fep^ember  30,  If^jl . 
The  bulletin  for  the  quarter  ending  June  30  contains,  in  addition  to  th<;  qoarterly 
statistics,  tables  showing  the  same  information  for  the  whole  of  the  fiscal  year 
ending  on  that  date. 

Bulletin  No.  1  contains  brief  notes  on  the  most  serious  col  Unions  in  that  quarter,  o7 
passengers  having  been  killed.  There  are  notes  on  the  caa«<e9  of  coaplerarrident^, 
explanatory  of  Table  No.  3.  Table  No.  4  is  supplemented  by  «imilar  note**.  In 
this  quarter  special  mention  was  made  of  130  casual ti«rs  4  kille^l,  126  injurerl; 
due  to  operating  trains  in  which  air  brakes  were  use'l  on  only  a  p^/rtion  of  the 
cars;  and  the  danger  of  running  trains  partially  air-brake^l  L«*  commente'l  on. 

Bulletin  No.  2  contains  a  detailed  list  showing  the  crjfft  and  caoM^  of  the  27  itifftit 
serious  butting  collisions  in  that  quarter.  In  thes<e  colli>ion«  70  penjr^ns  were 
killed  and  234  were  injured,  and  the  ^iamage  to  cars,  en^pnes,  and  rc^lway 
amounted  to  $306,511.  The  incompleteness  of  the  statements  of  causevi,  as  sent 
in  by  the  railroads,  is  commented  on. 

Bulletin  No.  3  contains  a  list  similar  to  that  just  mentioned,  bat  showing  rear  im^tead 
of  butting  collisions.  As  in  the  first  list,  only  the  mo«t  mrnom*  a/?rndents  are 
considered;  and  of  these  there  were  41,  costing  $160,247.  The  numljer  of  j^rsrjns 
killed  was  43,  and  of  injured  255. 

Bulletin  No.  4  contains  a  third  list  of  collisions,  this  one  including  all  dasw*;  bat  it 
includes  only  a  few  in  which  the  damage  was  less  than  $.5/XlO.  The  totals  of 
this  list  are:  Killed,  30;  injured,  187;  cost,  $228,597.  ajlli--ion8  occurring  where 
the  trainmen  had  worked  very  long  hours  are  f-ommente*!  on  In  thJH  bulletin 
a  table  is  given  showing  the  deaths  and  injuries  due  to  trains  (jarting.  The 
aggregate  of  damage  shown  in  this  table  is  $492,7^1;  iienv>nh  killed,  14;  injurefl, 
386.  The  table  shows  that  nearly  all  of  the  coupler  failures  which  resulterj  in  a 
collision  or  derailment  were  reporter!  as  due  Vt  "caa«e  unknown." 

Bulletin  No.  5  contains  a  table  of  the  most  serious  train  acridf-nt^  in  the  quarter. 
Derailments  as  well  as  collisions  are  included,  but  cases  causing  damages  of  less 
than  $10,000  each  are  not  included,  except  where  the  cause  of  the  accident  calls 
for  notice.  The  23  accidents  shown  in  this  table  killer!  81  jiersons  and  injured 
356,  and  the  aggregate  damage  reported  was,  for  the  23  cases,  $308, :»5.  The 
causes  of  a  few  of  the  accidents  are  set  forth  in  some  detail.  A  table  is  given  in 
this  bulletin  showing  the  cause  (as  reported)  of  each  coupling  accident  in  the 
quarter.    The  table  fills  12  pages. 

Bulletin  No.  6  contains  a  list  of  the  34  most  serious  accidents  in  the  quarter,  with 
notes  on  the  cause  of  each.  One  of  these  was  a  rear  collision,  killing  27  pas- 
sengers. There  is  also  a  table  giving  notes  on  the  cause?  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  the  block  system  is  in  use. 
Comment  is  made  on  the  large  increase  in  the  number  of  accidents  to  men  in 
coupling,  as  compared  with  previous  quarters;  this  is  accompanied  by  a  reprint 
of  the  amendment  to  the  safty-appliance  law  which  was  pas^aed  in  March,  1903. 
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Bulletin  No.  7  ( Jinuaryi  February,  and  March,  1903)  contains  the  usual  list  of  the 
most  serious  accidents  (Class  A).  In  collisions  46  passengers  were  killed,  and 
the  bulletin  gives  in  detail  the  causes  of  a  rear  collision  in  which  23  persons  were 
killed,  and  of  a  butting  collision  in  which  8  persons  were  killed.  In  the  butting 
collision  the  damage  to  cars  and  engines  was  $79,450.  A  note  is  also  given  on 
the  cause  of  a  rear  collision  due  to  the  inadequacy  of  the  time-interval  rule. 

Bulletin  No.  8  contains  the  usual  statistics,  including  annual  statistics  to  June  30, 
1903,  and  the  usual  list  of  particulars  of  causes  of  the  most  serious  accidenta 
(Class  A) ;  and  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of 
these  collisions  a  conductor  gave  a  hand-signal  to  stop,  which  was  taken  by  the 
engineman  to  mean  go-ahead.  In  another  case  the  men  in  charge  of  a  train 
read  "  No.  2"  when  the  order  was  written  **  second  No.  2."  This  bulletin  con- 
tains a  list  of  all  of  the  collisions  of  the  quarter,  of  whatever  magnitude,  which 
were  caused  by  mistakes  in  connection  with  time-tables  or  telegraphic  orders. 
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RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DUBINO  THE 


THREE  MONTHS  ENDING  DECEMBER  31,  1903. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  October,  November,  and  December,  1903,  as  shown  in  reports 
made  by  the  railroad  companies  to  the  Interstate  Commerce  Commis- 
sion, under  the  ''accident  law"  of  March  3, 1901,  was  446,  and  of  injured 
3,178.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars, 
etc.,  bring  the  total  number  of  casualties  up  to  14,485  (1,166  killed 
and  13,319  injured).  These  accidents  are  classified  in  the  following 
table.  These  reports  deal  only  with  (a)  passengers  and  (5)  employees 
on  duty. 

Tablb  No.  1. — Summary  of  casuaUies  to  persons — October,  November ,  and  December,  190S, 


Passen- 
gers. 

Trainmen. 

Ti 
m< 

■ain- 

Yard     \ 
trainmen 

other 
employees. 

min 
Lids. 

(switch- 
ing     j 
crews).  1 

Total 

employees. 

73 
74 

• 

"a 

t 

110 
66 

17 

Injured. 
Killed. 

i 

in 

• 

1  ' 

i 

a 

55 

1 

• 

CollisioiiB 

789 
344 

15 

634  ,  14 
279  •    8 

232      5 

201 

91 

232 
65 

22 

189 

83 

27 

1,158 
443 

Derailments 

54    3 
120    4 

45      6 
65       1 

Miscelliuieous  train  accidents 
(exclading  the  above),  in- 
cluding locomotiYe-boUer  ex- 
plfflrtons 

429 

M7 

Total  train  aocident« 

1,14^ 

193 
19 

10 

18 

79 
31 

ir>7 
:V)0 

1,145  '  27 

375     17 

191     62 

819 

299 

2.030 

Couplings  or  uncoupling 

259     32 

238     24 

1 

637     10 

67  '•    2 

407       3 

22 
444 

8 

262 
2,458 

78        0» 

While  doing  other  work  about 
trains,   or    while    attending 
switches 

• 

1,256 

149 

882 
136 

13 

4 

52 

474 

83 

69-1 
121 

19 

6 

29 
•«n 

52 

30 

210 
322 

2,811 
307 

Coming  in  contact  with  over- 
heftd  bridges,   structures  at 
rfde  of  track,  etc 

1 

28 

7 

406 
376 

Flailing  from  cars  orennnes,  or 

while  getting  on  or  on 

Other  cauHCs 

640 
115 

."lO 
?5 

2,478 
2,830 

137 

Total  (other  than   train 
accidents) 

789 

2,(i82 

1.697 

111 

128 

1 
1,779  '2S7 

3,194 

692 

9,352 

3,827    irv4 

349 

Total  all  classes 

17.5 

1,937 

2,072 

1,970 

3,513 

991 

11,382 

The  derailment  which  is  numbered  4  in  the  table  of  causes  below 
was  the  worst  passenger-train  accident,  measuring  by  the  number  of 
fatalities,  that  has  oc<;urred  in  this  country  for  fifteen  years;  and  the 
present  record  contains  six  other  accidents  which  caused  106  deaths 
and  196   injuries,  so  that  this  quarter's  totals  are  larger  than  any 
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before  reported.  The  casualties  to  passengers  in  train  accidents  dur- 
ing the  time  since  the  accident  law  went  into  effect  have  been  as 
follows: 

Passengers  killed  and  injured  in  train  accidents. 


Quarter  ending  with— 


Sept.,  1901 
Dec,  1901 
Mar.,  1902 
June,  1902 
Sept.,  1902 
Dec.  1902 
Mar.,  1903 
June,  1903 
Sept.,  1903 
Dec,  1903 


Bulletin 
number. 


1 
2 
S 
4 
6 
6 
7 
8 
9 
10 


Killed. 


Injured. 


57 

1,237 

51 

762 

41 

826 

18 

761 

41 

1,229 

40 

1,097 

52 

1.091 

31 

1,007 

60 

1,668 

147 

1,148 

The  number  killed  in  the  quarter  now  under  review,  the  last  in  this 
list  (147),  is  more  than  three  times  the  average  number  killed  during 
the  nine  preceding  quarters,  which  average  is  43^.  It  appears  tliat 
only  four  other  train  accidents  have  occurred  in, this  country  which 
have  caused  as  many  as  65  deaths  each.  These  four  are  recorded  as 
follows: 


Year. 

Locality. 

Killed. 

1888 

Mud  Run,  Pa 

66 
85 
80 
66 

1887 

Chatsworth.  Ill 

1876 

Ashtabula.  Ohio 

1856 

Camp  Hill,  Pa 

Some  notes  on  the  causes  of  the  notable  collisions  and  derailments 
recorded  in  this  bulletin  will  be  found  following  the  table  of  Class  A 
accidents  (below). 

The  total  number  of  collisions  and  derailments  was  3,011  (1,832 
collisions  and  1,179  derailments),  of  which  287  collisions  and  119 
derailments  affected  passenger  trains.  The  damage  to  cars,  engines, 
and  roadway  by  these  accidents  amounted  to  $2,527,000.  .Given  more 
in  detail,  these  facts  appear  as  below: 

Table  No.  2. — Collisions  and  derailments. 


CollisionH,  rear 

Collisions,  butting 

Collisions,  trains  separating 
CollisionB,  miscellaneous  . . . 


Total. 


Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equi})ment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc. 

Derailments  due  to  unforeseen  obstruction,  etc 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 


Total. 


Num- 
ber. 


489 
296 
287 
760 


1,832 


Loss. 


$469,713 
527,075 
154,  &i9 
340.012 


1,491,349 


199 

570 

98 

66 

26 

220 


1,179 


Total  collisions  and  derailments i    3,011 


126,666 

461,520 

98,913 

89.641 

57. 121 

201.800 


1,035,651 


2,527,000 


Persons 
klUed. 


88 

126 

10 

38 


262 


10 
14 
11 
79 
6 
87 


167 


419 


Peisons 
injured. 


522 

771 

99 

555 


1,W7 


V2A 
141 
1S7 
91 
73 
227 


787 


2,734 


NoTF..— Collisions  and  derailments  wbich  cause  no  death  or  personal  injury  and  which  Cftose  not 
oyer  $150  damage  to  the  property  of  the  railroad  are  not  reported. 


Following'  is  the  usual  list  of  Class  A  train  accidents;  all  in  Trhich 

the  dama^  is  reported  at  JIO.OOO  or  over;  notable  cases  in  which  pas-. 

sengers  are  killed;  and  those  doing  damage  let«  than  $10,000  and  down 

to$2,000,  wherever  the  circumstances  or  the  cauwe  may  be  of  particular 

interest: 

Oautrf  of  Ihirty-hno praniinent  tram  arddenlt  (Clam  A). 

[NoTt— B.  sUiDda  tor  rear  polltalon;  B-  butting  mlltalon;  M..  mUcelUnwiii*  colUaloiu;  D..  dei»ll- 
meol;  P..  poasencertnilD;  F.,  IieiglitHnd 

COLLISIONS. 


NTS 

' 

2,100 

" 

b,lM 

" 

i.»5 

5S 

,.«, 

,. 

,,« 

^ 

7,700 

12 

fi,a» 

S 

K4M 

» 

s-aoo 

" 

10,230 

M 

10,<27 

« 

10,770 

■• 

12,000 

,. 

btaken 


D(38 


pa«ed  cTurnlniHio 


old)  w 


■  appoint 


r,  but  /slleil  to 


Engineman  dtareg«nled  meeting  order; 

meeting  point  had  cc '  — '--  ••—  '- 

tnJn;  engloeman'a  eiifciicui;e  tumutii,  ■  ukiuiiu. 
opeiBtor's  experience,  I'i  da]^. 
MBcnger  train  na  over  misplaced  aniteh  and  col- 
lldetTwith  care  on  Bide  iraeb;  mitoh  left  wrong 
hj  fireman,  to  whom  brakeman  had  wtonglullr 
delegated  the  duly;  flremao'a  experience,  9  months 
had  been  on  duly  ao  hours. 

Iliaplaeed  ewilch  aod  Mfe  signal  at  Interlocking: 
Interlocking  bad  been  disconnected  for  repalrg: 
repalnnan  and  3  dgnalmen  disregarded  rule  to  one 
band  signals  under  eucb  clrcumstancea, 

Knglneman  alept  and  ran  post  trmln-orderalgna];  on 
duty  B  bours  i&  minutes,  after  S  houra'  rest;  con- 
ductor In  caboose,  engaged  ]□  making  report,  did 
not  observe  slgTinl. 


sumsbly  by  oil 


oyed  bTflrc,  ilarted 

by  oil  lam (w;  flaitman  oi  train  aiand- 
ion  failed  ti>  Hignal  approaching  train; 
o(  latter  tolled  li>  keep  good  lookout. 


it  waa  read  correctly;  order  i 
conduclut's  experience  a«auct 
■-    -iperienccon  this  Hue, 


uontbs:  flrci 
sion  of  e  ' 


a  paaaenger  train  with  e witching 
conductor  and  engineman  of  pai^ 


I  Bpced  undt-r  control, 

— ' '— -d  to  oc 

ipcclfiet  -. 
mllablc  o 

o'wiui'  killed)  foig 


ond  n 


etlng  B< 


[Ineman  had  neglected  to  sound  the  required 
■hlslle  signal  on  A|iproachliig  meeting  point,  and 
conductor  neglected  to  apply  air  bralc,  a«  he 
ihould  bave  done  when  such  algnal  wasomlllcd. 
elKht  Inln  walte<l  on  side  track  [or  train  No.  11 
indmen  In  charge  slept ;  another  train  passed  and 


they 


■limed  th 


IS  No.  1- 


deeccndlDg  grade. 
Blight  damag'--  "— '■■  - 
automatic  »[ 
band  brakes 
leaked  oH,  bd 
Engineman,  w 


started  from  itaUon  on  the  tL 


a   in 


Ih  parts  of  train  were  si' 


6 

Causes  of  thirty-two  prominent  train  accidents  (Class  A) — Continued. 

COLLISIONS— Continued. 


No. 

Claen. 

Kind  of  train. 

i 

M 

3 

18 

1 

4 

3 

1 
6 

1 

-0 

4 

67 

11 

5 

6 

12 
5 

Dam- 
age to 

en- 
gines, 
cars, 
and 
road- 
way. 

Reference    to 
record. 

Cause. 

16 
16 

17 

18 

19 

20 
21 

M 

B 

R 

B 

B 

B 
B 

F  and  F  . . . . 
PandP  .... 

P.  and  F.... 

P.  andF.... 

P.  and  P. . . . 

P.  and  F 

F.  and  F.... 

912,080 
15,720 

17,000 

18,000 

20,800 

21.400 
26,900 

39 
56 

48 

8 

3 

59 
34 

Collision  at  crossing;  rule  required  both  trains  to 
stop  before  crossing;  both  disobeyed. 

Euglneman  ran  pa.«it  stAtion  at  which  he  should  have 
stopped  for  a  dispatcher's  order;  station  agent 
says  train-order  signal  was  set  to  indicate  stop: 
engineraan  says  it  indicated  all  clear;  immedi- 
ately after  passage  of  train  (5.30  p.  m.)  light  in 
signal  was  found  to  have  been  extinguished  bv 
wind. 

Fifteen  cars  of  freight  train,  left  standing  on  steep 
grade,  ran  back  into  head  of  following  passenger 
train;  cars  when  left  were  held  by  air  brakes  on 
4  and  hand  brake  on  1  (caboose);  conductor's  ex- 
perience, 2  years;  damage  largely  caused  by  fire 
started  from  ruptured  gas  pipe  or  tank. 

Conductor  and  engineman  of  freight  misread  time- 
table. 

Conductor  and  engineman,  ninning  4  houre  late, 
overlooked  opposing  train. 

Engineman  of  freight  miHread  telegraphic  order. 

Mistake  of  opemtor  in  writing  order  and  rccklc8Knoi« 
of  conductor  and  two  enginemen;  damage  largely 
due  to  lire  and  explosion.     (See  explanation  In  text 
below.) 

Tota 

1  coUifiions... 

126 

288 

236,501 

DERAILMENTH. 


• 

i) 

2 

D 

3 

D 

4 

D 

5 
6 

D 
D 

7 

I) 

8 

I) 

9 

D 

10 

D 

11 

D 

7     21 


F 


P 

F 

P 
P 
P 

P 

P 


Total  derailmenti? . 

Total  collisions 
and  derail- 
ments   


2 


1       2 


(;r,  I    4 


1 
0 


3 


3:^ 
0 


0     27 


:^i 


12 


83   146 


'209 


t2l,lM 


4,000 


7,000 


9,800 

10,000 
13,000 

15,000 

17,600 

18,700 

21,818 

43,300 


434 


181,252 


417,758 


74  Passenger  train  obliged  to  take  sidetrack.  becauj$e  of 
delay  to  freight,  entered  too  fast,  flagman  of  freight 
having  neglected  to  signal  the  passenger  to  reduce 
speed. 

40  Broken  wheel;  wheel  overheated  by  hand  brake 
being  left  on  t(xi  long  by  brakeman  of  one  year's 
experience.  Of  33  cars  in  train  only  6  had  power 
brakes  working. 

43  Train  became  uncontrollable  on  descending  grade 
(li  per  cent).  Of  40  cars  in  train  30  had  power 
brakes  in  operation.  Rule  requires  speed  to  be 
regulated  by  hand  brakes,  but  engineman  had 
used  air  brakes  for  this  purpose  and  lack^  power 
to  apply  brakes  to  make  stop. 

73  Track  obstructed  by  timbers  which  had  fallen  from 
an  open  car,  because  load  was  not  securely  fastened: 
car  inspectors  faile^l  to  detect  defective  stakes.  See 
details  in  text  below. 

20     Broken  journal. 

22  Broke  through  burning  trestle  bridge:  dense  fog  ob- 
stnicted  view  of  bridge. 

Zi  Rails  maliciously  loosened.  Criminal  was  caught, 
I      tried,  and  sentenced  to  life  imprisonment. 

44  I  Broke  through  burning  trestle  bridge;  bridge  had 
I      been  ignited  by  camp  lire  made  by  tramps. 

72  Misplaced  switch;  engineman,  running  at  high 
speed,  disregarded  distant  and  home  signals  warn- 
ing him  to  stop  before  reaching  switch. 

26  Failure  of  Howe  truss  bridge.  Cause  of  failure  re- 
ported unknown.  Timbers  in  bridge  mostly  six 
years  old. 

76  Cause  unknoAvn:  supposed  to  be  defective  track.  Of 
the  damage  837,300  was  due  to  fire  which  started 
from  coal  heater  in  wrecked  passenger  car. 


The  accidents  referred  to  on  page  3,  in  connection  with  derailment 
No.  4,  are  (in  the  order  of  the  magnitude  of  their  death  lists)  collisions 
6,  16,  1,  8,  and  9,  and  derailment  No.  1.  These  seven  accidents  con- 
stitute the  most  noticeable  factor  in  making  this  quarter's  lists  more 
disastrous  than  any  thus  far  recorded.  Derailment  No.  4  happened  to 
an  eastbound  passenger  train,  running  at  about  40  or  45  miles  an  hour. 
It  struck  an  obstruction,  consisting  of  heavy  timbers  21  feet  long, 
derailing  the  entire  train  except  the  two  rear  cars.  The  timbers  had 
fallen  from  a  car  in  a  westbound  train  on  the  adjacent  track  by  reason 
of  stake  ties  parting  and  stakes  breaking.  The  timbers  (a  full  car- 
load) were  loaded  at  a  lumber  yard,  and  the  cause  of  the  accident  is 
reported  as  ^'carelessness  on  the  part  of  employees  of  the  lumber  yard 
in  not  selecting  stakes  of  good  quality  and  size  to  make  the  load  secure, 
and  failure  of  car  inspectors  to  detect  this  defect."  The  timbers  were 
loaded  by  the  shipper,  and  the  load  was  inspected  by  the  agent  of  the 
railroad  company  at  the  shipping  station.  It  was  also  inspected  by  two 
successive  conductors,  who  were  in  charge  of  the  train  which  hauled 
the  car  to  the  first  division  point,  and  by  the  car  inspector  at  this  divi- 
sion point.  This  inspector  has  been  in  the  employ  of  the  company, 
in  the  capacity  of  car  inspector,  for  sixteen  years.  *  Before  the  car  left 
this  place  the  load  was  inspected  by  the  assistant  yard  master,  and  by 
the  brakeman,  who  was  charged  with  the  duty  of  putting  the  car  into 
the  train  for  its  trip  over  the  next  division;  and,  finally,  by  the  con- 
ductor of  this  last  train.  The  car  was  a  platform  car  and  the  load  was 
5  feet  10  inches  high.  The  stakes  at  the  sides,  set  in  pockets  of  the 
ordinary  pattern,  were  connected  across  the  top  of  the  load  by  ties 
consisting  of  boards,  each  board  being  nailed  to  the  side  of  a  stake  on 
one  side  of  the  car,  and  in  the  same  manner  to  a  stake  on  the  opposite 
side.  The  passengers  who  were  killed  were  nearly  all  of  them  scalded 
by  steam  which  escaped  from  the  dome  of  the  engine,  which,  as  a 
result  of  the  wreck,  was  left  in  such  a  position  a.s  to  emit  steam  into 
the  leading  passenger  car,  which  was  the  smoking  car.  The  passengers 
in  the  other  cars  escaped  injury. 

In  view  of  the  exceptional  nature  of  this  accident,  it  will  be  of 
interest  to  note  that  in  the  quarter  under  review  there  were  five  other 
derailments,  which  were  caused  by  objects  on  the  track  which  had 
fallen  from  cars,  as  follows: 


Killed. 

Injured. 

Low. 

77 
78 
79 
80 
81 

Car  door 

1                 4 

19  rro 

Stone 

0                 1            150 
0                  4         1.000 

Small  stone 

Bale  of  cotton 

0                  0 
0                  0 

825 
000 

Bridge  Iron 

Collision  No.  6,  resulting  in  the  death  of  32  passengers,  was  due  to 
negligence  on  the  part  of  the  men  in  charge  of  both  of  the  trains 
involved,  combined  with  fire;  the  destruction  of  the  two  passenger 
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cars  of  the  foremost  train  by  fire,  which  presumably  started  from 
their  oil  lamps,  having  been,  according  to  the  railroad  company's 
report,  a  principal  element  contributing  to  the  large  loss  of  life  and 
large  property  damage.  The  foremost  train,  an  accommodation,  was 
standing  at  a  station,  and  had  been  so  standing  two  or  three  min- 
utes. It  was  behind  time,  and  the  following  train,  an  express,  was 
already  due.  Notwithstanding  these  facts  the  flagman  did  not  go 
back  to  give  a  warning  signal  until  after  he  had  assisted  the  passen- 
gers to  alight,  and  he  was  then  able  to  go  only  about  200  feet  before 
the  express  was  upon  him.  The  engineman  of  the  express  could  have 
seen  the  local  train's  red  lights  (on  the  rear  car)  at  a  point  2,800  feet 
in  the  rear.  Presumably,  the  flagman's  knowledge  of  this  fact  affords 
a  partial  explanation  of  his  neglect.  On  the  other  hand,  the  omis- 
sion of  the  engineman  of  the  express  to  apply  the  brakes  and  reduce 
the  speed  of  his  train  appears  to  be  taken  by  the  officers  of  the  road 
to  prove  that  he  was  not  keeping  a  good  lookout,  and  therefore  did 
not  observe  the  red  light  of  the  standing  ti*ain  as  soon  as  he  should 
have  observed  it.  The  flagman  of  the  standing  train  testifies  that  the 
engineman  of  the  express  did  not  give  the  whistle  signal,  which  should 
have  been  sounded  as  an  acknowledgment  that  he  saw  the  flagman's 
light.  This  flagman  had  been  in  the  service  of  the  company  five 
months.  The  conductor  in  charge  of  this  train,  who  should  have  seen 
that  the  flagman  promptly  performed  his  duty,  has  been  in  the  service 
fifteen  years,  and  his  record  is  reported  as  good.  The  engineman  of 
the  express  has  been  in  the  service  twenty-six  years,  and  his  record  is 
reported  as  first  class. 

Collision  No.  16  occurred  at  a  time  when  a  violent  storm  of  wind 
and  snow  prevailed.  Of  the  men  whose  conti-adictory  testimony  is 
noted  in  the  table  above,  the  station  agent  has  been  in  the  service 
of  the  company  thirty-five  years,  the  engineman  twenty-six  years, 
and  the  fireman  three  years,  and  all  are  reported  as  having  clear 
records.  The  statements  of  these  men  were  given  not  only  to  the 
officers  of  the  road,  but  also  before  a  coroner.  If  the  signal  was  in 
the  "stop"  position,  the  fact  that  the  light  had  been  extinguished 
afforded  no  excuse  to  an  engineman  for  disregarding  it,  as  it  would 
be  his  duty  in  such  a  case  to  reduce  his  speed,  or,  if  necessary,  to 
come  to  a  full  stop,  in  order  to  learn  the  reason  why  the  light  was  not 
burning  or  to  be  able  to  see  the  signal  by  the  light  of  the  locomotive 
headlight.  The  agent  testified  that  the  same  light  had  been  extin- 
guished by  the  wind  before  on  the  same  evening,  and  that  the  light  of 
another  lamp  of  the  same  style  had  also  been  blown  out. 

The  causes  of  collisions  1  and  8  are  explained  in  the  table  as  fully 
as  it  is  possible  to  explain  them  from  the  reports  which  have  been 
received.  The  17  persons  killed  in  the  first  mentioned  were  all 
employees,  being  laborers  on  a  work  train,  while  the  16  killed  in  the 


other  were  all  passengers.  The  fact  that  such  terrible  results  may  be 
produced  by  such  simple  lapses  must  be  taken. to  indicate  either  a 
grave  defect  in  the  methods  of  managing  trains  or  serious  deficiencies 
in  the  qualifications  of  the  man  or  men  at  fault. 

The  men  responsible  for  collision  No.  9  were  the  conductor  and 
engineman  in  charge  of  the  work  train.  They  had  been  in  the  service 
of  the  company  five  years;  the  conductor  was  28  years  old  and  the 
engineman  36.  By  way  of  explanation  of  his  error  the  engineman 
said  that  his  engine  was  not  working  properly,  and  that  in  looking  for 
the  trouble  more  time  was  consumed  than  he  was  aware  of.  The  sup- 
ply of  water  in  the  tender  had  also  run  low  and  he  was  anxious  to 
reach  a  water  station.  In  this  case,  as  in  No.  1,  the  victims  were  all 
employees  on  a  work  train. 

Collision  No.  21  was  the  result  of  an  error  in  a  train  order.  The 
train  dii^patcher  issued  an  order  that  train  No.  31  would  meet  train 
third,  No.  52,  engine  745,  and  train  No.  34,  engine  755,  at  G.  This 
order  was  transmitted  simultaneously  to  operators  at  L.  and  H.  The 
operator  at  L.  delivered  copies  to  third  No.  52  and  No.  34,  in  proper 
shape;  but  the  operator  at  H.  delivered  to  No.  31  an  order  directing 
that  train  to  meet  No.  34  at  G.,  but  omitting  any  mention  of  train 
third  No.  52.  The  dispatcher  and  the  operator  at  L.  state  that  the 
operator  at  H.  repeated  the  order  back  to  the  dispatcher  correctly. 
It  is  supposed  that  this  operator  took  the  order  correctly,  but  that  he 
wrote  it  down  in  bad  shape,  and  that  in  recopying  the  order  (recopying 
is  contraiy  to  the  rule)  he  omitted  train  third  No.  52.  He  has  had 
three  years'  experience  as  operator,  and  had  been  on  duty  about  eight 
hours  when  he  took  this  order.  The  collision  would  have  been  avoided 
if  the  conductor  and  the  two  enginemen  of  train  No.  31  had  done  their 
duty.  At  G.  they  took  the  siding  and  were  met  b}'^  train  third  No. 
52,  with  engine  745.  They  assumed  that  this  was  train  No.  34  and 
that  a  mistake  had  been  made  in  the  number  of  the  engine  shown  on 
their  order.  Without  taking  proper  steps  to  ascertain  if  such  was 
reallj'  the  case,  and  in  violation  of  the  rule,  they  started  out  and  met 
No.  34  at  high  speed.  The  two  enginemen  paid  the  penalty  of  their 
error  with  their  lives.  One  of  them  had  four  years'  experience  as 
engineer,  the  other  one  and  one-half  years.  The  conductor  has  had 
thirteen  years'  experience  in  that  capacity. 

Concerning  collision  No.  13,  the  superintendent  reports  that  he  did 
not  blame  the  trainmen.  The  train  consisted  of  53  cars,  and  it  was 
going  down  a  steep  grade  (2  per  cent)  at  midnight.  It  broke  in  two 
behind  the  eleventh  car.  The  whole  train  being  air-braked,  both  por- 
tions were  automatically  stopped  (how  far  apart  is  not  stated).  The 
conductor  was  the  only  man  at  the  rear  of  the  train,  and  he  went  back 
to  flag  a  following  train.  The  two  brakemen  were  on  the  front  part, 
and  before  they  could  get  back  to  the  rear  portion  and  set  enough 
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hand  brakes  to  hold  it  the  air  leaked  off  and  the  42  cars  of  the  rear 
part  ran  forward  into  the  11  cars  of  the  front  part,  making  a  wreck 
costing  110,770. 

It  is  hardly  necessary  to  observe  that  the  events  recorded  in  this 
distressing  record  have  been  topics  of  much  discussion  in  the  dail}' 
press  during  the  months  covered  by  the  report;  nor  should  it  be 
necessary  to  call  attention  to  the  fact  that  the  casualties  and  losses 
here  set  forth  have  an  important  bearing  in  connection  with  the 
proposition  to  extend  the  use  of  the  block  system,  which  was  embodied 
in  the  Seventeenth  Annual  Report  of  the  Commission.  Derailment 
No.  4  has,  indeed,  no  place  in  a  discussion  of  the  block  system;  but 
the  other  derailment  (No.  1)  and  all  of  the  five  prominent  collisions 
occurred  under  circumstances  which  have  been  repeated  in  hundreds 
of  collisions,  and  these  circumstances  are  the  result  of  defects  for 
which  the  block  system  is  universall}'  looked  upon  as  the  •  remedy. 
That  is  to  say,  the  block  system,  while  not  doing  away  with  every 
element  which  contributed  to  the  causes  of  these  collisions,  does  intro- 
duce principles  of  a  different  character  and  does  promote  habitn  of 
obedience  and  precision  which  have  been  found  to  greatly  reduce  the 
death  and  damage  record. 

Table  No.  3. — Details  of  Table  1 — Causes  of  accidenis  to  employees  in  coupling  and 

uncoupling  cars. 


Sub- 
cla»(. 


2 


4 

5 
6 

7 
8 

9 
10 
11 
12 
13 
14 
15 
16 
17 

18 

19 
20 
21 


Causes. 


Sticking  of  parts  (bent  pins,  eto.),  preventing  quick 
work 


Holding  up  pin  by  hand  (presumably  made  neces 
sary  by  aeieetlve  uncoupling  mechanism) 


Other  cauHCN,  apparently  due  to  defective  uncoup- 
ling meohaniltm 

Defective  draft  gear,  with  automatic  coupler 

Coupling  to  an  engine  or  tender 

Same  (with  link-and-pin  coupler) 

Ck)upling  on  inNide  of  sharp  curve 

Foot  caught  in  or  between  couplers  while  adjusting 
coupler 

Rlipped,  usually  on  ice  or  snow 

F(X)t  caught  in  frog,  guard  rail,  or  switch 

Caught  by  overhanging  load  (on  platform  car) 

Load  .shifted 

Engaged  in  operations  preliminary  to  coupling 

While  coupling  safety  chains 

Link-and-pin  coupler 

Link  and  pin,  with  automatic 

Coupling  damaged  cars  (presumably  an  unavoid- 
able risk) 

Uncoupling  without  using  lever  (presumably  by 
reason  ofdefecti  ve  uncoupling  mechanism ) 

Uncoupling,  other  causes 

Miscellaneous 

Not  clearly  explained 


Train 
men. 


a 


1 
2 


1 
2 


5 
1 


1 
2 
1 
1 


Total ,  19 


t 

a 
o 


10 

16 

8 

2 

12 


13 

14 

1 

4 

2 

28 


Train 

men  in 

yards. 


2 
1 


4 
4 

H 

8  I  1 

48  1 

49  6 
25  15 

259     32 


I 

9 

a 


7 

25 

5 
S 
11 
2 
5 

13 
7 
2 
2 
1 

29 


Yard 
train  men .  rfc«.K««  ^.^ 

crews). 


1 
2 

17 

5 
S9 
46 
16 

288 


'8 

i4 


I 


2  ; 

5 


3 

s 


24  I    407 


8 


u 

9 


18 

1 

25 

4 
7 

2 

15 
8 

1 

2 

29 

1 

16 

15 

5 



1 
1 

3 
1 

2 

45 
1 
9 

3 
4 

2 

23 

• 

19 

73 
68 
26 

**i" 

1 
2 
1 

22 
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Table  No.  4. — Details  of  Table  1 — Causes  of  accidents  to  employees  classified  ( C6  and  C7) 

as  fauing  from  and  getting  on  or  off  cats  and  engines. 


8ab- 
dam. 


1 

o 

3 

4 

c» 

5 

6 

7 

8 

9 

10 

1 

11 

12 

fis 

14 

15 

C7 

16 

17 

18 

OauaefL 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Farting  of  train 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movementi  of  cars  other  than  those  in 
eubci  ass  8 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in 

motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Juxnpine  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Total 


Train- 
men. 


•2 


12 


10 

31 

7 

4 


8 
1 


79 


6 

11 

9 


65 
27 


56 
31 

66 
89 
40 
80 
157 

31 

18 
200 


882 


Trainmen 
in  yards. 


s 


5 
4 


3 

17 

4 

7 


4 

7 
8 


60 
27 

2 

2 

61 

1 

60 
67 
24 
51 
104 

15 

26 
151 


52       640 


Yard 
trainmen 
(switch- 
ing 
crews). 


1 
1 


6 
6 


1 
6 
10 
5 
1 


8 


60 


3 

10 
13 


83 
52 

5 

1 

32 

1 

16 
62 
25 
61 
139 

9 

25 

154 

3 


Other  em- 
ployees. 


694 


2 


5 
6 
6 
1 


29 


0 


1 
■3 


10 
1 

10 
2 

14 
1 

27 
43 
12 
33 
54 


49 


262 


[Public— No.  171.] 

AX  ACT  requiring  common  carriers  engagnl  In  Interstate  commerce  to  make  full  reports  of  all 

accidents  to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  en^ajB^ed  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidently  leaves  the  track,  and  of  all  a<!cidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  auty;  which  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

ft  EC'.  2.  That  any  common  carrier  failing  to  make  such  report  wnthin  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  l)e  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sbt.  3.  That  neither  said  rejwrt  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  UHed  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
at'tion  for  damans  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  (commerce  Commission  is  authorizea  to  prescribe  for 
such  common  carrier?  a  method  and  form  for  making  the  reports  in  the  foregoing 
«Htion  provided. 

Approved,  March  3,  1901. 


SPECZAIf  INFOBMATIOK  CONTAINED  IN  FBBCEDINe  BTTLLETINS. 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause 
(see  Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  acci- 
dents. The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in 
billing  from  cars,  etc.,  are  further  classifi^  in  Tables  No.  3  and  No.  4.  Each  bul- 
letin is  for  three  months,  and  No.  1  was  for  the  quarter  ending  September  30, 1901. 
The  bulletin  for  the  quarter  ending  June  30  contains,  in  addition  to  the  quarterly 
statistics,  tables  showing  the  same  information  for  the  whole  of  the  fiscal  year 
ending  on  that  date. 

Bulletin  No.  1  contains  brief  notes  on  the  most  serious  collisions  in  that  quarter,  67 
passengers  having  been  killed.  There  are  notes  on  the  causes  of  coupler  accidents, 
explanatory  of  Table  No.  3.  Table  No.  4  is  supplemented  by  similar  notes.  In 
this  quarter  special  mention  was  made  of  130  casualties  (4  killed,  126  injured) 
due  to  operating  trains  in  which  air  brakes  were  used  on  only  a  portion  of  the 
cars;  and  the  danger  of  running  trains  partially  air-braked  is  commented  on. 

Bulletin  No.  2  contains  a  detailed  list  showing  the  cost  and  causes  of  the  27  most 
serioufl  butting  collisions  in  that  quarter.  In  these  collisions  70  persons  were 
killed  and  234  were  in  juried,  and  the  damage  to  cars,  engines,  and  roadway 
amounted  to  $306,511.  The  incompleteness  of  the  statements  of  causes,  as  sent 
in  by  the  railroads,  is  conmiented  on. 

Bulletin  No.  3  contains  a  list  similar  to  that  just  mentioned,  but  showing  rear  instead 
of  batting  collisions.  As  in  the  first  list,  only  the  most  serious  accidents  are 
considered ;  and  of  these  there  were  41,  costing  $160,247.  The  number  of  persons 
killed  was  43,  and  of  injured  265. 

Bulletin  No.  4  contains  a  third  list  of  collisions,  this  one  including  all  classes;  but  it 
includes  only  a  few  in  which  the  damage  was  less  than  $5,000.  The  totals  of 
this  list  are:  Killed.  30;  injured,  187;  cost,  $228,597.  Collisions  occurring  where 
the  trainmen  had  worked  very  long  hours  are  commented  on.  In  this  bulletin 
a  table  is  given  showing  the  deaths  and  injuries  due  to  trains  parting.  The 
aggregate  of  damage  shown  in  this  table  is  $492,781;  persons  killed,  14;  injured, 
386.  The  table  shows  that  nearly  all  of  the  coupler  failures  which  resulted  in  a 
collision  or  derailment  were  reported  as  due  to  * 'cause  unknown.'' 

Bulletin  No.  5  contains  a  table  of  the  most  serious  train  accidents  in  the  quarter. 
Derailments  as  well  as  collisions  are  included.  The  causes  of  a  few  of  the  acci- 
dents are  set  forth  in  some  detail.  A  table  is  given  in  this  bulletin  showing  the 
cause  (as  reported)  of  each  coupling  accident  in  the  quarter.  The  table  fills  12 
pages. 

Bulletin  No.  6  contains  a  list  of  the  34  most  serious  accidents  in  the  quarter.  One  of 
these  was  a  rear  collision,  killing  27  passengers.  There  is  also  a  table  giving 
notes  on  the  causes  of  the  16  rear  collisions  which  occurred  in  this  quarter  on  rail- 
roads where  the  block  system  is  in  use.  Comment  is  made  on  the  large  increase 
in  the  number  of  accidents  to  men  in  coupling,as  compared  with  previous  quarters. 

Bulletin  No.  7  contains  the  usual  list  of  the  most  serious  accidents  (Clcus  A).  In 
collisions  46  passengers  were  killed,  and  the  bulletin  gives  in  detail  the  causes  of 
a  rear  collision  in  which  23  persons  were  killed.  A  note  is  also  given  on  the 
cause  of  a  rear  collision  due  to  the  inadequacy  of  the  time-interval  rule. 

13 


14 

Bulletin  No.  8  contains  the  UBoal  statistics,  including  annual  statistics  to  June  30, 
1903,  and  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of  theee 
collisions  a  conductor  gave  a  hand-signal  to  stop,  which  was  taken  by  the 
engineman  to  mean  go-ahead.  In  another  case  the  men  in  charge  of  a  train 
read  "No.  2"  when  the  order  was  written  ^'second  No.  2."  This  bulletin  con- 
tains a  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude,  which 
were  caused  by  mistakes  in  connection  with  time-tables  or  tel^japhic  orders. 

Bulletin  No.  9  records  two  collisions  in  which  44  persons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  the  other  to  gross  negligence  of  an 
engineman,  who  failed  to  keep  the  air-brakes  in  working  order.  Reference  is 
made  to  the  derailment  of  four  fast  mail  trains, by  reason  of  reckless  speed. 
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Accident  Bulletin  No.  11. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURINO   THE 


THREE  MONTHS  ENDING  MARCH  ;U,  11)04, 


The  number  of  persons  killed  in  train  accidentn  during  the  montliH 
of  January,  February,  and  March,  1904,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  " accident  law  "  of  March  3,  1901,  was  221,  and  of  injured  2,797. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  919  killed  and  12,444 
injured.  These  accidents  are  classified  in  the  following  table.  Those 
reports  deal  only  with  {a)  passengers  and  (J)  employees  on  duty. 

Table  No.  1. — Summary  of  casualties  to  persona — January y  February ^  and  Afarrh^  JU04, 


Passen- 
gers. 

Trainmen. 

Trai 
in> 

• 

1 
U 

15 
7 

nmen 
'ardw. 

« 

c 
»^ 

2;iy 

4'J 

Yard 

trainmen 

(Hwitch- 

ing 
crcwK). 

r)lh 

• 

J 

5 

12 
1 

3 

Ki 
""1 

22 

3 

19 

248 

vr  cni- 
tycvH. 

« 

c 

101 
(M) 

15 

Total  em- 
jiloyow. 

i 

33 
7 

• 

r>rii 

813 

21 

67 
43 

14 

t 

•2, 

1-4 

551 
234 

i 

15 
4 

t 

3 

"a 
m 

4K 

49 

i 

.V) 
27 

• 

i 

3 

GollisionR 

\,oin) 

I>erHilnieut8 

391 

Mfflcellaneoofl  train  accidenta 
(exohidiDur  the  above),  In- 
cluding locomotive  boiler  ex- 
ploeiona 

268 

n 

73 

4 

23 

4Wi 

Total  train  accidents 

40 

995 

111 

l.aVi  1  2K 

381 

501 

179 
19 

4U{ 

16 

22:1 
2,208 

IHl 
70 

(V. 

37 

143 
'Ml 

1,802 

OouDlinf  or  unoouDlinflr 

15 

214      IM 

210     Itei 

h:.7 

While  doing  other  work  about 
traina    or    while    attending 
fi  witches 

16 

22 

57 
32 

1,299 

146 

908 
]:i6 

13 

3 

20 
37 

91 

623 

83 

639 
137 

14 

2,  826 

C»>niinK  in  contact  with  over- 
bead  bridges,  titructures  out- 
ride of  track,  etc 

2 

296 

298 

9         72 

317 

Falling  from  cars  or  engines  or 

while  getting  on  or  off 

Other  canseft 

25 
14 

39 
79 

47 
27 

133 

683 
118 

2.453 
2.599 

Total  (other  than  train 
accidents) 

695 

142 
256 

2,703 

1,692 

1,788 

296 

•.HffJ 

2,869 

659 

9,062 

166 

Total  all  classes 

1,590 

3,759 

119 

2,073 

1,974 

3,048 

tMO 

10,N>4 

NoTB.— Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  emplovee 
injared  from  performing  his  accustomed  service  for  more  than  three  days,  in  the  aggregate,  aunng 
the  ten  days  Immediately  following  the  accident  are  not  reported. 


The  most  prominent  items  in  the  foregoing  table  show  a  gratifying 
falling  off,  both  from  the  figures  of  the  preceding  quarter  (Bulletin 
No.  10)  and  from  those  of  this  quarter  a  year  ago  (Bulletin  No.  7), 
though,  of  course,  it  is  only  in  making  such  a  comparison  that  any 
gratification  can  be  found  in  a  record  of  deaths  averaging  10  persons 
a  day.  The  number  of  employees  killed  by  falling  off  cars,  etc.  (143), 
is  32  per  cent  less  than  the  record  in  Bulletin  No.  10.  This,  very 
likely,  may  be  due  to  the  increased  use  of  air  brakes  on  freight  trains, 
diminishing  the  necessity  for  the  men  in  charge  of  such  trains  to  ride 
on  the  tops  of  box  cars.  It  seems  hardly  likely  that  it  is  due  to  a 
difference  in  weather  r.onditions,  for  January,  February,  and  March 
probably  were,  as  a  whole,  much  colder  and  more  icy  than  the  last 
throe  months  of  1903.  This  diminution  in  the  figures  as  a  whole  is 
made  in  spite  of  a  record  of  passengers  killed  in  one  class — collisions — 
which  is  large.  Of  the  33  fatalities  in  this  class,  18  arc  chargeable  to 
one  collision  (No.  18  in  Class  A). 

The  total  number  of  collisions  and  derailments  was  2,799  (1,(>59 
collisions  and  1,14:0  derailments),  of  which  294  collisions  and  144 
derailments  affected  passenger  tmins.  The  damage  to  cars,  engines, 
and  roadway  by  these  accidents  amounted  to92,256,477.  Given  more 
in  detail,  these  facts  appear  as  below: 

Tablk  No.  2. — CoUmoiis  ami  derailments. 


Collisions,  rear 

(>)lliKion.s,  buttinR 

ColliMions,  traiiiM  M.*i>amtiiiK 

Collisioua,  miscellancouh 

Total..... 

Derailments  due  to  defootfl  of  roadway,  etc 

Demilments  due  to  defci'Ls  of  equipment 

Derail  men  tH  due  to  negli^enee  of  tminmen,  signalmen,  etc 

Demilments  due  to  unforsicon  otiNtruetion,  etc 

Derailmcntfl  due  tomalicioux  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 


Num- 
ber. 


52G 
217 

678 


l.CVJ 


22-2 

74 

»3 

9 

212 


1,140 


2. 79y 


Loos. 


Persons  '  Persons 
killed.   I  injured. 


1636,056 
390,213 
102,038 
334,506 


1,362,813 


40 

•■WT 

56 

.M6 

1 

% 

35 

A^ 

132 

I,r4;7 

172,900 

411,625 

80.423 

82, 148 

11,964 

134,604 


893,664 


2,256,477 


11 

10 

9 

15 


17 


62 


IW 


217 
lit 

(A 
110 

23 
161 


7W 


2.371 


Note.— Collisions  and  demilments  which  cause  no  death  or  x)erHOual  injury  and  which  caiii«c  not 
over  SlfiO  damiige  to  the  properly  of  the  niilnuid  are  not  rejwrted. 

Following  is  the  usual  list  of  Class  A  tmin  accidents — all  in  which 
the  damage  is  reported  at  ^10,000  or  over,  notable  cases  in  which  pa.**- 
sengers  are  killed,  and  those  doing  damage  less  than  $10,000  and  down 
to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of  particular 
interest: 


Causes  of  twenty-six  prominent  train  accident*  ( Ctass  A). 

fN'tJTB.— R.  Ktands  for  rear  coUiidon;  B..  battine  coUision;  M.,  misceUaneoiu  colIUioii!*;  !»..  derail- 
ment; P.,  passenger  train;  F.,  freight  and  miscellaneous  trains.] 

COLUSION8. 


No.  Clajw. 


h 


19 


1  B 

2  B 

3  B 

B 


B 


fi       B 

7  B 

8  B 


B 


lu       B 


11        B 


12  ,     R 
IH       R 


14       B 


ir>      M 


K'.       B 


17       B 


IS       B 


Kind  of  train. 


F.andF.. 
F.andF.. 
F.and  F.. 

P.  and  F... 

F.and  F... 

P.  and  P.. 
F.and  F.. 
F.  and  F. . 

P.  and  F.. 

F.and  F.. 
F.andF.. 


P.  and  P. 
F.  and  F. 


P.  and  P. 


P.  and  F. 


P. and  F. 


P.  and  F. 
P.  and  F. 


20      R      P.andP... 


Total 


1 

0 
1 
0 


3 

0 

16 


0 

4 

0 

14 

0 

3 

1 

0 

1 

2 

1 

8 

2 

1 

0 
0 

11 
4 

2 

8 

3 

3 

5 

8 

0 

9 

18 

37 

0 

U 

4 

9 

38 

157 

19,000 
20,500 

27,180 
29,400 

211,477 


Damage  to  en- 
gines, cars,  and 
roadway. 

Reference    to 
record. 

12,300 

59 

2,400 

55 

3,1G0 

15 

3,  GOO 

51, 

3.900 

40 

4,941 

52 

5,000 

14 

5,900 

41 

7.296 

11 

7.400 

57 

8,730 

60 

10,242 
10,400 

2 
7 

12, 520 

33 

14,500 

30 

17,100 

53 

13 
8 

61 
1 


Caoae. 


Dispatcher  (experienced,  and  with  good  record) 
overlooked  orden*;  hi»  age  32  years. 

Engineman  (who  wiw  kille<1)  fell  asleep  3  or  4  min- 
utes before  reaching  meeting  point. 

Sixteen  employees,  who  were  mimed,  were  riding 
in  caboose,  which  was  the  leading  car  of  a  work 
train  moving  westward;  engineman  of  eastbound 
passenger  train  misread  name  of  station  in  order. 

Wrong  signal  given;  back  wire  of  signal  had  been 
frozen  and  was  dLtwonnected;  front  wire  probably 
pinned  down  by  a  piece  of  iron  dropped  from  a 
train. 

Butting  collision  of  extra  freight  trains;  dispatcher 
failed  to  make  meeting  point;  his  experience  13 
months  as  dLnpatcher,  12  years  as  operator. 

Conductor  neglected  to  deliver  meeting  order  to 
engineman. 

Operator,  8  months'  experience,  failed  to  deliver 
order. 

Flagman,  who  had  been  ordered  to  hold  one  of  the 
trains,  went  into  caboose  to  get  red  light;  sat  down 
to  warm  himself  and  dry  his  clothes;  fell  asleep; 
had  been  on  dutv  16^  hours. 

Engineman  and  fireman  of  empty  engine  misread 
telegraphic  order;  engineman  In  handing  order  to 
fireman  told  him  whait  it  read,  but  did  not  tell  him 
correctly;  order  read  "2d  No.  1;"  these  men  read 
it  No.  1. 

Oi)erator  failed  to  notify  southbound  train  that  a 
northbound  train,  first  section,  had  brought  to  that 
point  signals  for  a  second  section. 

Operator  signed  conductor's  name  to  order,  but  then 
failed  to  deliver  it;  expected  conductor  to  come 
into  office  for  clearance  card,  but  conductor  ne- 
glected this  duty;  both  experienced  men. 

Collision  within  yard  limits;  fogg>';  failure  to  flag. 

Air  brakes  frozen  and  would  not  work;  conductor 
and  brakcman  in  caboose  did  not  hear  whistle  sig- 
nal for  hand  brakes. 

Misplaced  switch  (10  p.  m.);  brakeman.  for  some 
unaccountable  reason,  turned  switch  in  face  of 
train. 

Passenger  train  ran  past  station;  in  setting  back,  ran 
over  a  switch,  which  had  meantime  been  turned, 
and  cnished  caboose  of  freight  train  on  side  track; 
3  itassengers  in  caboose  killed;  freight  brakeman, 
in  charge  of  switch,  22  years  old;  on  duty  14  hours 
58  minutes. 

Engineman  of  north-bound  train  neglected  to  exam- 
ine register,  and  so  was  ignorant  of  nonarrival  of 
south-ijound  train;  proceede<l  and  collided  with  it 
at  30  m  iles  an  hour.  Eng^eman  depended  on  con- 
ductorto  clieck8«)uth-bound  train,  out  conductor 
failed  to  check  correctly. 

North-bound  passenger  ordered  to  wait  for  4  south- 
bound freights;  waited  only  for  3;  operator  also  at 
fault  for  clearing  signal. 

Occurred  1  a.  m.;  passenger  train  passed  a  meeting 
sttition  without  stopping;  conductor  and  engine- 
man  did  not  correctly  identify  freight  met  at 
station. 

Passenger  train  entered  siding  at  night  at  high 
speed;  mispltu*ed  switch;  some  evidence  that  it  had 
been  maliciously  misplaced. 

Foremost  train  standing  at  water  tank;  second  train 
following  too  closely;  furious  snowstorm  and  wind, 
and  very  low  temperature. 
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Cauitea  of  iweniy-mx  prominent  train  acridenta  ( ClatM  A  ) — Continue<l. 

DERAILMENTS. 


No. 


ClasN.  Kind  of  train. 


1 
2 
3 


6 


Total 

Total     coIlisionB 

and     derall- 

mentii. 


1 


0 
0 
0 


0 
0 

0 
88 


1 

■r-» 


7  $10,300 


0 
0 


0 
0 

7 
164 


Caiifie. 


11.901 


14.121 
23,260 

81,482 
292,959  , 


Unkno.vn. 

Broken  wheel. 

On  U  per  cent  grade;  air  brakes  failed;  extremilr 

cold  weather;  uacking  leather  in  air-brake  cyliti- 

ders  frozen,  allowing  air  to  leaV  out;  engineman. 

34    years'    experience,  failed    to  call  for    band 

brakes  in  season. 
Broken  flange;  wheel  cast-iron,  33  inches.  600  pounds, 

made  in  1893;  chill  was  too  deep  and  wheel  was 

not  bored  true. 
Track  distorted  by  solar  heat. 
Misplaced  switch;  wreck  burned  by  fire  starting  in 

oil  which  ran  out  of  the  tender. 


Only  one  accident  in  this  list  rises  to  the  magnitude  of  the  seven 
cases  which  made  such  an  appalling  exhibit  in  Bulletin  No.  10;  that 
one  is  collision  No.  18,  a  butting  collision,  in  which  18  passengers 
were  killed.  The  circumstances  of  this  case  are  typical  of  those  fea- 
tures of  train  management  which  give  rise  to  the  charge,  often  repeated 
in  various  public  prints,  that  American  railroad  management  is  reck- 
less.  The  men  in  charge  of  the  passenger  train  in  this  case  had  posi- 
tive written  orders  to  look  out  for  (and  meet)  a  freight  train,  with  an 
engine  of  a  certain  number,  at  a  certain  place.  This  order  was  deliv- 
ered to  and  read  by  l)oth  the  conductor  and  the  engineman.  The  freight 
train  had  not  reached  the  appointed  meeting  place,  and  the  only  thing  to 
be  done  l)y  the  men  in  charge  of  the  passenger  ti'ain — the  regular  and 
usual  thing — was  to  stop  their  train  and  >vait  until  the  freight  train 
should  arrive.  But  another  freight  train  was  there  on  the  side  track, 
and  it  was  aasumed  that  that  was  the  one-  specified  in  the  meeting 
order.  The  conductc»r,  apparent!}',  made  no  effort  to  identify  the 
freight  engine,  trusting  that  his  engineman  would  do  so;  and  the 
engineman,  evidently,  was  willing  to  take  the  risk  of  passing  on  (at 
full  speed,  no  stop  being  required  at  that  station  for  leaving  or  taking 
passengers),  knowing  that  if  his  assumption  proved  wrong  he  would 
in  all  probability  cause  much  damage  to  property,  if  not  great  loss  of 
life.     In  point  of  fact,  he  caused  both. 

The  other  cases  in  the  list  which  are  most  prominent,  on  account  of 
being  fatal  to  passengers,  are  collisions  15  and  20.  The  last  nameel 
appears  to  have  been  occasioned  by  the.ver^'  severe  weather  which 
prevailed  in  January.  Two  other  accidents,  both  costly,  were  due,  in 
pirt,  to  the  unusuall}^  low  temperature  which  was  so  widespread  in 
that  montli — collision  No.  13  and  derailment  No.  3.     A  brake  failure 


due  to  freezing  of  packing  leather  hoA  never  before  appeared  in  these 
records. 

Mi^sconduct  or  negligence  of  telegraph  operatorH  in  given  tiH  the 
chief  or  principal  cause  of  4  collisionn  coHting  $40,180  in  damage 
to  cars  and  engines  and  the  loss  of  3  lives.  These  are  Nos.  7,  10,  11, 
and  17.  One  operator  failed  to  deliver  an  order;  one  failed  to  give  an 
oral  notice,  or  notice  by  flag  or  signal,  and  one  signed  a  conductor's 
name  to  an  order  without  having  been  au^orized  to  do  so;  and  in  the 
fourth  case,  although  the  conductor  and  engineman  were  primarily  to 
blame,  the  wrongful  clearing  of  a  train-order  signal  by  the  operator 
was  the  final  act  which  made  the  collision  possible.  Two  collisions, 
Kos.  1  and  5,  were  due  to  mistakes  of  dispat<*hers— and  dispatchers 
are  presumed  to  be  men  who  have  made  good  records  as  operators. 

Collision  No.  9  is  notable  as  being  the  fourth  case  recorded  recently 
as  due  to  precisely  the  same  error  in  reading  a  written  order— the 
overlooking  of  '*2d,*'  or  "Second."  Two  such  cases  appeared  in 
Bulletin  No.  8,  add  a  third  in  Bulletin  No.  1).  This  would  seem  to 
point,  obviously,  to  the  need  of  a  change  in  the  scheme  of  numbering 
or  naming  trains,  or  in  writing  the  numbers  or  names  in  dispatcher\s 
orders.  Collision  No.  3  was  also  due  to  misreading,  no  explanation 
being  given  except  that  the  name  which  was  written  and  the  name 
which  the  reader  assumed  both  begin  with  "St". 

Tablx  No.  3. — DeUxiU  of  Table  1 — CcMgeM  of  accidenU  to  employees  in  cwipling  and 

uncoupling  can. 


8ub> 
clajB. 


3 

4 

5 
6 
7 

8 

9 
10 
U 
12 
K 
14 
15 
16 
17 

18 

19 
20 
21 


Sticking  of  parte  (bent  ptns,  etc.)  prarentinir  quick 
work 


Holding  up  pin  by  lutnd  (presumably  made  necea- 
lary  by  aeiective  uncoupling  mechaniiim ) . 


Other  cauaea,  anparently  due  to  defective  uncoup- 
ling mechan  utn 

Defective  draft  gear,  with  automatic  coupler 

Coupling  to  an  engine  or  tender 

Same  (with  link-and-pin  coupler) 

Couiding  on  inside  of  sharp  curve 

Fool  caught  in  or  between  couplers  while  adjimtlng 
coupler. 

Slipped,  usually  on  ice  or  snow 

Foot  caught  in  frog,  gUArd  rail,  or  switch 

Gauffht  try  orerhanglng  load  (on  platform  car) 

Enmiged  in  opemtions  prei'iBEkinary  to  coupling  . . . . 

While  coupling  safety  chains 

Unk-and-pin  coupler 

Link  and  pin,  with  automatic ■ 

Oonpling  oamaged  cars  (presumably  an  unavoid- 


Unooupling  without  using  lever  (presumably  by 
reason  ofdefective  uncoupling  mechanism) 


Uncoupling,  other  causes 

Miscellaneous 

Not  clearly  explained. 


Ty>tal 


Train- 
men. 


s 


1 

8 
4 


16 


1 

"a 


7 

20 

2 
1 

13 
1 
7 

7 

14 
8 

4 

2 

13 


8 
2 

14 

9 
84 
46 
18 


214 


Trainmen 
in  yards. 


14 


I 
1 


1 

2 

•  •  < 

1 
6 


18 


10 

14 

1 


11 
2 
6 

8 
18 
2 
1 
1 
24 
2 
2 


11 

10 
86 
87 
16 


210 


Yard 
trainmen  r»»K«-  «» 

crews). 


■S 


7 
4 

1 

•  •  « 

6 
1 


2 

11 


36 


a 
a 


IB 

89 

1 
3 

14 
1 

29 

20 
2.'> 
A 
2 
8 
48 
4 
6 
6 

14 

19 
68 
78 
82 


•8 
S 


414 


I 


4 

i 


8 


1 

2 

4 
1 


19 


b- 

C^ 

^."^."; 

r™ 

.„, 

,ni;s™ 

Pl 

yas: 

1 

1 

s 

1 

I 

6 

10 

Peiu™  ™l^l  box  «r  by  ««^n  of- 

IT 
98 

as 

1 

«i  > 

(1   >    1 

s 

Deranmonl,  collWon.  or  iii.^k'  rtiiu  U>  Bbiior- 
m>1  movemeuu  of  wn,  olher  lb«i>  IhcM:  In 

sL' 

Fell  [rom— 

1 

' 

Englnw.  lenden,  or  can.  (Idi  kiKdii)  not  In 

1 

TO 

,f, 

30 
18& 

" 

IS 

» 

1 

3 

13 

, 

Full  from  cnfilnM  or  pimi  by  reason  ot  dcIwUve 

' 

* 

TT 

BX3 

v> 

[PUBLH'— No.    171.] 

irrlvTK  cnai^tod  <i>  liitPtslnlc  romn 

'»oflhe  Unileil  faalen  of  Am: 
,  ,.        ■al  manajter,  Buperintemli'll  , 

other  proper  officer  of  every  common  carrier  engaged  in  interabite  commerce  hy  rail- 
road to  make  to  ttie  Interstate  Commerce  CoinmiBsinn,  at  its  office  in  Woehin^ii, 
DigtrictofColmnbia,  a  monthly  report,  under  oath,  of  allcolh)ii<inHof  traineorwhfn' 
any  train  or  i>art  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  vhich 
may  occur  to  i(a  paHsenKere  or  employeee  while  in  theeervuTof  such  common  lami'r 
Bn<l  actually  on  duty,  which  report  shall  state  the  nature  anil  causea  thereof,  aurl  the 
circumstances  connected  therewith. 

Sbc  2.  That  any  common  carrier  failing  lo  make  such  report  wilhin  tldrty  days 
after  the  end  of  any  month  shall  be  deemed  Riillty  of  a  migdeineanor  and,  ujion  i-un- 
viction  thereof  byacourtof  comiietentiuriHiliction,  ahallbepuniHhedliy  a  fine  of  not 
more  than  one  hundred  dollara  tor  eacn  and  every  offense  and  for  every  day  during 
which  it  shall  fail  to  make  such  report  after  the  time  herein  Bi>ecified  for  making  the 

Sec.  3.  That  neither  siud  report  nor  any  part  thereof  shall  be  admitted  as  evidenoi' 
or  luted  for  any  purpose  against  such  railroad  so  malting  Riich  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  Mtid  report. 

Sec.  4.  That  the  Interstate  Commerce  Commixsion  is  authorize<l  to  prescribe  d'T 
auch  common  carriere  B  method  and  form  for  making  the  reports  in  Uie  forq^ing 
section  pravide<l. 

Approved,  March  3,  ISOl. 


Each  accident  bolletm  contaiiw  tables 

ployees  killed  and  injoicd,  and  these  fipire§ 

(see  Table  No.  1) ;  «l«o  table  ehovin^  ««t  d  the  dlZemz  riMOsa  »A 

dents.    The  causes  of  aoddentB  tu  eoiplojces  in  conpLisc  «>i  ti2»:i7c^  -zz^  ATfi  in 

falling  from  care,  etc,  aic  further  dasBfied  in  Tables  Xcl  3  aEr!  X*^  -L     E»:ii  '^il- 

letin  is  for  three  mootha,  and  Xo.  1  was  Iw  the  qoartcr  c&iirq;  S?^Orcil*rr  .!>  ■. :  -•  •:. 

The  balletin  for  the  qoarter  ending  June  ^Oefmtains,  in  aii  ::t>^  :•  ti:'»>  -^-saru^Ir 

gtatifltJCB,  tables  showing  the  aame  miomatian  Sor  the  v!>A«r  4  iTAt  fr^al  jear 

ending  on  that  date 

Balletin  No.  1  contains  brief  noCes  on  the  most  seriooi  ei.IIL*:.  z*  :n  rhat  -^-arUT.  57 
pasBengers  having  been  killed.  There  are  notes  on  the  caaftf«  <^  oj^p  ^  ^^r-i-frr.L*, 
explanatory  of  Table  No.  X  Table  No.  4  is  eoppkxi;eQ>«i  ^v  -di:.:  ju-  imCc^.  In 
this  qoarter  special  mentioa  was  mavle  of  130  canBita«r^  4  k:.:e*i  1:%  :r.J  ir^l 
<Iue  to  operating  trains  in  which  air  brakes  were  osei  on  ••r.lT  a  j^rt2->r.  of  tl^ 
carp;  and  the  danger  of  running  tiains  partialiT  air-btakir^l  i*  n  zi.uji^rAi^i  ^•^^^ 

Balletin  No.  2  contains  a  detailed  list  showing  the  crjht  ao>!  raxwf«  of  ih«f  27  uv^ 
Herioos  batting  collisions  in  that  qoarter.  In  thesv  er>i:L>:«>o  70  i*rr>tfTj^  were 
kille<l  and  2^  were  injored,  and  the  damage  U>  car*,  tujdm^,  an^l  rroflvar 
amounted  to  ^306,511.  The  incompleteneai  of  the  «taten«e&:i-  of  cracs^F--.  as  ^♦'Ot 
in  by  the  railroails,  is  commented  on. 

BuIMin  No.  3  contains  a  list  amilar  to  that  jaei  mentioned,  bat  ^hovin-^  rear  instra*! 
of  butting  oollidona.  As  in  the  first  li«t,  only  the  mot  s^-rv*'!;*  af-ii'I^-nb*  are 
consi<lered;  and  of  these  there  were  41,  owting  f  160,247.  The  nan.1 4fr  of  \^r^»Bs 
ktllefl  was  43,  and  of  injored  255. 

Bulletin  No.  4  contains  a  third  list  of  collisioos,  thi:*  one  incln<ling  all  cUuve^:  I ''it  it 
inclades  only  a  few  in  which  the  damage  was  lew  than  $5,iX«).  The  t«>tal>  of 
this  list  are:  Killed,  30;  injored,  187;  cost,  |228,5(^.  CoIli.«>ionj>  ocu-arrini;  wliere 
the  trainmen  had  worked  very  long  hoars  are  commented  on.  In  thi«  l»iiIWtin 
a  table  is  givoi  showing  the  deaths  and  iiijories  doe  to  train«  f«rtin;r.  The 
aggregate  of  damage  shown  in  this  table  is  $492,7^1;  persons  kille«i,  14;  injurvil, 
386.  The  table  shows  that  nearly  all  of  the  ooapler  failures  which  re?ulte<l  in  a 
aiUision  or  derailment  were  reported  as  doe  to  **  cause  unknown." 

Bulletin  No.  5  contains  a  table  of  the  most  serioos  train  accidents  in  the  quarter. 
Derailments  as  well  as  coUiaons  are  incloded.  The  caus^fs  of  a  few  of  the  a^vi- 
dents  are  set  forth  in  some  detail.  A  table  is  given  in  tbi^i  bulk'tin  ^howiii:;  the 
canse  (as  reported)  of  each  ooapling  accident  in  the  quarter.    The  table  fills  12 


Balletin  No.  6  oontuns  a  list  of  the  34  most  serious  accidents  in  the  quarter.  One  of 
tlicse  was  a  rear  coUidon,  killing  27  pasBengeis.  There  is  also  a  table  giving 
notes  on  the  causes  of  the  16  rear  collisions  which  occurred  in  thi.<<  quarter  on 
railroads  where  the  block  system  is  in  use.  Comment  is  made  on  the  large 
increase  in  the  number  of  accidents  to  men  in  coupling,  as  compared  with  pre- 
vious quarters. 

Bulletin  No.  7  contains  the  nsnal  list  of  the  most  serious  accidents  {Cias$  A),  In 
collisions  46  passengers  were  killed,  and  the  balletin  gives  in  detail  the  causes  of 
a  rear  collision  in  w^hich  23  persons  were  killed.  A  note  is  also  given  on  the 
canse  of  a  rear  collision  due  to  the  inadequacy  of  the  time-interval  rule. 


10 

Bulletin  No.  8  contains  the  usual  statistics,  including  annual  statistics  to  June  30, 
1903,  and  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of  these 
collisions  a  conductor  gave  a  hand-signal  to  stop,  which  was  taken  by  tlie 
engineman  to  mean  go-ahead.  In  another  cajse  the  men  in  chai^  of  a  train 
read  "No.  2"  when  the  order  was  written  ** second  No.  2."  This  bulletin  con- 
tains a  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude,  whi(*h 
were  caused  by  mistakes  in  connection  with  time-tables  or  telegraphic  orders. 

Bulletin  No.  9  records  two  collisions  in  which  44  persons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  the  other  to' gross  negligence  of  an 
engineman,  who  failed  to  keep  the  air-brakes  in  working  onler.  Reference  in 
made  to  the  derailment  of  four  fast  mail  trains  by  reason  of  reckless  speed. 

Bulletin  No.  10  records  the  death  of  147  passengers  in  collisions  and  derailments^ — 
more  than  three  times  the  average  number  killed  during  the  nine  preceding 
quarters.  One  derailment,  due  to  an  accidental  obstruction,  killed  65  passengers, 
and  six  other  at-cidenta  caused  106  deaths.  The  causes  of  the  derailment  men- 
tioned and  four  of  the  worst  collisions  are  explained  at  length. 
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Accident  Bulletin  No.  12. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES, 


DCRINQ   THE 


THREE  MONTHS  ENDING  JUNE  30,  1904. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April,  May,  and  June,  1904,  as  shown  in  reports  made  by  the  rail- 
road companies  to  the  Interstate  Commerce  Commission,  under  the 
^'accident  law"  of  March  3,  1901,  was  167  and  of  injured  2,378. 
Accidents  of  other  kinds,  including  those  sustained  by  employees  while 
at  work  and  by  passengers  in  getting  on  or  off  the  cars,  etc.,  bring  the 
total  number  of  casualties  up  to  12,095  (677  killed  and  11,418  injured). 
These  accidents  are  classified  in  the  following  table.  These  reports 
deal  only  with  (a)  passengers  and  (5)  employees  on  duty. 

Table  No.  1. — CasuaUies  to  persons — Aprilf  May,  and  June,  1904' 


i 

Passen- 
gers. 

Trainmen. 

Trainmen 

in 

yards. 

Yard 
trainmen 
(switch- 
ing 

crews). 

oth 
pl< 

i 

in 

er  em- 
)yee8. 

Total  em- 
ployees. 

i 

s 

10 

12 

1 

1 

o 

-i 

u 

89 
44 

18 

1 

—^ 
i< 

7 
2 

? 

t 

a 

i 

t 

1 

i 

i 

•i-i 
C 
1^ 

CoiliidoiiA 

761 
343 

30 

309 

234 

214 

114 

47 

65 

6 

4Q 

66 
55 

11 

68 
55 

21 

538 

Derailments 

6         49       S 

385 

MiseellaneouA  train  accidents 
(excluding   the   above),  in- 
cluding loi'omotive  boiler  ex- 
plcHsiona 

1 
1  '      31 

•  •  •  • 

9fl\ 

11 

16 

Total  train  accidents 

23 

1,184 

101 

757 

226 

13 

23 

129 

19 

132 

144 

1,244 

foupling  and  uncoupling 

17 

221 

in9 

;«.s 

3 

21 
476 

4 

276 
2,592 

00           74A 

While  doing  other  work  about 
trains    or    while    attending 
switches 

7 

11 

63 
20 

1,103 

H7 

?21 
99 

7        449 

1 
8       4'» 

9 

1 

19 
186 

81 

16 

133 
236 

2,450 
271 

Coming  in  contact  with  over- 
head  bridges,  structures  at 
Mde  of  track,  etc 

2 

29 
3 

34 

11 

331 

386 

3 

20 
13 

55 

448 
70 

1 

31 
17 

65 

574 
65 

Falling  from  cars  or  engines  or 

while  getting  on  or  off 

Other  causes 

2,019 
2,826 

«  212 

218 
237 

Total  (other  than  train 
accidents) 

728 

llfl 

2,291 

58   1-191 

82 
95 

1.461 

3.369 

476 

69 

Total,  all  classes 

57 

1,862     'il9 

S,048 

1,417 

1,690 

3.501 

620     a  •'»^ 

Norm. — Aceideots  to  employees  resulting  In  slight  injuries  which  do  not  prevent  the  emplo/ee 
inJORd  from  performing  his  accustomed  wrvice  for  more  than  three  days,  in  the  aggregate,  aurlng 
the  t/sa.  dayv  immediately  following  the  accident  are  not  reported. 


In  train  accidents,  the  total  number  of  killed,  both  of  passengers 
and  of  employees,  is  less  than  in  the  corresponding  quarter  of  the 
preceding  year;  and  the  same  is  true  of  employees  both  in  train  acci- 
dents and  in  other  classes.  The  reduction  in  the  passenger  death 
list  is  gratifying,  but  the  yearly  tables,  given  on  a  subsequent  page, 
show,  unfortunately,  a  large  increase  which  completely  neutralizes  the 
decrease  for  the  quarter. 

The  total  number  of  collisions  and  derailments  was  2,418  (1,180  col- 
lisions and  1,238  derailments),  of  which  176  collisions  and  144  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,015,252.  Given  more  in 
detail,  these  facts  appear  as  below: 

Table  No.  2. — Collisions  and  derailments. 


Collisions,  rear 

Collislonsi,  butting 

Collisions,  trains  separating 
ColliBions,  miscellaneous  . . . 


Total 


Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc. 

Derailments  due  to  unforeseen  obstruction,  etc 

Derailments  due  to  malicious  obstruction  of  traclc,  etc 

Derailments  due  to  miscellaneous  causes 


Total, 


Total,  collisions  and  derailments 


Num- 
ber. 


235 
136 
212 
597 


1,180 


234 

585 
58 
71 
62 

228 


1.238 


2,418 


Loss. 

Persons 
killed. 

$196,322 

321,588 

97,815 

256,712 

14 

39 

9 

16 

872,437 

78 

161,114 
551,221 

47.249 
111,966 

13,613 
257,652 


1,142,815 


2,015,252 


5 
11 

7 

15 
12 
17 


67 


145 


Persons 
injured. 


276 
652 
102 
369 


1.299 


208 

146 

42 

94 

67 

171 


728 


2,027 


Note.— Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  caaso  not 
over  3150  damage  to  the  property  of  the  railroad  are  not  reported. 

Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which  pas- 
sengers are  killed,  and  those  doing  damage  less  than  $10,000  and  down 
to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of  particular 
interest. 

Causes  of  twenty -se ten  prominent  train  accidents  ( Class  A) . 

[NoTK.— R.  htands  for  rear  collision;  B..  butting  collision:  M.,  miscellaneous  collisions:  D.,  derail- 
ment; P.,  ptuuscnger  train;  F.,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


No.  Clajis.;  Kind  of  train. 

I  I 


B. 


B. 


F.  and  F, 


P.  and  P. 


• 

• 

V 

'Z 

e 

^^ 

p 

•mm 

1 

2 

0 

51 

32 


25 


Causes. 


Collision  between  freight  and  work  trains:  work 
train  pushing  car  ahead  of  engine:  dispatcher, 
twenty-seven  years*  experience,  overlooked  east- 
bound  extra  when  giving  orders  to  west-bound. 

South-bound  train  waiting  on  sidetrack  as  north- 
bound train  approached;  a  train  porter,  of  three 
months'  experience.  t>ecame  unaccountably  con- 
fu.sed  and  threw  switch  for  sidetrack.  Injuries 
slight. 


Catues  of  twenty-seven  prominent  train  accidtnt»  ( CUu$  A )  — Continoed. 

COLLISIOXS—Contlniied. 


No.  Cl&ai. 


8  i    B. 


R. 


7 
8 

9 

10 

11 

12 

13 
14 

15 

16 
17 


18 


B. 
B. 

B. 

B. 

M. 


B. 


Kind  of  train. 


1 
i4 


F.  and  F. 


F.  andF —     0 


R.       P.  and  P.-..'    3 


P.  and  P. 

F.  and  F., 
P.  andF. 

P.  andF. 

P.  and  P. 

P.  and  F. 


-I 


I 

I 
B.    '  F.and  F 

B.      P.  andF.... 


P.  and  F., 


3 
2 


0 
0 


B.      F.  and  F, 


B.      F.and  F....     1 
B.    ■  F.andF....'    1 


B.    I  F.  and  F. . 


0 
2 


Total ■  16 


•8 


1 

21 

10 

3 
24 

17 


3 


♦-  S  >» 

gbec 


-1 


OS 


$2,175  ;      68 


2,200 
2,700 


3,025 
4,100 

6,430 

8,691 

9,500  ' 


3     13,000 


13,400 


5  i  15,000 


1  I  15,C0J 


20,000 


25  '  20,000 


8 


21,575 


206    162,460 


23 
1 


2,754         48 


57 
4 

52 

63 

11 

29 

9 
8 

59 


49 
6 


Camea. 


28 


Conductor  and  eDslneman  of  ixtra  train  orerlooked 
the  fact  that  th«  time  of  regular  train  had  been 
changed  by  new  time-table  iwued  that  day. 

Bloelc-iagnal  operator  (experienced ;  gave  clear  tAg- 
nal  when  block  nection  was  not  clear. 

Engineman  (experienced;  ran  past  three  antomatlc 
stop  block  RignaL«;  idgnalit  were  6,410  feet.  3.S30  feet, 
ana  1,330  feet  back  from  point  of  collision;  flagman 
also  back  1.000  feet. 

Conductor  of  train  No.  1  examined  register  and  failed 
to  note  that  train  No.  2  liad  not  arrived. 

Operator  failed  to  deliver  meeting  order. 

Conductor  and  engineman.  who  had  been  on  their 
trip  only  15  minutes,  OTerlor>ked  meeting  f/rder. 

Engineman  and  fireman  of  empty  engine  overlooked 
meeting  order. 

Conductor  and  engineman  (experienced  p  forgot 
meeting  order.    Injuries  of  pasnengen  Hlight. 

Cars  of  freight  train  left  standing  on  main  tnu'k 
while  switching  wan  being  done  on  side  tracks; 
engineman  of  freight  in  ser>ire  only  2  weeks. 

Mistake  of  dispatcher;  sent  conflicting  ord^Ts  when 
he  could  and  should  have  unt\  the  "duplicate 
form,"  sending  the  orders  to  the  two  trains  in  the 
same  words. 

East-bound  train  had  order  to  run  6  houn  20  min- 
utes late;  ran  6  hours  5  minuU^  late. 

Operator  (experienced)  reported  that  a  train  had 
not  pa.««»<.d,  when  in  fact  it  had,  thereby  leading  to 
the  dclivei^  to  another  train  of  an  order  which 

Engineman  (who  wa«  killed)  started  from  station. 

at  beginning  of  trip,  without  order  from  rtonductor 

and  without  going  to  dlspatcher'M  oflTice  for  ordern, 

as    required    by  nile.     Conductor,  being  in  the 

office  at  the  time,  was  left  behind. 
Block  pignalman  admitted  wcflt-lxHind  train  to  block 

section  occupied  by  an  eaMt'U>und  train. 
Freight,  waiting  on  a  sidetruck.  ordercrl  U)  meet  3 

trains,  was  started  out  after  2  trains  had  poi^mMl; 

conductor,  engineman,  and  flagman,  while  w»ilt- 

ing,  had  slept,  and  on  waking  assumed  that  3 

trains  had  parsed . 
Conductor  and  engineman   of   freight  overlooked 

meeting  point.    (Sec  further  note  In  text  Ijclow.) 


DERAILMENTS. 


D. 


D. 


3 

D. 

F 

4 

D. 

P 

6 

D. 

T 

6 

D. 

r 

0 

2 

0 

0 

0 

0 

0 

2 

0 

0 

0 

0 

10,000 
10,165 

11,127 
16,000 


19 


8,600  >      39 


18 
14 

15 
36 


Brake  beam  dropped  and  damaged  air  pipe;  air 
brakes  t>ecame  inoperative,  and  train  ran  away  on 
steep  jfrade.  Men  in  charge  iiad  not  complied  with 
the  rule  requiring  them  to  stop  and  inspect  cars 
before  descending  grade,  and  also  neglected  to  use 
hand  brakes,  in  lieu  of  retaining  valves,  to  partly 
control  speed. 

Air  brakes  on  one  car.  unknown  to  trainmen,  re- 
mained applied  and  heated  a  wheel,  causing  it  to 
break. 

Broken  wheel  flange. 

Defective  spindle  In  iwiti'h,  allowing  switch  to  be- 
come unfastened. 

Broken  wheel. 

Thirtv-four  cars  derailed,  of  which  28  were  wrecked. 
Believed  due  to  drawbar  pulled  out;  speed  of  train, 
45  miles  an  hour. 


6 

Causes  of  tweiity-seven  prominent  train  accidents  ( Class  A) — Continued. 

DERAILMENTS— Continued. 


No. 

Clasis. 

Kind  of  train. 

i 

l-H 

7 

1 
0 

t 

28 

6 
1 

Sg 

-il 

fl  o  S5 

Reference   to 
record. 

Causes. 

7 

D. 

D. 
D. 

P 

$25,797 

90,000 
39,000 

20 

67 
64 

Engineman  (who  was  killed)  overlooked  order  to 

8 

p 

reduce  Fpecd  on  entering  sidetrack  at  Rmall  station 
where  main  track  was  oDstnicted.    Engineman,  of 
30  years'  experience,  on  duty  4  honrx. 
Occurred  10  p.  m.;  washout  at   iron-pipe  culvert. 

9 

P 

caused  by  unusually  severe  local  storm. 
Derailment,  caused  bv broken  wheel  flange;  occurred 
on  bridge;  derailed  cars  knocked  down  2  spans  of 
bridge. 

Tota 

1 

8      S4  '1.V>.192 

al  collisions 
d  derailments 

28 

1         .  -I 

Tot 
an 

240 

317,  M2 

...... 

The  accident  most  fatal  to  passengers  in  this  record  was  a  derail- 
ment (No.  7  in  the  foregoing  table).  The  cause,  however,  was  one 
which  constantly  recurs  in  the  collision  record — forgetfulness  on  the 
part  of  an  engineman.  In  this  case  the  man  at  fault  was  killed.  The 
circumstances  show  the  weakness  and  insufficiency  of  the  requirement — 
ostensibly  a  safeguard — that  the  conductor  of  a  train,  equally  with  the 
engineman  (so  far  as  possible),  shall  guard  against  disaster.  This 
requirement  is  found  in  all  rule  books.  Theoretically,  the  conductor, 
in  this  case,  having  in  his  possession  a  copy  of  the  slow-order,  could 
have  had  his  mind  on  the  matter,  approaching  the  sidetrack,  and  his 
hand  on  the  emergency  brake  valve  with  which  every  car  is  equipped, 
and  thus  could  have  stopped  the  train  in  spite  of  the  cngineman's 
failure  to  act.  But,  practically,  this  safeguard  fails  in  a  large  per- 
centage of  the  emergencies  which- it  is  designed  to  provide  for.  The 
inadequacy  of  the  requirement  that  the  fireman  shall  be  an  assistant 
lookout  man  is  also  illustrated  in  this  case.  To  be  of  sufficient  value 
as  a  lookout  to  be  relied  upon  firemen  must  not  onl}'  be  intelligent  and 
experienced,  but  must  also  be  trained  in  lookout  duties. 

In  the  collision  record,  the  salient  feature  is  the  fact  that  three  cases 
occurred  on  block-signaled  lines.  Two  of  these  (Nos.  4  and  16)  for- 
tunately were  unattended  bj' fatalities;  but  the  third,  No.  5,  killed  three 
passengers.  This  case  is  somewhat  similar  to  a  notable  one  recorded 
in  Bulletin  No.  7  (January,  1903)  where  over  100  persons  were  killed 
or  injured  (23  deaths).  In  both  cases  the  automatic  block-signal  equip- 
ment of  the  road  was  complete  and  in  good  order. 

While,  as  in  these  cases,  the  block  system,  as  used  and  administered 
n  the  best-managed  railroads,  does  not  provide  against  extreme  reck- 

ssness  or  all  kinds  of  gross  negligence,  and  to  that  extent  falls  short 
lerfection,  the  roads  not  block  signaled  continue  to  fill  the  records 


with  costly  and  fatal  collisioi^  which  the  block  s^'stem  would 
andoabtedly  have  prevented.  Kos.  1  and  12  in  the  present  record 
were  due  to  errors  by  dispatchers — errors  in  work,  the  very  essence 
of  which  is  or  should  be  constant  watchfulness  against  errors.  !No.  8 
records  the  forgetfulness  of  a  conductor  and  an  engineman  whose 
minds  had  had  only  fifteen  minutes  in  which  to  lapse  from  their  sup- 
posedly normal  state  of  vigilance.  No.  17  shows  concurrent  reckle.»<?5- 
ness  on  the  part  of  three  meu^  or  inexplicable  dullness. 

In  No.  18  the  engineman  of  the  freight  (who  was  killed)  ^^tarted  out 
from  a  station  on  the  time  of  a  passenger  train  then  due  from  the 
opposite  direction.  Either  he  forgot  about  the  pa-^seuger  train  or 
assumed  that  a  switching  engine  which  had  passed  was  the  pas^engvrr 
train.  The  conductor  of  the  freight,  sitting  in  the  calwone,  heard  the 
switching  engine  pass,  bu€  took  no  pains  to  identify  it;  the  engineman 
having  started  the  train  immediately  afterwards,  the  conductor  then 
assumed  that  the  switching  engine  was  the  passenger  train. 

The  rest  of  the  collisions  in  the  table  are  no  less  worthy  of  atten- 
tion, for  they  show  costly  blunders,  which  would  be  startling  if  the^^ 
had  not  become  so  common. 


Table  Xo.  3. — Details  of  Table  1 — Came»  of  acddtnU  to  emjdtnfeeM  in  couplrtuj  and 

une&upling  can. 


Sub- 

Caiues. 

Train 
men. 

Train- 
men in 
yards. 

'     Yard      i 
trainmen  ^w», 
(hwiU;h-    ';\" 
ing       1  I*'* 

crews).   , 

1    .  1    ■? 

,5     t     1 

erMii- 
»yeeM. 

dUB. 

1 

i4 

■ 

3 

• 

!1 

1    » 

s 
*** 

1 

StiekiDg  of  parte  (bent  plDn,  etc.),  preyentinflr  qtiick 
M(ork  .. . 

15;   X 

10       1 

3  '     1 
1        4'.... 

9,     1 

i 
9  .... 

12  .... 

2  •.... 

2  1.... 
10     1 

1 

2  ' 

1 

11  1     1 
2       8 
2    .... 
1    

12 

1 

3 

8 

4 
5 
6 

Hoiding  iH>  pin  by  hund  (presmnably  mode  neces' 

1      sary  by  defective  uncoapling  mechanism) 

>  Other  cauaes,  apparently  uue  to  defective  uneoup- 
Mag  mechanism - 

'   22 

5 

( 

Defective  dra/t  gear,  with  automatic  coupler 

Coupling  to  an  engine  or  tender ' 

Same  (with  link-aud-pin  coupler) 

«*  «  •  ■ 

3 
8 
1 

•  •  »  • 

•  •  «  • 

i 

7 

Coupling  en  innide  of  sharp  curve ' 

Foot  caught  in  or  between  couplers  while  adjuNting 
coupler 

1 

t'    .... 

15    .... 

5  .... 

2  2 

6    

3    

22 
80 

8 

1 

9 

flipped,  ORualTy  on  Ice  or  snow 

14  1 

2 

10 

Foot  caught  in  frog,  guard  rail ,  or  switc-h 

7 

11 

Caoflribt  by  overhangjng  load  (on  platform  car) 

Load  shifted 

1 

2 
2 

1 

1. 

12 

[ 

13 
M 

Engaged  in  opeiationa  preliminary  to  coupling 

While  coupline  safety  cnains i 

4 

17 

3 

28 

1 

1 

0 

a    •    •    • 

1 


2 

2 

16 

LinkHind-pin  coupler i 

Link  and  pin,  with  automatic ! 

•  •  •  • 

3    

16 

2 

1 

13 

19 
53 
47 
22 

17 

18 

Coapling  damaged  care  (presnimably  an  unavoid-  | 
able  risk) i 

Uncoupling  without  uning  lever  (presumably  by  1 
reason  ofdefective  uncoupling  mechanism) 

Uncoupling,  other  causes ' 

3 

1 

12 
7 

1 

7 

8 
21 
26 
15 

4 

1 
1 
2 
2 

•  •  •  • 

1 

19 

39  ,    2 
43  '    2 
18       1 

.... 
1 
3 

5 

20 
21 

Miscellaneous i 

Not  clearly  explained 

3 
4 

17 

4 

2 

Total 

1 
ifi , 

221 

169 

25 

S35 

21 

1 

1 

8 

Table  No  4. — Details  of  Table  1 — Causes  of  ajcciderUs  to  employees  classified  ( OS  and  C7) 

ns  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
clai>s. 


C& 


1 
2 
8 
4 


C7 


6 
7 
8 
9 
10 

11 
12 

ri3 

14 
15 

16 

17 
118 


CaufiCfl. 


Fell  from  roof  of  box  car  by  reason  of~ 

Defect  In  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclass  3..: 

While  setting  brakes 

Fell  from— 

Coal  car * 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender .♦ 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in 

motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,^  guard  rail,  or  switch 


Total 


Train- 
men. 


M 


3 

5 


2 

12 


4 

29 

4 

1 


8 


63 


■2 


Trainmen 
in  yards. 


1 
a 
i4 


55 

28 

3 

7 

79 

2 

46 
63 
50 
88 
109 

28 

24 

131 

1 


721 


2 
1 


8 
6 


20 


0 


43 
13 


43 
3 

49 
27 
14 
45 
75 


15 
107 


448 


Yard 
trainmen 
(switch- 
ing 
crews). 


2 
4 

1 


1 

7 
5 
2 


1 
2 


1 


6 
1 
8 


73 
44 

5 

1 

82 

2 

28 
40 
23 
60 
110 

12 

26 

101 

2 


Other  em- 
ployees. 


•s 


2 

1 


S3 
SN     1       p^ 


1    , 

1  ; 
1 

5 
3 


81  I    574  ,  19 


1 

i 


19 
3 

8 

10 

8 

2 

34 

20 
22 
56 

48 


46 


276 


TEARLT  TABLES. 

This  bulletin  completes  the  publication  of  the  accident  records  under 
the  law  of  March  3,  1901,  for  three  years,  and  the  following  table  (A) 
gives  the  aggregate,  for  the  year  ending  June  30,  1904,  of  the  items 
which  are  given  in  Table  No.  1  of  the  quarterly  returns.  The  total 
number  of  casualties  shown  in  Table  A  is  55,180  (3,787  killed  and 
51,343  injured). 

These  totals  are  not  comparable  with  tliose  given  in  the  Commis- 
sion's Annual  Statistical  Reports,  for  the  reason  that  the  monthly 
reports  deal  only  with  accidents  to  passengers  and  employees  while 
actually  on  duty.  The  monthly  reports  take  no  account  of  accidents 
to  "other  persons."  These  appear  in  the  Annual  Reports,  and  include 
casualties  at  highway  crossings,  to  trespassers  and  persons  walking 
along  the  track,  accidents  to  employees  in  shops  remote  from  the 
railroad,  and  all  other  accidents  not  occurring  to  passengers  and  em- 
ployees actually  on  duty. 


Table  A. — Summary  ofcamalties  to  persona j  year  ending  June  SO,  1904. 


Paasen- 
gen. 


s 


roIIMou 

Derailments 

Miiicellaiieoas  train  accidents 
(excluding  the  above),  in 


ling 
looc 


'f< 


eluding    locomotive-boiler 


1G6 
103 


exploddns I    i 

Total  train  accidents  ...  270 


Ctrnpling  and  uncoupling 

Whfle  doing  other  work  about 
tniina  or  while  attending 
switches 

Coming  in  contact  with  over- 
hoid  bridges,  structures  at 
nae  of  track,  etc 

Falline  from  cars  or  engines, 
or  while  getting  on  or  off . . . 

Other  causes 


3.883 
1,422 


140 


Total  Mother  than  train 
accidents) 


Total,  all  classes 


116 
30 


150 


420 


4,945 


Trainmen. 


267 
229 


62 


Train- 
men in 
yards. 


Yard 
trainmen 
(switch- 
ing 
crews). 


"2 

U1 


2,077 
1,078 


980 


658 


33 

1,617 
1,582 


69 


51 


79 

291 
133 


3,132  !    623 


4,135 


51 
20 


15 


86 


926 


4,788 


620 

3,434 
559 


89 


48 


13 

131 
120 


10,32V  1401 


8,077  ,1,181  14,462    187 


I 


788 
196 


325 


UJ 


41 
20 


14 


1 

S3 
Q 


1,259  I  75 


895 


2,279 


111 


40 


260  I  13 

2.365  ,163 
412     86 


6,211  1413 


::^\ 


7,470   488 


295 
201 


165 


661 


1,638 


1,815 


286 

2,541 
398 


Other  em- 
ployees. 


•8 
3 


105 
16 


t 

3 
"-% 

C 


125 


9 


69 


11 

115 

882 


590 
264 


81 


Total  em- 
ployees. 


464 
285 


95 


935  :    844 


82 


1,779 


44 

1,031 
10,224 


6.578   1,086  ,13,160 


7,239   1,211    14,095 


278 


208 


116 

700 
1,221 


2,523 


3,367 


3.700 
1,789 


1,651 


6,990 


3,441 


10,661 


1,210 

9,371 
11,593 


36,276 


43,266 


In  Table  B,  following,  comparisons  may  be  made  of  the  totals  of 
the  principal  classes  of  casualties.  The  large  increase  of  64^  per  cent 
in  the  number  of  fatal  accidents  to  passengers  is  but  the  record  of  a 
condition  which  has  already  been  made  familiar  by  the  quarterly  bul- 
letins and  by  the  daily  newspapers  month  by  month.  In  the  first 
quarter  of  the  year  a  rear  collision  of  circus  trains  and  a  butting  col- 
lision of  a  passenger  train  and  a  freight  killed  22  each.  In  the  second 
quarter  one  collision  of  passenger  trains  caused  32  deaths,  another  18, 
and  a  third  16;  and  a  derailment  due  to  an  accidental  obstruction  on 
the  track  swelled  the  death  list  for  the  quarter  to  figures  far  beyond 
any  ever  before  recorded.  (This  quarter  also  shows  two  collisions  of 
work  trains,  killing,  together,  33  railroad  employees.)  In  the  third 
quarter  18  persons  were  killed  in  one  collision.  The  fourth  quarter, 
now  reported,  has  no  collisions  so  disastrous  as  those  here  recounted. 

As  the  Accident  Bulletins  are  issued  for  the  purpose  of  furnishing 
the  public  with  facts,  this  exhibit  of  the  dangers  of  railroad  travel — 
an  exhibit  which  the  most  conservative  must  agree  should  be  termed 
alarming — will  not  be  made  the  subject  of  comment  in  this  place;  but 
it  will  be  proper  to  o'bserve  that  each  succeeding  bulletin  adds  materi- 
^%  to  the  mass  of  evidence  going  to  enforce  the  observations  and 
recommendations  which  were  made  in  the  last  annual  report  of  the 
Commission. 
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Tablb  B. — Casualties  to  passengers  and  employees,  years  ending  June  SO. 


Famen^ers: 

In  train  accidents. 
Other  causes 


Total. 


Employees: 

In  train  accidents 

In  coupling  accidents 

Overhead  obstructions,  etc 

Falling  from  cars,  etc 

Other  causes 


Total 

Total  passengers  and  employees. 


19>4. 

1903. 

1902. 

Killed. 

Injured.  Killed. 

t 

Injured. 

Killed. 

Injured. 

270 
150 

'4,945 
3,132 

164 
157 

4,424 
2,549 

167 
136 

3,586 
2,503 

420 

8,077 

821 

6,973 

303 

6,089 

844 
278 
116 
700 
1,429 

6,990 
8.441 
1,210 
9,371 
22,254 

895 

258 

93 

678 

1,314 

6,440 

2,788 

992 

8,025 

20,750 

607 
148 
104 
537 
1,085 

5,046 
2,113 
l,or?o 
6,867 
18,615 

8,367 

48,266 

3.233 

39,004 

2,516 

33.711 

3,787 

51,343 

3,554 

45,977 

2,819 

39.800 

The  following  tablCvS,  C,  D,  and  E,  show,  respectively,  for  twelve 
months,  the  facts  which  appear  in  Tables  2,  3,  and  4  of  the  quarterly- 
returns: 

Table  C. — Collisions  and  derailments;  damage  to  cars,  engines,  and  roadway j  year  end- 
ing June  SO, 


Colllfilons,  rear 

ColIlHions,  butting 

Collisions,  trains  separating. 
Collisions,  miscellaneous  . . . 

Total 


Derailments  due  to  defect  of 
roadway,  etc 

Derailments  due  to  defect  of 
equipment 

Derailments  due  to  negli- 
gence of  trainmen,  signal- 
men, etc 

Derailments  due  to  unfore- 
seen obstruction,  etc 

Derailments  due  to  malicious 
obstruction  of  track,  etc  . . . 

Derailments  due  to  miscella- 
neous causes 


1904. 


1903. 


1902. 


Num- 
ber. 


Loss. 


1,736  !«1,683,020 

928     1,696,425 

1,024         491,666 

2.748     1,819,807 


6.436     5,190,918 


Perw)ns|  Persons  |  Num- 
killed.  I  injured.!    ber. 


866 
2,297 


833 


612,538 
1,953,392 


302,592 


336         402,417 


110 
918 


102,717 
818.508 


Total 4.85.')  '  4,192.159 


Total  eollLoions and  de- 
railments   


11,291  I  9,383,077 


195 

280 

2o 

130 


630 


388 


1,931 

2,728 

412 

2,012 


7,083 


Loss. 


Num- 
ber. 


Loss. 


6,167  95,615,746     5,042  $4.28S,6ft3 


33 

716 

821 

CO 

630 

• 

1,841 

41 

355 

297 

132 

416 

277 

19 

196 

71 

103 

848 

1,169 

636,718 


541 


443,706 


1,502,325  i  1,609     1,295,299 


230,907  ;      255 


317,4i56 

239 

157,290 

57 

1.136,535 

92C 

136,241 

546,478 

63.246 

874,753 


3.161  .    4,476     3,981,231  •  3.633     S,aS9.728 


1,018  '  10,244  10,643  i  9,596,977  8,675  7,645,406 
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Table  D. — Causes  of  accidents  to  employees  in  coupling  and  uncoupling  carSj  year  ending 

June  SO,  1904. 


Sub- 
class. 


Causes. 


Train- 
men. 


I 

2 
3 

4 

5 
G 
7 
8 

9 
10 
11 
12 
13 
14 
15 
16 
17 

IS 

19 
20 
21 


Sticking  of  parts  (bent  pins,  etc.)  preventing  quick 

work I 

HcMing  TO  pin  by  hand  (presumably  made  ikeces-  \ 

sary  by  defective  anooupling  mechanism) ! 

Other  causes,  apparently  due  to  defective  uncoup-  ' 

li  njf  mechanism I 

Defective  draft  gear,  vfith  automatic  coupler 

GoupJinsr  to  as  engine  or  tender i 

Same  (with  link-and-pin  coupler) 

Coupling  on  inside  of  sharp  curve i 

Foot  caught  in  or  between  couplers  while  adjust-  ' 

iux  coupler i 

filipped,  usually  on  ice  or  snow 

Foot  caught  la  frog,  guard  rail,  or  sTvitch i 

OeLugrfat  by  overbajiging  load  on  platform  ear I 

lioad  shifted 

Engaged  in  operations  preliminary  to  coupling 

While  coupling  safety  chains j 

Link-and-pin  coupler ' 

Link  and  pin,  witli  automatic | 

Coupling  damaged  cars  (presumably  an  una  void-  . 

aWe  risk ) 

Uncoupling  without  using  lever  (presumably  by 

reaM>n  of  defective  uncoupling  mechanism ) 

Uncoupling,  other  causes 

Miscellaneous 

Not  clearly  explained 


1 
5 


1 
8 
3 
2 


In 

1  i 


Total 


41 
60 

10 
6 

42 
2 

29 

49 
3C 

8 
17 
11 
93 

4 

14 
....        10 

I 

6  I      41 

2  I       40 

7  I     165 
9       176 

12  I      70 

69  '     926 


Trainmen 
in  yards. 


S 
;4 


2 

2 

1 
1 
3 


5 
4 


11 


o 

7 

14 

28 


89 


34 
62 

16 
9 

3S 
9 

21 

43 
37 
11 

6 

119 

4 

10 

4 


Yard 
trainmen 
(switch- 
ing 

crews). 


Other  em- 
ployees. 


1 
i4 


1 


2 
1 

i' 
'4' 


12 

22 

1 

2 


49    11 


63 
147 
147  '     7 

68     20 


4 
3 


53 

106  I 

16  I 
13: 

47  I 

96  ' 

91  ! 

65  I 
22  ' 
10  j 
10  I 
182  1 
16 
24 
13 


92 
264 
250 

93 


895   111  |1,638 


1 
2 

2 


3 


....'          2 

...•1...... 

....           2 

1 

1             4 

3 

"2 ii 

....!       7 

' 

1 

16 

13 

6 


82 


Table  T.. — Causes  of  accidents  to  employees  classified  (C6  and  07)  as  falling  from  and 
getting  on  or  off  cars  and  engineSf  year  ending  June  SO,  1904* 


Sub- 
class. 


C6 


I 


C7 


1 
2 
3 
4 


6 
7 
8 
9 
10 

11 
12 
13 
14 
15 

16 

17 
18 


Causes. 


Train- 
men. 


,     Yard 

Trainmen  'J^'Z^ 
in  yards. ,  ("^./f 

crews). 


• 

•d 

• 

rs 

a 

•c 

<ii 

1^ 

a 

:3 

l-H 

•^^ 

« 

\A 

Fell  from  roof  of  box  car  by  reason  of — 

Defect  in  car 

Ice  or  snow '    2 

Parting  of  train 

Derailment,  collision,  or  nhoelc  due  to  abnor- 
mal movements  of  cars  other  than  those  in 

subclass  3 , ,13 

While  setting  brakes 18 

Fell  from—  I 

Coal  car i    1 

Freight  cur  other  than  box  or  coal  car '    2 

Engine  or  tender I  35 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  ni)t  in 
motion 

Miscellaneous  causes '34 

Not  clearly  explained 123 

-  14 

9 


Blipped  getting  on  moving  tiains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars,  anticipating  colli- 
sion, derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  Ftcps 

Getting  on  or  off  moving  engine '  25 

Caught  in  frog,  guard  rail,  or  switch !    1 


19 
29 
27 


227 
126 

16 

13 

313 

37 

256 
851 
193 
364 
5<>1 

124 

87 

6W> 

3 


1 
3 


13 

8 


14 


11 

41 

8 

13 


a 


13 
25 
22 


200 
108 

5 

4 

2U 

4 

221 
246 
90 
202 
375 

52 

81 


2 
1 


IJ: 


1  ; 
"22" 


1 

16 

'  37  I 
I  13  I 

I 

I 

2 


•I 


12  I  601 

....'    2 


2 

25 


16 
86 
33 


802 
167 

16 
2 

12s 

3 

88 
248 
108 
25<? 
477 

53 

98 
503 


Other  em- 
ployees. 


2  I 


2  I 
I  10  I 

'  23  I 
I  22  , 


17 


a> 


6 


61 
11 

25 

16 

36 

5 

122 
130 
65 
155 
221 


1 

166 


Total 291    3.13-1    131  '2,365    I'U)   2,  Ml    115      1,031 
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[PiTBUC— No.  171.] 

AN  ACT  requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all  acci- 
dents to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  Hovm  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which^report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroa<l  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorizea  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  In  the  foregoing 
section  provided. 

Approved,  March  3,  J901, 


SPECIAIi  INFOBMATION  CONTAINED  IN  PBECEDINa  BUIXETINS. 

Each  accident  bulletin  contains  tables  showing  the  namber  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause 
(see  Table  Ko.  1);  also  tables  showing  cost  of  the  different  classes  of  train  acci- 
dents. The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in 
falling  from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The  most 
serious  collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class 
A)  showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and 
No.  1  was  for  the  quarter  ending  September  30, 1901.  The  bulletin  for  the  quar- 
ter ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  1  contains  brief  notes  on  the  causes  of  coupler  accidents,  explanatory  of 
Table  No.  3.  Table  No.  4  is  supplemented  by  similar  notes.  In  this  quarter 
special  mention  was  made  of  130  casualties  due  to  operating  trains  in  which  air 
brakes  were  used  on  only  a  portion  of  the  cars. 

Bulletin  No.  4  has  comments  on  collisions  occurring  w^here  the  trainmen  had  worked 
very  long  hours.  In  this  bulletin  a  table  is  given  showing  the  deaths  and 
injuries  due  to  trains  parting.  The  table  shows  that  nearly  all  of  the  coupler 
failures  which  resulted  in  a  collision  or  derailment  were  reported  as  due  to 
"cause  unknown." 

Bulletin  No.  5  contains  a  table  showing  the  cause  (as  reported)  of  each  coupling 
accident  in  the  quarter.     The  table  fills  12  pages. 

Bulletin  No.  6  contains  a  table  giving  notes  on  the  causes  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  the  block  system  is  in  use. 
Comment  is  made  on  the  large  increase  in  the  number  of  accidents  to  men  in 
coupling,  as  compared  with  previous  quarters. 

Bulletin  No.  7  contains  a  note  on  the  cause  of  a  rear  collision  due  to  the  inadequacy 
of  the  time-interval  rule. 

Bulletin  No.  8  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of 
these  collisions  a  conductor  gave  a  hand-signal  to  stop,  which  was  taken  by  the 
engincman  to  mean  go-ahead.  In  another  case  the  men  in  charge  of  a  train  read 
**No.  2**  when  the  order  was  written  ** second  No.  2.'*  This  bulletin  contains  a 
special  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude,  which 
were  caused  by  mistakes  in  connection  with  time-tables  or  telegraphic  orders. 

Bulletin  No.  9  records  two  collisions  in  which  44  i)ersons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  the  other  to  gross  negligence  of  an 
engineman,  who  failed  to  keep  the  air-brakes  in  working  order.  Reference  is 
made  to  the  derailment  of  four  fast  mail  trains  by  reason  of  reckless  speed. 

Bulletin  No.  10  records  the  death  of  147  passengers  in  collisions  and  derailments — 
more  than  three'  times  the  average  number  killed  during  the  nine  preceding 
quarters.  One  derailment,  due  to  an  accidental  obstruction,  killed  65  passengers, 
and  six  other  accidents  caused  106  deaths.  The  causes  of  the  derailment  men- 
tioned and  of  four  of  the  worst  collisions  are  explained  at  length. 
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Bulletin  No.  11  contains  a  note  on  one  butting  collision  which  resulted  in  the  deaths 
of  18  passengers  and  injuries  to  37,  the  collision  being  caused  by  failure  to  iden- 
tify a  freight  train  on  a  sidetrack  at  night;  but  aside  from  this  the  quarter's 
totals  are  in  nearly  every  case  less  than  in  preceding  quarters.  Two  costly  acci- 
dents were  caused  by  air-brake  failures  which  were  due  to  extreme  cold  weather. 
Mention  is  made  of  a  fourth  error  like  that  shown  in  Bulletin  No.  8  (readers 
overlooked  the  word ' '  second  * ' ) . 
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Accident  Bulletin  No.  13. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DX7BINO  THS 


THREE  MONTHS  ENDING  SEPTEMBER  30, 1904. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1904,  as  shown  in  reports  made  by 
the  railroad  comjxanies  to  the  Interstate  Commerce  Commission,  under 
the  "accident  law''  of  March  3,  1901,  was  411,  and  of  injured  3,747. 
Accidents  of  other  kinds,  including  those  sustained  by  emploj-ees 
whfle  at  work  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  14,239  (1,032  killed  and 
13,207  injured).  These  accidents  are  classified  in  the  following  table. 
These  reports  deal  only  with  (a)  passengers  and  (?>)  employees  on  dut}-. 

TABL.B  Ko.  1. — Casualties  to  persons — July^  AuffHst,  and  September,  1904, 


CoUisioiui 

DerailmeDtB 

IfiaceUABecnis  train  accidentA 
(excludisflT  the  above),  in- 
cludinff  locomotiTe  boiler 
ezplouoDs 


Passen- 
gen. 


Yard 
l!!??:    ^™i?!!?^'  other  em-l  Total  em- 


Trainmen,     men  in     (switch 
I    yards.  ing 

I  crews). 


;  i4 


124     1,201 
104         922 


60 
661 


81 


Total  train  accidents  ....  228    2, 154 


133 


ConnlinfiT  or  nnconplinff 

Whfle  doia8;other  work  abont 
trains  or  while  attending 
switches 

Coming  in  contact  with  over- 
head hridicea,  stroctureB  at 
aide  of  track,  etc 

IMUnff  from  oars  or  enffince, 
or  while  getting  on  or  off 

Other 


'O 

tJ 

g 

1  -c 

uro 

1  *^ 
12 

457 

152 

a2u 

7 

34 

af? 


65 


1,013  I  21 


ii 

"S 

Z 

'2 

^-» 

s 

f* 

■3 

S 

5 

76 

9 

i 

42 

6 

1 

31 

1 

13 

149 

16 

ployees. 


•3 


ployees. 


99 
66 


16 


17  :      190     21 

I 
12     1,166  I  10 


2a 


15 


34 
10 


478  .    60 
518  •    89 


139  I    4 

695  '  20 
96  !  17 


Totid  fotber  than  train 
aocidents; '  48     1,019  !  143  '  2.286    72 

Total  all  clsflses 


169  ,  21 


344  i 


537  !    6  '    483     18 


62 


486  1  39 
76  !  Si 


iiy 


4«5  '  23 
57 


1,330  !  92  1,394  ;je6 


18 

477 

17 
285 


Killed. 

1 

s 

86 
86 

784 

4:d 

11 

339 

183 

1,593 

59 


23 

142 
2,6;i4     808 


721 


46       2,613 


293 

l.ft'il 
2,868 


3,431  ,  573  '    8,441 


276     3,1?3  ,  276     3,299  .  98   1,581  lUS   1,543  ,282  j  3,611     756     10,034 


r*"i 


NOTS.— Accidents  to  employees  resalting  in  slight  injuries  which  do  not  prevent  the  employee 
lnjni«d  from  performing  his  accustomed  service  for  more  than  three  days,  in  the  aggregate, 
dorlikg  tfee  ten  days  immediately  following  the  accident  are  not  reported. 

3 


The  total  number  of  casualties  reported  as  occurring  in  this  quarter 
is  less  than  for  the  corresponding  quarter  of  the  preceding  year.  The 
number  of  emploj'ees  killed  in  coupling  accidents  (59)  is  11  less;  in 
train  accidents  (183)  it  is  37  less,  and  every  item  in  that  column  is 
less,  the  total  (756  employees  killed)  showing  a  falling  off  of  160. 
This  is  a  gratifying  showing,  which  it  is  to  be  hoped  is  not  due  alone 
to  a  diminution  of  the  number  of  men  at  work.  But  notwithstanding 
the  facts  here  shown,  the  quarter  under  review  may,  as  a  whole,  be 
termed  the  most  disastrous  on  record,  for  the  fatal  accidents  t-o  pas- 
sengers make  an  unprecedented  aggregate,  practically  neutralizing 
the  diminution  in  the  number  of  employees  killed.  In  Bulletin  No. 
10  (quarter  ending  with  December,  1903)  the  number  of  passengers 
killed  in  train  accidents  (147)  was  shown  to  be  more  than  three  times 
the  average  of  nine  preceding  quarters;  and  now  we  mu^t  record  a 
total  more  than  50  per  cent  greater  than  that  in  Bulletin  No.  10. 

Of  the  228  passengers  and  183  employees  killed  in  train  accidents 
217  cases  are  accounted  for  by  six  accidents,  and  these  217  were  nearly 
all  passengers.  The  causes  of  these  six  (two  derailments  and  four 
collisions)  are  given  below  in  connection  with  the  table  of  class  A 
accidents. 

These  six  accidents  were  the  subject  of  widespread  comment  in  the 
press,  and  the  feeling  of  the  public  concerning  the  dangers  of  railroad 
travel  and  railroad  employment,  as  illustrated  by  these  cases,  was 
alluded  to  in  the  eighteenth  annual  report  of  the  Commission.  The 
six  cases,  in  the  order  of  their  magnitude,  measured  by  the  number 
of  persons  killed,  were  as  follows  (the  numbers  refer  to  the  class  A 
table) : 


Killed.    Injured. 


(a)  Derailment  No.  10 

(6)  Collision  No.  SS 

(c)  Collision  No.  24 

(d)  Collision  No.  11 

le)  Collision  No.  6 

(/)  Derailment  No.  2 

Total,  in  6  accidents 


88 
68 


0 
162 


24  45 

18  183 


16 

8 


217 


45 


487 


The  first  and  fifth  of  these  cases  (a  and  e)  illustrate  the  need,  also 
spoken  of  in  the  eighteenth  annual  report,  of  special  inquiries  into 
particular  accidents  if  full  and  impartial  statements  of  the  facts 
are  to  be  secured.  The  derailment  (a),  as  will  be  seen  by  the 
statement  of  circumstances  given  below,  was  due  to  a  bridge  failure. 
From  the  conclusions  of  the  coroner's  jury  which  investigated  the 
case  there  would  appear  to  be  reason  for  making  a  thorough  inquiry 
not  only  into  the  circumstances  attending  the  accident,  but  also  into 
the  design  and  construction  of  the  bridge  and  even  the  surveys  and 
>lans  which  were  made  to  decide  the  location  of  the  road  and  its 


elevation  above  the  surrounding  lands  and  streams.  Such  an  inves- 
tigation would  have  to  be  made  on  the  ground,  of  course;  not  by 
corresiK)ndence  from  a  city  2,000  miles  distant. 

The  collision  (e)  is  one  in  which  the  need  of  a  full  inquiry  is  espe- 
cially imxwrtant,  because  it  occurred  on  a  road  where  the  block  s^'stem 
is  in  use.  The  block  system  is  the  best  means  known  for  preventing 
collisions  of  this  kind,  and  when  it  fails  or  appears  to  fail  the  exact 
circumstances  should  be  laid  before  the  public  to  the  end  that  the 
responsibility  for  the  resulting  collision  may  be  clearly  understood. 
The  securing  of  the  facts  in  such  a  case  obviously  demands  an  inquiry 
on  the  ground.  In  the  present  case  it  appears  that  dependence  was 
placed  on  the  rear  flagman  of  the  foremost  train  to  go  back  with  hand 
signals;  this  as  a  supplementary  safeguard  in  addition  to  the  block 
signals;  but  he  failed  to  do  so,  or  failed  to  go  as  far  as  he  ought  to 
have  gone.  It  also  appears  that  the  flagman  was  a  person  of  limited 
experience  in  the  duties  of  his  position. 

The  notes  following  the  table  of  class  A  accidents  cover  five  of  the 
six  cases  here  referred  to,  and  also  several  others  which  are  of 
particular  interest. 

The  total  number  of  collisions  and  derailments  was  2,760  (1,439  col- 
lisions and  1,321  derailments),  of  which  232  collisions  and  137  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  #2,439,073.  Given  more  in 
detail,  these  facts  appear  as  below : 

Table  No.  2. — Collisions  and  derailments. 


Oonisions,  rear 

Collisions,  butting 

Collisions,  trains  separating. 
Collisions,  miscellaneous 


Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc. 

Derailments  due  to  unforeseen  obstruction,  etc 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 


Total 

Total  collisions  and  derailments 


'  Num- 
ber. 

Loss. 

Persons 
killed. 

801 
168 
218 
752 

$269,601 
418,097 
108,684 
432,319 

49 
104 
4 
63, 

1,439 

1,224,601 

210 

Persons 
injured. 

458 

764 

70 

608 

l,9a5 


214 

140,277 

14 

686 

5;«,834 

16 

75 

98,930 

11 

90 

136,191 

109 

20 

60,2:^ 

7 

236 

243,006 

88 

1,321  i    1,214,472 


2,760      2,430,073 


190  I 
400  , 


377 
213 
119 
153 
60 
470 


1,392 
^,377 


Following  is  the  usual  list  of  class  A  train  accidents — all  in  which 
the  damage  is  reported  at  tlO,000  or  over,  notable  cases  in  which  pas- 
sengers are  killed,  and  those  doing  damage  less  than  $10,000  and  down 
to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of  particular 
interest: 


Catutes  of  thirtff-^ix  prominent  train  ixeddefUs  {Claw  A), 

COLLISIONS. 


•    »  -• 

0)  »^  08 

0 

No. 

1 

Kind  of 
train. 

1 

1 

ft 

0^ 

as* 

MO)  u 

SbcS 

«M 

9 

Cawe. 

O 

M 

^ 

Q 

PS 

1 

H 

P.andF... 

4 

8 

ie,oi6 

98 

Oowintf  coUlsion;  freight  cars  nnahed  into  pas- 
senger train;  4  passengers  killed.    Ck>nfl}ct  of 
teathnoay  as  to  wbetiier  signalman  witkdj«w 

clear  signal  from  freight  train  after  it  was  too 

late  for  tbe  train  to  be  stopped. 
Operator,  27  years  old,  witn  good  record,  gave 
clear  l4ock  signal  before  preceding  train  had 
vacated  block.    He  had  fallen  aalaep  and  failed 
to  pat  si^rnal  at  stop  after  passage  of  train. 

2 

R 

F.  ard  F... 

0 

2 

2,100 

51 

* 

3 

B 

P.andF... 

U 

26 

8,070 

33 

Extra  freight  ran  on  time  of  regular  passenger. 
Conducted  of  freightoyerlookednaeseBger  traiit 

on  time-talale;  engineman,  new  to  this  ran,  de- 

pended on  conductor.    Theee  men  on  dntj  18 
hours  10  minutes. 

4 

B 

P.  and  P  -  - . 

0 

17 

8,135 

56 

M  stake  in  dispatcher's  order;  operator.  15  months'* 
experiMioe,  delivered  order  before  repeating  it 
back  to  dispatcher. 

6 

R 

P.  and  P.. - 

16 

52 

3.700 

2 

Operator  gave  cdeaj*  block  signal  when  preceding 
train  was  still  in  the  block.    (See  note  in  t«xt 

below.) 

6 

B 

F.  and  F  . .  . 

1 

9 

4,000 

85 

Operator,  24  years  old,  in  service  2  monthts  over- 
looked order  to  hold  extra  train.    Order  lying 

on  desk,  covered  bv  other  papers. 
Occurred  5  a.  m.  in  dense  foe.    Leading  train  un- 
expectedly stopped;  second  train  allowed  to  fol- 
low from  a  block  station  on  cantion  signal  2 

R 

F.andF.... 

0 

0 

4,150 

53 

minutes  behind  the  leading  train;  was  not  run 

under  control.    Men  in  charge  on  dnty  16  hours 

and  130  minutes. 

8 

B 

P.andF... - 

2 

5 

4.400 

8 

Conductor,  engineman,  and  flrecmn  of  eBq>ty  en- 
gine forgot  about  a  passenger  train;  fireman's 
experience,  27  days. 

Conductor  and  engineman  misread  name  of  sta- 

9 

B 

F.andF 

2 

3 

4,400 

05 

tion  in  meeting  order:  operator  had  neglected  to 
require  them  to  read  order  aloud  to  him. 

10 

B 

F.andF 

0 

2 

6,086 

11 

Disptatcher,  18  months'  experience,  gave  meeting 
order  to  one  train  only,  aisregardmg  the  dupli- 

cate rule. 

11 

R 

P.andF... 

18  im 

6,fi00 

3 

See  note  in  text  l>elow. 

12 

B 

F.andF 

0 ;  0 

6,500 

10 

£ngineman  fell  asleep  and  entered  yard  too  fast: 
fireman,  22  years  old,  3  months'  experience,  did 

not  think  to  awaken  enginemsn;  asannied  nntil 

too  late  that  latter  was  watchinf  speed. 
Men  in  charge  of  north  btnindcarelesHabavit  rights 

13 

B 

F.andF-... 

3 

1 

8,400 

13 

of  south  bound.    (See  note  in  text  below. ) 

14 

B 

P.  and  F... 

2 

8 

9,933 

Brakeman  of  freight,  4  a.  m.,  went  forward  to  flag 
passenger  train  from  opposite  direction,  but  his 

1 

signal  was  not  seen;  torpedoes  not  used.    Brake- 

man's  experience,  9  monttis  oa  this  road;   80 

months  elsewhere. 

15 

R 

F.  andF  ... 

2 

1 

10,620 

54 

Occurred  4  a.  m.  in  dense  fog;  5  cars  broke  away 
from  rear  of  freight  standing  at  tank  and  ran 

back;  rear  brakeman  wason  forward  partof  train. 

16 

M 

F.  and  F  ... 

1 

5 

11,630 

19 

Engineman  of  empty  engine,  north  bound,  ran  on 
time  of  regular  .south-bound  train.  A  conductor 

and  an  operator  by  lax  conduct  contribated. 
In  fog,  4  a.  m.;  fi*eignt  ran  beyond  end  of  double 
track  without  right.    Engineman  claims  lost  his 

17 

B 

P.andF... 

2  1  10 

14,400 

•• 
1 

bearings;  fireman's  experience,  6  weeks. 

18 

R 

F.andF  ... 

0 

0 

15,1)99 

80 

Flagman  not  out  far  enough. 

19 

B 

P.  and  P  .  - . 

2     60 

16,400 

57 

West-bound  train  ran  past  meeting  point.     (See 

note  in  text  below. ) 

30 

M 

F.  and  F  . . . 

0 

6 

16,900 

39 

South  bound  entering  sidetrack  struck  by  north- 
bound double-head  train. 

21 

B 

F.  and  F  ... 

0 

6 

20,000 

6 

Freight  ran  past  fixed  stop  signal  and  tiirongh 
cross-over  into  empty  passenger  train.    Engine- 
man,  19  years'  experience,  asleep.    One  passen- 
ger car  and  8  freight  cars  destroved  by  fire 
started  by  illuminating  gas  leaking  from  tank. 

Men  in  charge  of  north-bound  extra  forgot  abont 

22 

B 

F.  and  F . . . 

0      0 

25,000 

12 

1 

south-bound  regular  train. 

23 

B 

P.  and  P... 

63   162 

1 

36,000 

58 

Conductor  and  engineman  of  west-bound  train 

forgot  meeting  order.    (See  note  in  text  below. ) 

Misplaced  switcn:  believed  malicious.    (See  note 

24 

M 

P.  and  F . . 

24     45 

65,000 

16 

' 

in  text  below.) 

Tota 

il 

142  .601 

:i00,359 

CUiuea  of  thirtp-»i3! pn>mitie*t  truitt  accident*  {Clatt  ^)— Continoed. 


Total  denllmenta.  lUt   1 


L 


At  derailing  Bwltch.  Track  circuit  havlna  t«ll«i. 
ourktor  tued  eaWKBncT  key  to  nuloek  lever: 
toe  lock  beias  then  oat  u(  Berries,  operator 
■llowed  Bl«iiarb>  indlate  cleu  while  dentllni 
awltcb  waa  open. 

an  boor,  doratled  on  strslghtllue.  Alter  aii-i- 
dsDt  tnck  was  oat  ot  line,  but  c«ue  ot  dsrall- 
)t  determined;  i        " 


■tl«,B 


line,  b 

no  der< 
.  in  ears, 
n  K-degree  c 


Bnnawi 


."    EJevatloB  ol  uuKi- ruj 
1  Bteep  irade;  entire  cren 

...  nspoDSble.    One  brakeo 

T  raonthfl' eTperience.     (Bee  note  In 
Occurred  9  p.  m.;  open  draff,  alKunlii 

Rtnemnn  Inlled. 
At   deislliuB  swllrh.     EnirlnHmKn   i 
killed.     Bneine 
I      ekiwl  y  at  tCle  p 

ExcesalVe  speed  over  rerei 
I  BaBBiTar:   aurt  demlled  i 


.  ..     J,  for' 
"Unable  i 


a  bridge,  knock  hiK  it 
Tted  bvScar*  wHch, 

BridKB  KBTo  way  under  train.     (Bee  note  tn  tex 

Train  derailed  on  trestle  and  earn  fell  to  Btrean 
below.  Leasee.  nulicloOB  looeenimcol  rail.  Al 
the  men  on  the  train  being  disabled,  nn  riaUKei 
alKOal  waa  neat  back,  and  B  mlnulee  afterward; 
a  train  consisting;  ot  coglno  and  i-nbiioHp,  follow 
Ing.  ran  Into  wreck.  I^rt  ot  the  |>eraonal  In 
juries  due  ti>  tbtn  second  derailment. 

Broken  tender  wheel;  breakage  probablr  doe  t< 
orerhcatlnH  by  hrtikus  stirking.  unknown  U 
men  on  en^ne.  Wreck  pnrtlydHitroyed  brfln 
from  gas  Ignited  from  light  in  mall  car. 


Derailment  No.  10  was  the  wrecking  of  a  passenger  train  while 
erossJDg  a  trestle,  in  consequence  ot  the  bridge  giving  way.  Eighty- 
eight  persons  were  killed,  the  engine  and  all  of  the  ears  of  the  train 
•txoept  two  being  swe^t  downbytj^^lgllhilllljghriwackecl  the  bridge. 
According  to  the  report  of  the  railroad  company,  the  bridge  was 
knocked  down  by  floating  wreckage,  which  struck  it  while  the  train 
was  on  the  bridge.     The  report  says; 

A  volume  of  water  more  than  20  feet  deep  came  down  an  arroya 
which  is  usually  dry,  filling  the  channel  and  overflowing  the  banks. 
It  came  with  such  rapidity  aa  to  displace  the  county  wagon  bridge 
situated  about  1,000  feet  up  the  stream,  which  wagon  bridge  was 
thrown  against  the  railroad  bridge  with  such  violence  as  to  force  it 
from  its  bearings  at  the  very  time  the  train  was  crossing  the  stream. 


8 

The  engine  had  just  reached  the  embankment  on  the  further  side  of 
the  stream  when  the  bridge  was  torn  away  and  the  engine  fell  back 
into  the  arroya,  lodging  on  its  side.  The  tank  (tender)  and  the  coach,^ 
chair  car,  and  baggage  car  were  carried  down  the  arroya  a  distance  of 
about  half  a  mile;  the  cars  were  torn  to  pieces,  and  the  tank,  of  st^el, 
was  separated  from  its  trucks  and  was  carried  still  farther  down. 

The  most  of  the  trucks  of  the  wrecked  cars  were  scattered  in  vari- 
ous places  from  the  bridge  down  to  where  the  car  bodies  lodged. 
There  was  no  water  flowing  in  this  arroya  when  two  trains  passed 
over  the  same  bridge  less  than  one  hour  before  the  catastrophe,  and 
it  was  not  raining  at  this  point  at  the  time  the  wreck  occurred.  In 
the  river  into  which  this  arroya  empties,  half  a  mile  from  the  bridge, 
the  flow  of  water  below  the  confluence  was  40  cubic  feet  per  second 
on  the  morning  before  the  disaster,  and  it  was  1,000  cubic  feet  per 
second  on  the  morning  after.  In  the  interval  it  had  reached  a  maxi- 
mum of  4,000  cubic  feet  per  second. 

The  road  has  been  operated  for  thirty-three  years  and  the  per- 
manent way  has  been  on  practically'  the  same  grade  and  the  same 
alignment  across  this  arroya  during  all  this  time.  The  bridge  that 
was  washed  away  was  in  thoroughly  good  condition  immediately  pre- 
ceding the  accident.  The  conductor  who  was  in  charge  of  the  train 
had  served  the  company  in  that  capacity  twenty- two  years  and  the 
engineman  twenty-one  years. 

Collision  No.  23,  killing  63  persons,  occurred  in  da^^light,  but  on  a 
curve  where  neither  of  the  two  enginemen  could  see  the  opposing 
train  until  close  upon  it.  Both  trains  were  running  at  high  speed. 
The  conductor  and  the  engineman  of  the  west-bound  train  forgot  a 
meeting  order  which  had  been  delivered  to  them  about  thirty-five 
minutes  before.  The  engiueman  was  killed  in  the  collision,  but  there 
is  satisfactory  evidence  that  he  had  correctly  read  the  order  which  he 
had  received.  He  is  said  to  have  read  the  order  to  the  fireman,  but 
this  appears  to  have  done  no  good.  The  fireman  was  killed.  The 
conductor  simply  forgot  that  he  had  the  order.  The  conductor  thinks 
that  he  read  the  order  to  the  flagman,  as  he  is  required  by  rule  to  do, 
but  the  flagman  says  that  he  did  not.  These  two  trains  were  running 
on  long-established  schedules  and  had  often  met  at  the  station  which 
was  prescribed  in  this  case,  on  orders  similar  to  this  one.  There  were 
no  other  trains  on  this  part  of  the  roat^ ac  this  time.  The  most  of  the 
victims  of  the  wreck  were  passengers  riding  in  two  passenger  cai-s  of 
comparatively  light  construction  in  the  east-bound  train,  which  were 
between  a  large  and  heavy  baggage  car  and  a  heavy  vestibuled  i>as- 
seiiger  car.  Behind  this  vestibuled  car  were  three  sleeping  cars.  The 
negligent  conductor  and  engineman  were  men  of  long  experience, 
good  records,  and  excellent  character. 

In  pointing  out  that  the  lesson  of  this  collision — the  need  of  the 
bloolc  system — is  one  which  has  been  frequently  emphasized  before, 


ve  are  saying  only  what  is  obvious  to  all.  The  clanger  involved  in 
running  weak  or  light  cars  in  the  middle  of  a  train,  the  rest  of  which 
is  composed  of  heavy  and  strong  cars,  is  also  obvious. 

Collision  No.  24  occurred  to  a  passenger  train,  running  at  high 
speed,  near  a  station  where  the  switches  had  no  interlocking  or  dis- 
tant signals.  The  train  ran  over  a  misplaced  switch  and  collided  with 
freight  cars  on  a  sidetrack.  The  time  was  about  5  p.  m.  (daylight). 
A  preceding  passenger  train  running  in  the  same  direction  had  passed 
over  the  switch  in  safety  forty-two  minutes  before.  Investigation  by 
officers  of  the  road  and  by  a  coroner's  jury  indicated  that  the  switch 
had  been  misplaced  by  some  person  or  persons  unknown.  The  evi- 
dence is  not  clear  as  to  whether  the  switch  was  set  for  the  sidetrack 
or  was  left  in  an  intermediate  position.  Whether  this  accident  was 
or  was  not  occasioned  by  a  malicious  act  is  perhaps  not  conclusively 
shown;  but  in  either  case  the  occurrence  illustrates  the  danger,  well 
known,  attending  the  running  of  trains  at  high  sx>eed  over  facing- 
point  switches  that  are  not  provided  with  distant  signals. 

Collision  No.  11  was  due  to  the  running  of  a  part  of  a  freight  train 
on  the  main  line  from  one  station  to  another  without  having  the  right 
to  the  track;  and  the  error  which  led  to  this  movement  was  a  mistake 
in  or  misunderstanding  of  hand  signals  on  the  part  of  a  brakeman 
and  an  engineman.  The  engineman,  who  had  had  onl}^  four  months' 
experience  on  this  road,  though  he  had  served  several  yeai-s  on  other 
roads,  absconded  the  day  after  the  collision.  The  brakeman  had  had 
only  five  months'  experience  as  such,  though  he  had  worked  for  the 
same  company  in  a  bridge-repair  gang  for  five  years.  The  circum- 
stances of  the  case  may  be  described  as  follows,  the  road  being  double- 
tracked  :  A  freight  train  moving  northward  from  A  to  B,  C,*D,  E,  etc., 
w^as  detained,  near  A,  by  the  breaking  of  a  coupling  and  the  separa- 
tion of  the  train  into  two  parts.  The  grade  being  descending,  it  was 
necessary  to  move  the  forward  part  of  the  train  on  to  station  C  and 
put  it  out  of  the  way  before  the  engine  could  be  run  back  to  bring  on  the 
rear  portion  of  the  train.  At  C  it  was  necessary,  in  order  to  put  these 
freight  cars  on  a  sidetrack,  to  run  them  first  to  the  south-bound  main 
track  and  then  to  the  sidetrack;  but  having  reached  the  main  track, 
the  cars — the  engine  pushing  them  southward — were  kept  moving 
back  toward  station  B.  The  brakeman  asserts  that  he  endeavored, 
by  hand  motion,  to  prevent  the  engineman  from  thus  pushing  the 
cars,  while  the  engineman  claimed  (at  the  hearing  on  the  next  day 
after  the  collision)  that  the  brakeman  motioned  to  him  to  back — that 
is,  to  proceed  toward  B. 

In  the  meantime  an  excursion  passenger  train  following  this  freight. 
from  the  south,  and  being  detained  at  A  by  the  detached  rear  portion, 
reported  to  the  train  dispatcher  and  received  from  him  an  order  to 
run  northward  from  A  to  D  on  the  south-bound  track;  and  while  exe- 
cuting this  order,  after  having  run  nearly  to  the  next  station  (B),  the 
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passenger  train  collided  with  the  freight.  The  train  dispatcher,  when 
giying  this  order,  gave  an  order  also  tliat  all  south-bound  trains 
should  be  stopped  at  D;  this  in  order  to  leave  a  clear  track  for  the 
passenger  train.  The  freight  train  had  the  right,  under  the  rules,  to 
use  the  south-bound  main  track  at  C  to  reach  the  side  track,  provided 
flagmen  were  sent  out  both  north  and  south  to  stop  approaching 
trains;  but  it  had  no  right  to  move  away  from  C,  in  either  direction, 
on  the  south-bound  track.  It  appears  that  not  only  did  the  men  in 
charge  of  this  train  disobey  the  rule  against  running  from  station  to 
station  without  an  order  from  the  dispatcher,  but  also  neglected  to 
send  a  flagman  in  either  direction.  The  conductor  of  the  train,  on 
arriving  at  C,  went  to  the  telegrapli  of&ce  for  orders,  and  the  wrong 
movements  were  made  by  the  engineman  and  the  brakeman  without 
his  knowledge.  This  conductor  had  had  seven  months'  experience 
as  such  on  this  road,  and  twenty  years'  experience  elsewhere.  The 
fireman  of  this  freight  train,  who  had  served  five  years,  part  of  the 
time  as  extra  engineman,  was  the  only  person  on  tlie  train  who  had 
been  in  the  train  service  of  the  company  more  than  seven  months. 

Collision  No.  5  occurred  in  the  daytime  and  at  a  point  less  than 
one- fourth  mile  beyond  a  block-signal  station,  the  foremost  train  hav- 
ing stopped  at  that  point  to  take  water.  As  soon  as  this  train  had 
passed  the  block-signal  station  (station  B)  the  signalman  (station 
agent)  gave  the  prescribed  telegraphic  signal  to  the  next  block  sta- 
tion in  the  rear  (station  A),  and  a  following  passenger  train  was  started 
from  A  in  about  two  minutes  thereafter.  It  reached  B  in  about  four 
minutes,  or  six  minutes  after  the  foremost  train  stopped  at  the  water 
tank.  The  operator  at  B  appears  to  have  telegraphed  to  A  without 
first  putting  his  own  outdoor  signal  in  the  stop  position.  This  oper- 
ator was  a  man  of  eleven  years'  experience,  with  a  good  record. 

The  rear  flagman  of  the  foremost  train,  who,  according  to  the  lule, 
should  have  signaled  the  following  train  in  season  to  stop  it  before  it 
should  collide  with  his  own  train,  did  not  do  so,  going  back  only  a 
short  distance,  and  that  apparently  after  some  delay.  This  flagman 
was  23  years  old  and  had  been  in  the  service  seven  months.  The 
conductor,  who  is  held  responsible  for  seeing  that  this  flagman  per- 
formed his  duties,  has  had  ten  years'  experience.  His  record  is  not 
perfect,  but  appeara  to  have  l>een  regarded  by  the  officers  of  the  road 
as  fair. 

Derailment  No.  4  occuiTcd  on  a  grade  of  about  2  per  cent,  some  10 
miles  long.  The  train  consisted  of  36  cars,  with  air  brakes  in  service 
on  25  cars.  The  inspectors  reported  all  in  good  order  at  the  starting 
X)oint  at  the  head  of  the  grade.  The  control  of  the  speed  of  the  train 
was  intrusted  to  the  conductor  and  brakeman,  the  engineman  being 
required  by  rule  to  use  air  brakes  only  in  emergencies.  After  run- 
ning 2  or  3  miles  at  high  speed  the  train  broke  apart  behind  the  nine- 
teenth car.     This  break  is  believed  to  have  been  due  to  the  breaking 
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of  a  wheel,  and  most  of  the  rear  part  of  the  train  was  wrecked  at  this 
point.  The  forward  portion  ran  several  miles  farther,  when  the 
engine  was  derailed  at  a  curve  and  the  whole  of  the  cars  were  wrecked. 
It  is  believeil  that  the  air  brakes  were  not  operative  behind  the  first 
car,  as  there  is  some  circumstantial  evidence  that  none  of  them  acted 
as  they  should  have  done,  automatically,  when  the  break  occurred. 
It  is  supposed,  therefore,  that  the  angle  cock  at  the  rear  end  of  the 
first  car  had  been  closed  by  some  means  not  discovered.  Both  con- 
ductor and  engineman  were  killed. 

Collision  No.  2,  like  No.  5,  was  due  to  a  failure  in  block  working. 
Collision  No.  7  occurred  on  a  line  whei*e  block  signaling  appears  to 
be  in  force,  but  it  was  '^permissive  blocking."  It  appears  to  be  clear 
that  the  fault  lies  with  the  engineman  of  the  second  train.  The  men 
on  this  train  had  been  on  duty  sixteen  and  one-half  hours. 

Collision  No.  13  illustrates  the  complicated  nature  of  some  of  the 
rules  under  which  trains  are  run  on  single-track  lines.  This  case 
may  be  described  as  follows:  Extra  324  north  and  fourth  56  south 
met  in  collision  north  of  £,  killing  3  men  and  damaging  2  engines 
and  21  cars.     The  stations  and  distances  on  this  line  are  as  follows: 

Miles. 

A 0  t2l 

B 7  % 

C 13  ^ 

D ^ 

E ^ - 25 

F 34 

G... 70 

There  were  four  sections  of  train  No.  56  from  G  to  E,  and  there  were 
to  have  been  three  sections  from  E  to  A.  Third  56  was  turned  at  E, 
where  it  set  off  its  cars,  and  engine  and  crew  started  for  G  as  an  extra 
before  extra  324  arrived.  At  D  extra  324  received  an  order  reading, 
''Extra  324  has  right  of  track  against  third  56  D  to  E.  Extra  325  has 
right  of  track  against  third  6^)  B  (E.  D.  T.)  to  D."  Upon  arriving  at 
E,  engineman  of  extra  324  received  a  meet  order  with  train  No.  50  at 
F;  inquired  if  third  56  had  arrived,  but  asked  nothing  about  signals, 
and  when  informed  that  third  5Q  had  been  there,  proceeded  without 
any  orders.  He  had  met  second  56  at  C  and  noted  that  it  carried 
signals,  which  plainly  showed  that  there  would  be  a  third  section  of 
train  to  C ;  and  from  the  order  that  he  received  at  D  he  knew  that 
extra  325,  which  was  following  him,  had  right  of  track  against  third 
56  to  D.  The  crew  of  extra  324  therefore  knew  that  there  would  be 
three  sections  of  56  south  of  E,  and  also  knew  that  they  had  met  but 
two  sections.  Operator  did  not  notify  crew  of  extra  324  that  third  56 
had  arrived  carrying  signals,  and  conductor  of  the  train  left  his  work 
to  the  flagman,  making  no  effort  to  stop  train  when  he  knew  that  he 
had  no  right  to  proceed  beyond  E, 
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Collision  No.  19  was  due  to  a  combination  of  causes,  one  of  which 
was  unusual.  The  conductor  and  engineman  of  a  west-bound  train 
had  orders  to  meet  two  east-bound  passenger  trains  at  a  certain  sta- 
tion, where  the  west-bound  did  not  stop.  On  approaching  that  station 
the  engineman  received  from  the  operator  a  go-ahead  signal  by  flag, 
and  took  this  for  a  clear  block-signal,  superseding  the  telegraphic 
meeting  order  which  he  held  from  the  dispatcher.  The  conductor  was 
busy  collecting  tickets  and  the  meeting  order  dropped  out  of  his  mind 
until  he  reached  tlie  station.  While  passing  he  imagined  he  saw  two 
east-bound  passenger  trains  on  the  side  track,  though  in  fact  there 
was  only  one  such  train  there.  The  operator  who  gave  the  clear  flag 
signal  had  been  stationed  at  that  point  temporarily  for  the  purpose  of 
block-signaling  trains  running  in  the  same  direction,  without  regard 
to  dispatcher's  orders  concerning  the  movement  of  trains  running 
toward  each  other. 

Collisions  4,  6,  8,  9,  10,  16,  and  22  were  due  to  mistakes  or  forget- 
f  ulness  in  connection  with  telegraphic  orders  or  in  reading  time-tables. 
In  collision  No.  3  the  men  at  fault  had  been  on  duty  eighteen  hours. 

Table  No.  8. — Details  of  Table  1 — Causes  of  accidents  to  employees  in  coupling 

and  uncoupling  cars. 
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Tabi^  No.  4. — Details  of  Table  1 — Causes  of  accidents  to  employees  classified  (C6 
and  C7)  as  f ailing  from  and  getting  on  or  off  cars  and  engines. 
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[PcBUC— No.  171.] 

AN  ACT  requiring  conmon  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all 

accidents  to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  tlie  Senate  and  House  of  Representatives  of  the  United  States  of 
America  in  Congress  assembled.  It  shall  be  the  dnty  of  the  general  uiArmger,  snper- 
intendent,  or  other  proper  officer  of  every  common  carrier  engaged  in  interstate 
commerce  by  railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office 
in  Washington,  District  of  Colombia,  a  monthly  report,  nuder  oath,  of  aU  colli- 
sions of  trains  or  where  any  train  or  part  of  a  train  accidentally  leaves  the  track, 
and  of  all  accidents  which  may  occnr  to  its  passengers  or  employees  while  in  the 
service  of  snch  common  carrier  and  actually  on  dnty.  which  report  shall  state  the 
natnre  and  canses  thereof,  and  the  circnmstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  snch  report  within  thirty  days 
after  the  end  of  anv  month  shall  be  deemed  gnilty  of  a  misdemeanor  and,  npon 
conviction  thereof  by  a  court  of  competent  jnrisdiction,  shall  be  punished  by  a 
fine  of  not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every 
day  during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified 
for  making  the  same. 

Sbc.  3.  That  neither  said  rei>ort  nor  any  part  thereof  shall  be  admitted  as  evi- 
dence or  used  for  any  purpose  against  snch  railroa^l  so  making  snch  report  in  any 
suit  or  action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe 
for  such  common  carriers  a  method  and  form  for  making  the  reports  in  the  fore- 
going section  provided. 

Approved,  March  3,  1901. 


SPSCIAIi  INFOBHATION  OOKTAINED  IN  PRECEDING  BTTLLETINS. 

£ach  accident  bnUetin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause 
(see  Table  No.  1) ;  also  tables  showing  cost  of  the  different  classes  of  train  acci- 
dents. The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and 
in  falling  from  cars,  etc. ,  are  further  classified  in  Tables  No.  3  and  No.  4.  The 
most  serious  collisions  and  derailments  are  dealt  with  in  a  supplementary  table 
(Class  A)  showing  the  causes  in  some  detail.  Each  bulletin  is  for  three 
months,  and  No.  1  was  for  the  quarter  ending  September  30,  1001.  The  bul- 
letin for  the  quarter  ending  June  30  contains,  in  addition  to  the  quarterly 
statistics,  tables  showing  the  same  information  for  the  whole  of  the  fiscal  year 
ending  on  that  date. 

Bulletin  No.  1  contains  brief  notes  on  the  causes  of  coupler  accidents,  explanatory 
of  Table  No.  3.  Table  No.  4  is  supplemented  by  similar  notes.  In  this  quarter 
special  mention  was  made  of  130  casualties  due  to  operating  trains  in  whigh 
air  brakes  were  used  on  only  a  portion  of  the  cars. 

Bulletin  No.  4  has  comments  on  collisions  occurring  where  the  trainmen  had 
worked  very  long  hours.  In  this  bulletin  a  table  is  given  showing  the  deaths 
and  injuries  due  to  trains  parting.  The  table  shows  that  nearly  all  of  the 
coupler  failures  which  resulted  in  a  collision  or  derailment  were  reported  as 
due  to  ** cause  unknown.'' 

BuFetin  No.  5  contains  a  table  showing  the  cause  (as  reported)  of  each  coupling 
accident  in  the  quarter.    The  table  fills  12  pages. 

Bulletin  No.  6  contains  a  table  giving  notes  on  the  causes  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  the  block  sj'stem  is  in  use. 
Comment  is  made  on  the  large  increase  in  the  number  of  accidents  to  men  in 
coupling,  as  compared  with  previous  quarters. 

Bulletin  No.  7  contains  a  note  on  the  cause  of  a  rear  collision  due  to  the  inade- 
quacy of  the  time-interval  rule. 

Bulletin  No.  8  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of 
these  collisions  a  conductor  gave  a  hand  signal  to  stop,  which  was  taken  by 
the  engineman  to  mean  go  ahead.  In  another  case  the  men  in  charge  of  a 
train  read  **  No.  2 ''  when  the  order  was  written  **  second  No.  2."  This  bulle- 
tin contains  a  special  list  of  all  the  collisions  of  the  quarter,  of  whatever 
magnitude,  which  were  caused  by  mistakes  in  connection  with  time-tables  or 
telegraphic  orders. 

Bulletin  No.  9  records  two  collisions  in  which  44  x)ersons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  the  other  to  gross  negligence  of 
an  engineman,  who  failed  to  keep  the  air  brakes  in  working  order.  Refer- 
ence is  made  to  the  derailment  of  four  fast  mail  trains  by  reason  of  reckless 
speecx. 

Hulletin  No.  10  records  the  death  of  147  jmssengers  in  collisions  and  derailments- 
more  than  three  times  the  average  number  killed  during  the  nine  preceding 
quarters.    One  derailment,  due  to  an  accidental  obstruction,  killed  65  pas- 
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Bengers,  and  six  other  accidents  caused  106  deaths.  The  causes  of  the  derail- 
ment mentioned  and  of  four  of  the  worst  collisions  are  explained  at  length. 

Bulletin  No.  11  contains  a  note  on  one  butting  collision  which  resulted  in  the 
deaths  of  18  passengers  and  injuries  to  87,  the  collision  being  caused  by  failure 
to  identify  a  freight  train  on  a  side  track  at  night;  but  aside  from  this  the  quar- 
ter's totals  are  in  nearly  every  case  less  than  in  preceding  quarters.  Two 
costly  accidents  were  caused  by  air-brake  failures  which  were  due  to  extreme 
cold  weather.  Mention  is  made  of  a  fourth  error  like  that  shown  in  Bulletin 
No.  8  (readers  overlooked  the  word  **  second  "). 

Bulletin  No.  12  records  one  derailment,  killing  7  passengers,  due  to  the  failure  of  an 
engineman  to  reduce  sx)eed,  on  entering  a  side  track,  according  to  a  telegraphic 
order  which  had  been  delivered  to  him.  This  bulletin  contains  summaries  of 
the  casualties,  collisions,  and  derailments  for  the  three  years  ending  June 
30,  1904. 
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Accident  Bulletin  No.  14. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DoRING   THE 


THREE  MONTHS  ENDING  DECEMBER  31,  1904. 


The  number  of  personB  kiHed  in  tiiiin  accidents  during  the  months  of 
October,  November,  and  December,  1904,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  ''accident  law"  of  March  3,  1901,  was  242,  and  of  injured  3,298. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc. , 
bring  the  total  number  of  casualties  up  to  14,978  (951  killed  and  14,027 
injured).  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers  and  (J)  employees  on  duty. 

Tablb  No.  1. — Summary  of  caguaUies  to  persona^  October,  November ,  and  December ,  1904, 


Passen- 
gers. 

• 

Trainmen. 

Trainmen 
in  yards. 

Yard 
trainmen 

(switch- 
ing 

crews) . 

other  em- 
ployees. 

Total  em- 
ployees. 

i 

1 

68 
39 

13 

• 

•2 

a 

13 
4 

2 
19 
16 

17 

4 

25 
22 

84 

i 

S 

242 
45 

73 

1 

5 

15 

3 

C 

1-^ 

i 

2 

i 

a 

1 

t 

9 
HI 

Collisioiw 

51 

899 

586 
252 

256 

09 

n 

162 
54 

18 

117 

l.OHO 

I>erailinents 

2 

495 
36 

6  1      44 
1         37 

6 
1 

55        395 

Miscellaneous  train  accidents 
(excluding    the  above)   in- 
clading  locomotive  boiler  ex- 
plosions  

1 
17  ,      884 

Total  train  accidents 

53 

1.480 

120 

1,094 

860 

22 
?9 

180 

28 

234 

189  {  1,868 

(^onplinff  and  nncouDlinir 

24 
12 

15 

72 
86 

252 
1,404 

144 

986 
128 

181 
708 

66 

607 
106 

866 

2 
26 

1 

85 
220 

S3 
529 

19 

268 
2,591 

71         832 

While  doing  other  work  about 
trains    or    while    attending 
switches 

18 

2 

49 
28 

542 

72 

706 
78 

73 

22 

181 
301 

3,178 

aoi 

Ckmiing  in  contact  with  over- 
head  bridges,  structures  at 
side  of  track,  etc 

4 

45 
12 

5 

489 
458 

Falling  from  cars  or  engines,  or 

while  getting  on  or  off 

Other  causes 

2,666 
2,905 

Total  (other  than  train 
accidents) 

61 

947 

159 

2,914 

1,665 

121 

1,768 

284 

3,440 

648 

9,782 

Total,  all  classes' 

114 

2,877 

279 

4,008 

108 

2,025 

143 

1.943 

312 

3,674 

837 

11,660 

NoTR.— Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  emplovee 
injured  from  performing  his  accustomed  service  for  more  than  three  dasrs,  in  the  aggregate,  during 
the  ten  days  immediately  following  the  accident  are  not  reported. 


The  quarterly  bulletin  issued  three  months  ago  (No.  13)  and  that 
issued  one  year  ago  (No.  10)  were  both  marked  by  very  high  casualty 
records,  so  that  the  present  one  shows  well  in  comparison  with  either; 
but  the  three  most  serious  accidents  in  the  present  record  caused  48 
deaths.  These  are  collisions  17,  22,  and  23.  The  total  numbers  of 
employees  killed  in  the  various  classes — which  numbers,  when  taken 
for  a  whole  quarter,  are  but  little  affected  by  the  notable  disasters  to 
passenger  trains — ^will  be  found  to  vary  both  ways  from  the  figures 
given  in  the  earlier  bulletins  named;  some  items  have  increased,  while 
others  have  decreased.  The  total  of  employees  killed  in  accidents 
other  than  train  accidents  (648)  is  larger  than  in  the  last  preceding 
quarter;  but  the  number  of  men  employed  in  the  train  service  was 
doubtless  larger.  As  compared  with  the  October-December  quarter 
one  year  ago,  the  present  total  under  this  head  is  smaller. 

The  total  number  of  collisions  and  derailments  was  2,950  (1,760  col- 
lisions and  1,190  derailments),  of  which  268  collisions  and  139  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,406,081.  Given  more  in 
detail,  these  facts  appear  as  below: 

Table  No.  2. — Collisions  and  deraUmenis. 


ColIisionH,  rear 

Collisions,  butting 

Collisions,  trains  separating 

Collisions,  miscellaneoQS 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc 

Derailments  due  to  unforeseen  obstruction,  etc 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 


Number. 


445 
215 
807 
798 


1,760 


202 

609 

94 

51 

19 

215 


1,190 


2,950 


Loss. 


9496,745 
467,798 
142,781 
867,800 


1,476,619 


184,706 

625,840 

62,776 

47,284 

18,874 

146,082 


929,462 


2,406,061 


Persons 
killed. 


48 

69 

4 

82 


168 


9 
6 

13 
7 
1 

21 


57 


225 


Persoiia 
injured. 


685 


106 
497 


1,968 


806 
153 
101 
73 
l.S 
242 


H90 


2,876 


Note.— Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not 
over  8150  damage  to  the  property  of  the  railroad  are  not  reported. 

Following  is  the  usual  list  of  Class  A  train  accidents;  all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which  pas- 
sengers are  killed;  and  those  doing  damage  less  than  $10,000  and  down 
to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of  particular 
interest: 


Ca»iM»  of  li»Tty4kree  pnyimmaA 

[NoTM.— R.  nandi  for  iw  coIIIbIob:  B.,  botUng^ 


noccidenb  (Clau  A). 


■.  ElodottnlD. 


K       F.uidF... 
R       F.uidF... 


F.UHlF... 
P.kndF... 


r.aod  F.... 
P.vidP.. 


P.UMIF... 

P.uidF... 


F.,  fivdght  uid  nUBcell&neo 
OOLLIBIONB. 


Opemtorn 


n.tooi 
le.ooo 


22,  OU 

ao,tHi 


'tor  nve  clear  block  signal  wben  block  waa  not 

LI.    EnglDeinan  had  control  of  air  brskn  on 

uiiif  7  oat  of  hla  10  can.    (8f«  note  in  Imt  b«loir.) 

Superlnteodent  reparu  tnli  aa  "  unavoidable. 
Leading  train  bad  ■lopped  jiut  after  emeigins  fram 
tUDuel.becameof  broken drairbai;  flaKman  Deard 
following  train  In  tanoet.  bat  did  not  dare  enter 
becanaetncDelwullUed  vlthsmoke;  rcgulartime 
Interval  had  been  maintained  at  lail  staUon. 

TnUD  approacbed  jard  at  uncunlrollable  iipeed,  11 
p.  m.;  englDeman  on  dutTilnce8.i6  am.,  alter  rest 
of  «  bonn  folloiring  12-bour  trip. 

One  panengei  killed.  Fallnre  to  Hag.  and  poor 
lookout  on  engine:  Bagmaa  on  dulv  17  boon  80 
mlnolcs.  wltb  fnterml^on  ot  1  hour. 

Englnmianforeot  meet  Older:  conductor  endeavored 
niunccaafnirr  lo  atop  train. 

Fonr  paMeogen  killed.    Englnemaa  negligent  ai  to 

.. 1.  _., i..ng  ,  juncUon. 

orders.    (See  note  In  text 


Pilot  on  one  train  overlooked  tbe  gcbedule  ol  tbe 

Lewllng  train,  entering  side  tnck.  eligbtly  delated: 
following  train  not  under  proper  control. 

Collision  at  cioatlng  ol  two  ralliuads;  air  biakea  In^ 
DperaUve:  hadnot  been  tested  at  beglonlngof  trip. 
ExiglDenian  negligenl  In  not  calllnglor  uae  ol  hand 

Entering  aide  track  at  meeting  point:  overran  swilch 

and  out  OD  lo  main  track. 
Condnctorand englnenun o[  mixed  train  [1.10 a.m.) 

It  killed. 


part  of  li 

known.    Conductor  and  Bagman  In  cabooae,  men 
of  bilef  experience,  did  not  respond  lo  whittle  alg- 
nal  and  did  not  apply  air  biakea. 
Englneman  Marted  from  Matlon  wllhoni  signal  from 


e 


ler*!  orden  to  engi  nen 
and  received  addltic 
~  adTlae  englneman. 


lellvered  certain  dla- 


paalog  panenger  trins.    . ._ 

Agent.  Z|  months'  experience,  failed  to  deliver 


id  into  side  of 


taatbouuu  ID 

wcMbonnd  train.    Interlocking 
hlled  and  awllch  had  lo  be  splkt-,  .-^ 
mlatake  spiked  Itln  tbe  wrong  poelllon. 
Injories  slight. 
Oondnclor  and  englnenan  of  freight  forgot  order  Ic 


)l  properly  protected  at  re 


r  hj  Bag.  Con- 
ductor. englncDun.'and  Bagman  on  dot;  18  bonn. 
TorpedMB  nad  been  awd  op:  Bagman  neglected 


OperKtor  recopylng  dispatcher**  order  made  It  read 
I  hoar  HI  mlnulea  Instead  of  I  hour  SO  minntea. 
Aceotding  to  rale  abould  bave  traced  lecoad  copr 
tronlheBnt. 
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Caiues  of  thirty-Oiree  prominent  train  accidents  ( CUus  A) — Continued. 
*  COLLISIONS-Continued. 


No. 


23 


Clam. 


B 


Kind  of  train. 


P.  and  P.. , 


24       R      P.  andF.. 
Total,  collisions 


1 

M 
8 

0 
69 

• 

t 

25 
2 

Damage  to  en- 
gines,cais,and 
roadway 

Reference   to 
record. 

936,300 
37,900 

48 
2 

286 

349,860 

Causes. 


Occurred  3  a.  m.  Operator  (experienced)  failed  to 
deliver  meeting  order;  evidently  acknowledged  the 
order  to  the  dispatcher  without  setting  his  signal 
in  the  stop  position.    Six  cars  destroyed  by  fire. 

Misunderstanding  between  block-signal  operators. 


DERAILMENTS. 


1 

D 

D 
D 

D 
D 
D 
D 
D 
D 

Tota 

Tota 
an 

P 

2 

0 

1 

1 
0 
0 
0 

2 

1 
43 

7 

45 
0 

94.000 

5,400 
7,125 

10,200 
10,913 
11.150 
15.000 
18,900 
25,000 

70 

71 
42 

22 
65 
43 
41 
40 
67 

Train  thrown  off  track  by  derailing  switch  at  cross- 

2 
3 

F  ...» 

P 

ing,  4  a.  m.;  operator  changed  signal  after  train 
was  close  to  crossing,  evidently  thinking  train  was 
on  another  (parallel)  track.  Operator's  experience 
at  this  place,  3  days;  elsewhere.  6  months. 

At  derailing  switch,  3  a.  m.;  engineman  and  brake- 
man  asleep  on  engine. 

Very  high  speed  on  curve  of  10°;  elevation  of  outer 
rail,  A^  inches;  weight  of  engine,  197,820  pounds. 
Engineman,  who  was  killed,  had  satisfactory  record 
up  to  the  beginning  of  this  trip.  Injuries  to  pas- 
sengers reported  "not  serious. ' 

Burning  trestle,  6  a.  m. 

Broken  rail. 

4 

p 

5 

p 

6 

F 

Unknown. 

7 

p 

Broken  wheel:  personal  injuries  slight. 
Drawbar  broke  and  fell  to  the  track. 

8 

F 

0  0 

1  H 

9 

P 

Breskage  of  cast-iron  weeel  of  baggage  car;  speed  50 
miles  an  hour;  three  cars  destroyed  by  fire. 

1,  derailments 

1,    collisions 
d  derailments 

5 

74 

112 

107,688 

398 

457.548 

# 

Collision  No.  17,  the  most  disastrous  accident  in  the  present  record, 
wa.s  between  an  eastbound  passenger  train  and  a  westbound  freight, 
tt  occurred  at  4  a.  m.,  and  both  trains  a  moment  before  the  collision 
were  moving  at  about  30  miles  an  hour.  The  freight  was  encroaching 
on  the  time  of  the  passenger  train  in  consequence  of  the  failure  of  its 
conductor  and  engineman  to  observe  or  heed  the  green-light  signals 
on  a  preceding  passenger  train.  The  freight  train  had  been  waiting 
on  a  side  track  about  one  hour  and  forty  minutes,  and,  according  to 
the  rules,  was  to  wait  there  until  the  passage  of  the  eastbound  pas- 
senger train  and  all  of  its  sections.  On  the  first  section  green  lights 
were  displayed  to*  indicate  that  a  second  section  was  to  follow,  but 
failing  to  look  for  these  lights  the  men  in  charge  of  the  freight 
started  their  train  out  of  the  side  track  immediately  after  the  passage 
of  the  first  section  (which  did  not  stop  at  that  point).  The  conductor 
and  engineman  in  charge  of  this  freight  were  both  men  of  experience. 
The.9^passengers  who  were  killed  were  all  riding  in  the  foremost 


passenger  car,  which  was  next  to  the  tender  of  the  engine,  there  being 
no  baggage  car  in  the  train. 

In  connection  with  collision  No.  22  (causing  10  deaths)  the  officers 
of  the  road  state  that  a  rule  has  been  issued  requiring  that  hereafter 
an  operator  who,  after  receiving  a  telegraphic  order  needs  additional 
copies  of  it,  must,  after  writing  such  additional  copies,  telegraph  them 
to  the  dispatcher  and  receive  the  dispatcher's  '^  o  k." 

The  third  most  serious  collision.  No.  23,  killing  8  persons  and  injur- 
ing 25,  was  due  to  a  failure  on  the  part  of  a  telegraph  operator 
whose  experience  had  extended  over  several  3'ears,  but  whose  service 
bad  been  intermittent  and  had  been  on  several  different  roads. 

Butting  collision  No.  7  resulted  from  negligence  on  the  part  of  three 
or  more  persons.  The  third  section  of  a  freight  train  passed  the  first 
section  without  the  exchange  of  dispatcher's  orders  between  the  con- 
ductors of  the  two  trains,  as  is  required  by  rule;  and  a  meeting  order 
was  thereby  nullified.  A  copy  of  the  meeting  order  had  been  sent  to 
the  station  at  which  the  opposing  train  should  have  been  met,  but  the 
operator  at  this  station,  a  man  of  one  year's  experience,  did  not  display 
his  stop  signal.  Soon  after  receiving  the  order  his  tour  of  duty 
expired  and  he  went  off  without  giving  to  the  opemtor  who  relieved 
him  a  notice  of  the  existence  of  the  meeting  order. 

Collision  No.  1  occurred  about  6  a.  m.,  and  the  victims  were  drovers 
riding  in  the  caboose  of  the  leading  train.  Although  the  block-signal 
operator  appears  to  have  been  grossly  negligent,  the  collision  would 
not  have  occurred  but  for  neglect  on  the  part  of  others.  The  line  of 
the  road  was  straight.  The  foremost  train  having  been  stopped,  the 
conductor  went  Imck  with  a  red  light  and  put  one  torpedo  on  the  rail, 
but  before  he  could  go  farther  and  put  down  another  torpedo,  the 
second  train  (19  cars)  was  upon  him.  The  engineman  of  this  train 
did  not  see  the  conductor's  red  stop  signal  until  he  was  very  close  to 
it,  because  of  an  electric  headlight  on  a  passenger  train  coming  from 
the  opposite  direction,  the  rays  of  which  shone  directly  in  his  eyes. 
Of  the  19  cars  in  the  second  train  only  7  had  their  air  brakes  coupled 
so  as  to  be  within  the  control  of  the  engineman.  This  train  had  left 
the  last  preceding  station  ahead  of  time. 

Derailment  No.  1  appears  to  have  been  directly  due  to  the  signal- 
man's lack  of  acquaintance  with  his  surroundings.  Though  in  the 
service  of  the  company  only  three  days,  he  was  intrusted  with  the 
management  (in  the  night)  of  the  signals  at  a  crossing  of  one  road  with 
another  where  the  two  lines  approached  fix>m  one  direction  on  paral- 
lel lines  close  to  each  other.  Derailment  No.  3  appears  to  have  been 
due  to  a  reckless  disregard  of  regulations. 


^ 
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Table  No.  .3. — Details  of  Table  1 — CauBes  of  aoeidents  to  employees  in  coupUng  amd 

uncoupling  cars. 


Sub- 
claaB. 


1 
2 
8 

4 

5 

6 
7 
8 

9 
10 
11 
12 
13 
14 
15 
16 
17 

18 

19 
20 
21 


Causes. 


Sticking  of  parts  (bent  pins,  etc.)  preventing  quick 
work 

Holding  up  pin  by  hand  (presumably  made  neces- 
sary by  deiecti ve  uncoupling  mechanism) 

Other  causes,  apparently  due  to  defective  uncoup- 
ling mechanism 

Defective  draft  gear,  with  automatic  coupler 

Coupling  to  an  engine  or  tender 

Same  (with  link-and-pin  coupler) 

Coupling  on  inside  of  sharp  curve 

Foot  caught  in  or  between  couplers  while  adjusting 
coupler 

Slipped,  usually  on  ice  or  snow 

Foot  caught  in  frog,  guard  rail,  or  switch 

Caught  by  overhanging  load  (on  platform  car) 

Load  sh  i  f ted 

Engaged  in  operations  preliminary  to  coupling 

While  coupling  safety  cnains 

Link-and'pin  coupler 

Link  and  pin,  with  automatic 

Coupling  damaged  cars  (presumably  an  unavoid- 
able risk)  

Uncoupling  without  using  lever  (presumably  by 
reason  ofdefective  uncoupling  mechanism) 

Uncoupling,  other  causes 

Miscel  laneous 

Not  clearly  explained 


Total 


Train- 
men. 


I 

\4 


1 
4 


1 
6 


17 

12 

2 
2 
7 
2 
9 

16 
6 
4 
7 
3 

31 
1 
1 


1 
2 
4 
4 


24 


16 
58 
35 
16 


252 


Trainmen 
in  yards. 


I 

mm 


1 


14 

12 

1 


11 


1 
3 


15 
7 
1 
1 
3 

18 


2 
8 


16 


8 

9 
26 
34 
16 


181 


Yard     , 

^  Tig     pJoy««- 

crews).  , 


0) 


M 


2 
1 


13 

25 

-5 

3 

16 


2 
5 

...\ 
1 
2 


22 

14 

11 

6 

8 


1 
6 


3 
1 

2 
5 


29 


2  ' 

1 

2 


17 
76 
60 
31 


866 


1 
I 


1 
3 
1 


2 

2 
5 
6 
1 


S3 


Table  No.  4. — Details  of  Table  1 — Causes  of  accidents  to  employees  dassified  ( OS  and  C7) 

as  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


C& 


1 
2 
3 
4 


C7 


6 
7 
8 
9 
10 

11 
12 

ri3 

14 

15 

16 

17 

18 


Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Def ec t  i n  car 

Ice  or  snow 

Parting  of  train , 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclass  3 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in 

motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, aerailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Total 


Train- 
men. 


I 


4 
4 


2 

87 

2 

3 

3 

1 
7 


72 


6 

13 

4 


76 
25 

4 

6 

85 

6 

78 

78 

82 

105 

181 

38 

22 

178 


986 


Train- 
men in 
yards. 


3 


2 


8 
12 


26 


I 


6 

11 

6 


61 
14 

3 

8 

49 


56 
43 
28 
58 
100 

14 

23  ' 
127 


Yard 
trainmen 

(switch- 
ing 

crews). 


7 
2 

1 

'2 


2 
6 
14 
1 
4 


607 


8 
1 

49 


a 
"B 


8 

14 

9 


86 
48 


27 
1 

14 
60 
44 
63 
151 

18 

88 

1S2 

2 

706 


Other  em- 
ploy* 


(4 


4 

2 


0 


3 

13 

6 

2 

1 
Z 


85 


2 

i 


18 

6 

2 
3 

8 
6 

28 
9 

as 
47 

52 
11 

2 

48 


268 


[PuBuo— No.  171.] 

AK  ACT  Itoqniring  cxMomon  carrien  engaged  in  interstate  commerce  to  make  full  reports  of  all 

accidents  to  the  Intentate  Commerce  CommisBlon. 

Be  ii  enacied  by  the  Senaie  and  House  of  RepreserUoHves  of  the  United  States  of  America 
in  Omgrefs  assembled^  It  shall  be  the  daty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  crrrier  en^a^ed  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidently  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sbc.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deem^  guilty  of  a  misdemeanor  and.  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

8bc.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  makine  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  renort 

Sbc.  4.  That  the  Interstate  Commerce  Commission  is  authorizea  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  tne  foregoing 
section  provided. 

Approved,  March  3,  1901. 
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SPEdAI.  INFOBKATIOK  CONTAINED  IN  PBBOEDINO  BXTLLBTIVB. 

Each  accident  bulletin  contains  tables  showing  the  namber  of  poasengere  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause 
(see  Table  No.  1 );  also  tables  showing  cost  of  the  different  classes  of  train  acci- 
dents. The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and 
in  falling  from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The 
most  serious  collisions  and  derailments  are  dealt  with  in  a  supplementary  table 
(Class  A)  showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months, 
and  No.  1  was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the 
quarter  ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables 
showing  the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that 
date. 

Bulletin  No.  1  contains  brief  notes  on  the  causes  of  coupler  accidents,  explanatory 
of  Table  No.  3.  Table  No.  4  is  supplemented  by  similar  notes.  In  this  quarter 
Hpedal  mention  was  made  of  130  casualties  due  to  operating  trains  in  which  air 
brakes  were  used  on  only  a  portion  of  the  cars. 

Bulletin  No.  4  has  comments  on  collisions  occurring  where  the  trainmen  had  worked 
very  long  hours.  In  this  bulletin  a  table  is  given  showing  the  deaths  and  inju- 
ries due  to  trains  parting.  The  table  shows  that  nearly  all  of  the  coupler  fail- 
ures which  resulted  in  a  collision  or  derailment  were  reported  as  due  to  **  cause 
unknown." 

Bulletin  No.  5  contains  a  table  showing  the  cause  (as  reported)  of  each  coupling 
accident  in  the  quarter.    The  table  fills  12  pages. 

Bulletin  No.  6  contains  a  table  giving  notes  on  the  causes  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  the  block  system  is  in  use. 
Comment  is  made  on  the  large  increase  in  the  number  of  accidents  to  men  in 
coupling,  as  compared  with  previous  quarters. 

Bulletin  No.  7  contains  a  note  on  the  cause  of  a  rear  collision  due  to  the  inadequacy 
of  the  time-interval  rule. 

Bulletin  No.  8  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of 
these  collisions  a  conductor  gave  a  hand  signal  to  stop,  which  was  taken  by 
the  engineman  to  mean  go  ahead.  In  another  case  the  men  in  chai^  of  a  train 
read  "No.  2"  when  the  order  was  written  *' second  No.  2.*'  This  bulletin  con- 
tains a  special  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude, 
which  were  caused  by  mistakes  in  connection  with  time-tables  or  telegraphic 
orders.  • 

Bulletin  No.  9  records  two  collisions  in  which  44  persons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  the  other  to  gross  n^ligence  of  an 
engineman,  who  failed  to  keep  the  air  brakes  in  working  order.  Reference  is 
made  to  the  derailment  of  four  fast  mail  trains  by  reason  of  reckless  speed. 

Bulletin  No.  10  records  the  death  of  147  passengers  in  collisions  and  derailments— 
more  than  three  times  the  average  number  killed  during  the  nine  preceding 
quarters.  One  derailment,  due  to  an  accidental  obstruction,  killed  65  pas- 
sengers, and  six  other  accidents  caused  106  deaths.  The  causes  of  the  derailment 
mentioned  and  of  four  of  the  worst  collisions  are  explained  at  length. 

11 


12 

Balletin  No  11  contains  a  note  on  one  butting  collidon  which  resalted  in  the 

of  18  passengers  and  injuries  to  37,  the  collision  being  caused  by  faUure  to  iden- 
tify  a  freight  train  on  a  side  track  at  night;  but  aside  from  this  the  quarter's 
totals  are  in  nearly  every  case  less  than  in  preceding  quarters.  Two  costly  acci- 
dents were  caused  by  air-brake  faiilures  which  were  due  to  extreme  cold  weather. 
Mention  is  made  of  a  fourth  error  like  that  shown  in  Bulletin  No.  8  (readers 
overlooked  the  word  * '  second  " ) . 

Bulletin  No.  12  records  one  derailment,  killing  7  passengers,  due  to  the  failure  of  an 
engineman  to  reduce  speed  on  entering  a  side  track,  according  to  a  telegraphic 
order  which  had  been  delivered  to  him.  This  bulletin  contains  summariee  of 
the  casualites,  collisions,  and  derailments  for  the  three  years  ending  June  90, 
1904. 

Bulletin  No.  13  records  the  death  of  228  passengers  in  collisions  and  derailments — a 
number  far  greater  than  had  been  reported  in  any  previous  quarter.  One  derail- 
ment caused  the  death  of  88  persons  (passengers  and  employees);  one  collision, 
63;  another,  24;  another,  18;  and  a  fourth,  16.  The  circumstances  of  these 
unusually  serious  accidents  are  given  in  detail.  One  of  these  coUisiona,  and 
another  not  so  disastrous  to  life  and  limb,  occurred  under  somewhat  unusoal 
circumstances,  due  to  the  complicated  nature  of  the  regulations  undw  which  the 
trains  were  run. 
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Accident  Bulletin  No.  15. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 

DURING   THK 

THREE  MONTHS  ENDING  MARCH  31, 1905. 


The  number  of  persons  killed  in  train  accidents  during  the  mouths 
of  January,  February,  and  March,  1905,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission  under 
the  ''accident  law"  of  March  3,  1901,  was  232,  and  of  injured  3,713. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  909  killed  and  14,397 
injured.  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers  and  (b)  employees  on  duty. 

Table  Xo.  1. — Summary  of  caeuaUies  to  persons — January,  February ,  and  March ,  1905, 


Passen- 
gers. 

Trainmen. 

Train- 
men in 
yards. 

Yard 
tmlnmen 
(switch- 
ing 
crews). 

other  em- 
ployees. 

Total  em- 
ployees. 

» 

18 
9 

1 

28 

i 

C 

I-4 

1 

s 

66 

48 

21 

■ 

3 
C 

i 

1 

c 

■ 

15 
6 

1 

■ 

pi 

9 
10 

2 

21 

3 

18 

•  •  «  ■ 

28 
214 

?<)3 

i 

i 

• 

Collii^lons 

834 

794 

23 

533 

U 

262 

51 

102 

137 

58 

182 
57 

28 

104 
70 

30 

1,104 

Derailments 

350       6 
276       6 

516 

Hisoellanet)us  tniin  accidents, 
including  locomotive  boiler 
explosions .- 

1         Srt 

442 

26 
16 

22 

?7 

Total  train  accidents 

1,651 

135 

1.159 

405 

231 

2  57 

201 

2,062 

Conpling  and  uncoupling 

16 
19 

13 

76 
S8 

162 

196 

170 
773 

83 

624 
136 

406 

19 
654 

9 

275 
2. 575 

62 
6.> 

21 

l.V) 
338 

790 

While  doing  other  work  about 
trains,  or    while    attending 
h\\  itches 

1,453 

116 

933 
114 

12 

4 

19 
27 

16 
4 

595 

3, 475 

Coming  in  contact  with  over- 
head  bridges,  structures  at 
side  of  track,  etc 

3 

317 
343 

303 

Palling  from  can  or  engines,  or 

while  getting  on  or  off 

Other  causes 

21 
12 

36 

32       708 
29         H8 

2, 540 
2, 913 

108 
130 

Total  (other  than  train 
accidents) 

663 

2.811 

78 

1,786 

1,892 

3,532 

611 

10,021 

-,    ii 

irvi  ' 

314 

!•>  as;? 

Total,  all  classes 

2, 314 

297 

3.970 

2,191 

'1  VIA 

S  799  1 

M5 

o,»<w  j—  1 

r    1 

Note. — Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee 
injured  from  performing  his  accustomed  service  for  more  than  three  days,  in  the  aggregate,  during 
the  ten  days  immediately  followfng  the  accident  are  not  reported. 
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Accident  Bulletin  No.  15. 

RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURn«0  THE 


THREE  MONTHS  ENDING  MARCH  31, 1905, 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  January,  February,  and  March,  1905,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission  under 
the  '*■  accident  law"  of  March  3,  1901,  was  232,  and  of  injured  3,713. 
Ac<;idents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  909  killed  and  14,397 
injured.  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers  and  (b)  employees  on  duty. 

Table  No.  1. — Summary  ofcasuallies  to  persons — January^  February^  and  March^  1905. 


Pa 

• 
V 

s 

18 
9 

1 
28 

isseu- 

fers. 

i 

C 

Trainmen. 

Train- 
men In 
yards. 

Yard 
trainmen 
(switch- 
ing 
crews). 

Oth 

ph 

• 

9 
10 

2 

21 

3 

18 

•  •  •  ■ 

28 
244 

293 
311 

ler  era- 
oyees. 

Total  em- 
ployeei*. 

f 

■2 

■— » 

66 

48 

21 

• 

I 

3 

i 

^-« 

14 
6 

6 

• 

u 

15 

"6 

2 

3 

•5 

• 

• 

Si 

Collisions 

8,^1 

794 

23 

533 
350 

276 

252 

51 

102 

137 

182 
57 

28 

104 
70 

30 

1,101 

Derailments 

6  :     ^ 

516 

Miscellaneoufi  train  accidents, 
including  locomotive  boiler 
explosions 

1 

36 

442 

Total  train  accidents 

1,651 

135 
16 

19 

13 

76 
88 

162 
1:97 

1,159 

26 
16 

405 

22 

?7 

231 

2:57 
19 

654 

9 

275 
2.575 

201 

2. 062 

Coupling  and  uncoupling 

195 

170 
773 

83 

624 
136 

406 

62 
6.') 

21 

155 
338 

790 

While  doing  other  work  about 
trains,  or    while    attending 
switches 

1,153 

116 

933 
114 

12 

4 

19 
27 

16 

4 

32 
29 

595 

95 

708 
88 

3,475 

Coming  in  contact  with  over- 
head  bridges,  structures  at 
side  of  track,  etc 

8 

317 
343 

303 

Falling  from  cars  or  engines,  or 

while  getting  on  or  on 

Other  causes 

24 
12 

86 
64 

2, 540 
2. 913 

78 

101 

1 

108 
130 

Total  (other  than  train 
accidents) 

663 

2.811 

1,786 

1,892  , 

3, 532 

611 

10  0"! 

Total,  all  classes 

2, 314 

3.970  1 

2,191 

2, 123  1 

3, 799 

tHo  ll.>  i\K\ 
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The  totals  in  this  table  are  not  strikingly  different  from  those  in 
Bulletin  No.  11,  covering  the  same  quarter  of  the  preceding  year, 
though  there  is  a  decrease  of  12  in  the  number  of  passengers  killed  in 
train  accidents.  In  this  item  Bulletin  No.  11  was  swelled  by  one 
collision  which  killed  18  persons.  In  the  present  record  the  largest 
passenger  death  list  was  that  of  collision  No.  24,  in  which  7  were 
killed.  Particulars  of  this  and  other  collisions  are  given  below. 
Coupling  accidents,  while  fewer  than  one  year  ago,  do  not  show  any 
marked  falling  off  in  fatalities.  From  the  details  of  "coupling  acci- 
dents," as  given  in  Table  3,  on  a  following  page,  it  is  evident  that  a 
considemble  percentage  of  the  injuries  classed  under  this  head  are  of 
a  kind  not  peculiar  to  this  department  of  work,  but  are  due  to  causes 
which  occur,  and  probably  to  about  the  same  extent,  in  other  kinds  of 
work. 

The  total  number  of  collisions  and  derailments  was  3,108  (1,787  col- 
lisions and  1,321  derailments),  of  which  284  collisions  and  177  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,449,248.  Given  more  in 
detail,  these  facts  appear  as  below: 

Table  No.  2. — Collisions  and  dcrailmenU. 


Collisions: 

Rear 

Butting 

Trains  separating. 
Mi.scclianeous 


Total. 


Derailments: 

Due  to  defects  of  roadway,  etc 

Due  to  defects  of  equipment 

Due  to  negligence  of  trainmen,  signalmen,  etc 

Due  to  unforeseen  obstruction  of  track,  etc 

Due  to  malicious  obstruction  of  track,  etc 

Due  to  miscellaneous  causes 


Num- 

Loss. 

Persons 

ber. 

killed. 

511 

S473, 785 

44 

203 

850,704 

47 

252 

90, 7M 

2 

821 

343,834 

29 

Persons 
injured. 


634 

109 
545 


Total 1,321 

Total  collisions  and  derailments 


1,787 

1,259,077 

122 

834 

328,326 

19 

598 

439.354 

7 

72 

43, 744 

7 

92 

113,968 

19 

11 

20,240 

3 

214 

244,539 

24 

1,321 

1,190,171 

79 

3,108 

2,449,248 

201 

1,988 


506 
234 

70 
165 

46 
289 


1,810 


3,248 


Note. — Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not 
over  S150  damnge  to  the  property  of  the  railroad  are  not  reported. 

Derailments  at  derailing  switches  caused  losses  of  $18,652  in  this 
quarter,  and  of  $29,735  in  the  quarter  last  preceding  (not  including 
personal  injuries  and  losses  of  merchandise).  In  the  present  quarter 
two  of  these  derailments  are  charged  to  the  fault  of  the  tower  man; 
one  to  a  runaway,  due  to  bad  management  of  the  air  brakes  by  the 
engineman;  one  to  the  freezing  of  a  distant  signal  in  the  clear  position, 
and  one  to  a  defect  in  the  derailing  switch.  Other  cases  are  reported 
as  due  to  the  more  ordinary  kinds  of  carelessness.  In  one  instance 
the  engineman  had  been  on  dut}^  twenty  hours.     In  the  list  for  the 


preceding  quarter  (three  months  ending  December  31,  1904),  two 
derailing  switch  accidents  were  reported  as  due  to  the  engiueman  fall- 
ing asleep.  In  another  the  engineman  mistook  the  signal  light;  the 
light  which  should  have  guided  him  had  been  accidentally  extinguished, 
but  he  saw  some  other  light,  whi<-h  he  took  to  be  the  signal  light. 
One  ca»c  was  due  to  bad  hand  signaling,  and  in  one  case  a  signalman 
changed  the  position  of  a  derailing  switch  when  the  train  was  too  near 
to  it.     This  signalman  was  18  years  old. 

Following  is  the  usual  list  of  Class  A  train  accidents— all  in  which 
the  damage  is  reported  at  810,000  or  over;  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  intei'est: 

Qiuwj  ofJorCy  prominent  train  accidenU  ( Clau  A) . 


.r  of  n 


piuwenRcr^  In  cHhoofo;  (^abooAc  to 
iprupcrly  prolerted,  hi 


Bnd.  wilh 

approaching  cngli 

Freight!  BtaiKling  at  wntrr  Miik,  m 

Bpecd;  3  passiTgers  In  cal>uo«  kill 
Dfspaiehpr'n  me    ' 


ng  order  Incorrectly  copied  bjr 

holdiog 

a  Bi^al  400  If 


19  displayed  at 


rmcmcn  aii'd  bolii  Hrei 

[lelglitforgotabuutpawcngiT train;  Ibt'w 
duty  19  hours. 

H  months  In  thia  place  and  4  monlha'  ex- 
perience In  telegraph  vrork  elsewhere)  delivered 
clearance  ciinl  inslead  ol  nieellnR  order.  This 
opernlor  (at  the  meeting  niint)  was  to  hare  de- 
Ifvered  .■leanincc  to  the  oihet  train  II  it  bad  ar- 
rived Hr«l.  In  Reading  a  meeting  order  la  the 
meeting  point  the  dispatcher  ahonid  direct  the 
operator  to  lake  speelul  piecaulioni.  but  failed 


1  engine 


Toupled  biftelher.  going  (o 


>lli<lv<l 


I  paiKeiiin'r  train  Atalted 
paasenger  train.    Passenger  arm nemanni 
torpedo  nignal*.  but  thetw  were  not  he 

ginea.  however,  had  been  uoildcd  by 

Operator  (In   Berrlco  B   week»,   ciperlei 

Engineman  (.■■0  yeAn  old).  Intoxicated,  n 
cewlve  speed  and  did  nnl  heed  ling. 

Operator  negleeled  to  deli  ye  r  order.  BoH 
had  electric  headlights,  and  1  engli 

train  several  miles  away,  but  thought 

I'artof  train  lell  sUndlng  on  grade 


d  placed 
irj.    Ho 


thei 


Caxises  of  forty  prominent  train  accide}U8  {  ClasB  A ) — Co&tinued. 


No. 

Class, 

11 

B 

12 

B 

13 

R 

11 

M 

15 

B 

16 

B 

17 

B 

18 

B 

19 

R 

20 

R 

21 

B 

22 

B 

23 

B 

24 

R 

1 

2 

3 
4 


5 
C 

I 

8 

9 

10 

11 

12 


Kind  of  train. 


COLLISIONS— 

contiuued. 
P.  and  F 

F.  and  F 

F.  and  F 

P.  and  F 

P.  and  F  .... 

F.  and  F 

F.  and  F  . . . . 
P.  and  F 

P.  and  F 

P.  andF 

P.  andF 

F.  andF 

F.  and  F 

P.  and  P 


Total 


D 
D 

D 

D 


D 
D 

D 
D 
D 
D 
D 

D 


DERAILMESTS. 

F 

P 


F 
P 


F 
P 

P 
I* 
P 
P 
F 


• 

■a 

•-< 

9 

^■* 

•«— » 

ixi 

C 
1-^ 

0 

7 

0 

1 

0 

2 

1 

1 

0 

19 

0 

6 

1 

4 

2 

23 

2 

6 

1 

5 

3 

12 

4 

6 

o 

3 

142 

$5,118 
5,800 

6,656 

6,800 
7,300 

7,600 

7,800 

10,800 

13, 175 
13,900 
14,200 

16^731 
19.635 
44,000 


35  1>69  213,012 


5 

1 

0 

2 

1 

1 

1 

0 

0 

0 

8 

1 

13 

0 

1 

0 

30 

0 

19 

1 

0 

0 

0 

800 

2,775 

3,900 
9,148 


10.000 
11,000 

12,400 
14, 725 
15, 741 
18,700 
19,800 

20,000 


h 

Pi 


32 
34 

27 

66 
33 

35 
12 
57 


1 
2 

8 


21 
63 

61 


49 


6.S 
73 


42 

78 

76 

74 
18 
15 
24 

16 


Cause. 


Passenger  train,  stuck  in  snow,  did  not  send  flag 
ahead.  Freight  engineman  ran  unrcasonablS' 
fast,  having  been  informed  about  passenger  train. 

Block-signal  oi>erator,  16  years'  experience,  turned 
eastbound  freight  into  siding  again.st  westbound 
empty  engine  (standing),  haying  forgotten  about 
presence  of  empty  engine. 

Engineman  approached  yard  at  nnautborized 
speed;  on  duty  22  hours  35  minutes;  9  locomo- 
tives damaged. 

Freight  encroached  on  time  of  passenger  train; 
men  at  fault  on  duty  18  hours. 

Block-signal  Ofperator  gave  yard  engine  time 
against  passenger  train  after  dispatcher  haa  tq~ 
fused  to  do  so;  passenger  train  approached  at  un~ 
authorized  speed. 

Conductor  and  engineman  disregarded  meeting 
order;  reported  by  railroad  company  as  "crimi- 
nally responsible."    (See  note  in  text  below.) 

Conductor,  engineman,  and  brakeman  failea  to 
identify  traiii  on  sidetrack.  (Sec  note  in  text 
below. ) 

Engineman  of  ca.<(tbound  freight  encroached  on 
time  of  westbound  passenger,  having  "gained 
the  impression"  that  he  had  S  hours  SO  minutes 
against  it  when  he  had  only  30  minutes.  Con- 
ductor did  not  act  promptly  to  stop  train. 

Passenger  train,  without  headlight,  collided  with 
engine  standing  in  yard  without  red  lights  dis- 
played. 

Freight  encroached  on  time  of  pa.«5sengcr  train  in 
consequence  of  failure  of  two  watches.  (See 
note  in  text  below.) 

Freight  encnjached  on  time  of  passenger  train 
in  dense  fog:  conductor  relied  on  another  con- 
ductor to  HHg  him  to  the  meeting  point,  but  the 
other  condnctorclaima  be  had  not  accepted  that 
responsibility. 

"Double-head"  freight  train  ran  pa.st  meeting 
point.    (Sec  note  in  text  below.) 

Engineman  fell  asleep  and  ran  past  meeting  point 
(Sec  note  in  text  below.) 

7  passengers  killed,  some  of  them  suffering  from 
fire;  engineman,  nmning  at  high  .speed  at  night, 
ran  past  distant  signal  without  observing  its  po- 
sition, and  then  ran  900  feet  past  home  signal, 
striking  preceding  train,  which  had  l>een  stopped 
because  of  a  hot  journal. 


Excessive  speed;  work  train  running  with  tender 
firet. 

Derailing  switch  o|>en;  distant  signal  f9  p.  m.) 
frozen  in  clear  position;  signalman  nt^ligent. 

Track  distorted  by  solar  heat  (Mar.  29). 

Landslide;  watchman  iiad  passed  over  track  just 
before;  damage  partly  due  to  fire;  gas  tank  ex- 
ploded. 

Flange  of  wheel  of  tender  broken. 

Unexplained;  speed  35  miles  an  hour;  tender  de- 
railed on  pood  track. 

Rails  maliciously  loosened. 

Burning  bridge  (3  p.  m.). 

Rock  fell  on  track  (night). 

Broken  80-pound  rail;  12  years  old;  internal  flaw. 

Runaway  (4  trespassers  killed).  (See  not«.in  text 
below.) 

Broken  wheel:  wheel  exceasively  heated  by- 
brakes;  defective  casting. 


Causes  of  forty  promineiU  train  accidents  ( Class  A)  — Continued. 


No. 

Class. 

Kind  of  train. 

1 

14 

0 

1 
3 

1 

• 

"a 

56 

20 
1 

40 

Damage  to  en- 
gines,    can, 
and  roadway. 

Reference  to 
record. 

Cause. 

• 

1 
1 

13       D 

ORRAILMKKT8— 

continued. 
p 

122,500 

25,360 
25,500 

65,000 

48 

77 
20 

41 

Baggage  car  of  rapidly  moving  train  blown  off 

,l'     D 

p 

track  by  explosion  of  boiler  of  engine  of  another 
train  passing  in  opposite  direction  on  adjacent 
track. 
Excessive  speed  on  curve.    Engincman  was  making 

15         T) 

F 

his  fir^t  trip  over  this  division;  had  made  20 
round  trips  to  learn  the  road. 

Runawav;  men  in  charge  of  train  ha<^l  neglected 
to  test  Drakes  at  head  of  grade;  depended  partly 
on  hand  brakes,  but  did  not  apply  them  soon 
enough.  The  first  brakeman  on  the  train  had 
had  9  months*  experience;  the  second,  6  months, 
and  the  third,  none. 

Broken  rail  at  entrance  to  bridge;  8  cars  and 
bridge  destroyed.  Rail.  85-pouna.  3  years  old, 
was  split  longitudinally  for  6  feet;  internal 
defect.  Train,  running  about  50  miles  an  hour, 
drawn  by  2  heavy  Atlautic-type  engines). 

16 

D 

p 

Total 

14 

194 
463 

277,349 

Tota 
dc 

1  collisions  and 
railments 

49 

<I90,SC1 

The  most  notable  accident  in  this  list,  collision  No.  24,  occurred  on 
a  road  thoroughly  equipped  with  automatic  block  signals,  the  cause 
being  bald  inattention  to  signals  on  the  part  of  an  engineman  whose 
record  had  been  good.  For  about  12  miles  this  engineman,  running 
at  high  speed,  closely  following  the  other  passenger  train,  had  encoun- 
tered successive  signals  about  three-fourths  of  a  mile  apart,  all  indi- 
cating *'all  right."  As  he  approached  the  distant  signal  which  was 
against  him,  that  signal  was  obscured  by  the  smoke  from  a  locomotive 
on  another  track,  and  he  passed  the  signal  without  knowing  its  indica- 
tion. He  gives  no  satisfactory  explanation  of  this,  from  which  the 
conclusion  is  drawn  that  he  had  assumed  that  the  signal  indicated  "all 
right,"  with  no  other  ground  for  such  assumption  than  that  he  had 
found  the  preceding  signals  ''all  right."  But  he  knew  that  he  had 
pa.ssed  a  distant  signal,  and  thus  was  bound  to  prepare  to  stop  at  the 
home  signal.  Not  only  did  this  man  ignore  the  distant  signal,  but 
evidently  after  passing  it  he  allowed  his  attention  to  be  drawn  awa}", 
for  he  did  not  observe  the  home  signal  until  he  was  quite  near  to  it. 
The  distant  signal  which  was  obscured  by  smoke  ought  to  have  been 
seen  by  the  engineman  1,070  feet  before  reaching  it. 

The  fireman  of  this  engine,  who  ordinarily  watches  for  signals  when 
practicable,  had  seen  all  the  signals  for  several  miles,  but  at  this  par- 
ticular point  he  was  engaged  in  putting  coal  into  the  fire  box  and  did 
not  give  his  attention  to  the  signal.  The  fire  in  this  wreck  broke  out  in 
less  than  one  minute  after  the  collision.     It  was  rapidly  spread  by  gas 
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escaping  from  broken  pipes  beneath  the  cars,  and  was  started,  no  doubt, 
by  the  ignition  of  this  gas  by  the  fire  in  the  wrecked  locomotive  or  the 
flames  of  the  lamps  or  by  friction.  The  three  rear  cars  of  the  foremost 
train  and  the  three  leading  cars  of  the  second  train  were  burned  up. 

In  collisions  No.  1  and  No.  2,  taken  together,  7  passengers  were 
killed  while  riding  in  caboose  cars  attached  to  the  rear  of  freight  trains. 
In  connection  with  these  cases  it  may  be  observed  that  it  has  long  been 
generally  recognized  that  the  lives  of  passengers  are  not  so  safe  on 
freight  trains  as  on  passenger  tmins. 

In  three  of  the  accidents  in  this  list  the  men  at  fault  had  been  on 
duty  for  an  excessive  length  of  time;  in  one  case,  19  hours;  in  another, 
22  hours  35  minutes,  and  in  a  third,  18  hours. 

Collision  No.  8,  due  to  the  reckless  conduct  of  an  engineman  who 
was  intoxicated,  is  the  first  case  of  this  kind  which  has  come  to  notice 
since  the  accident  records  have  been  kept. 

In  collision  No.  16,  a  butting  collision  between  two  heavy  freight 
trains,  eastbound  train  No.  8  received  orders  to  meet  westbound  No.  5 
at  A  and  No.  7  at  B.  On  arrival  at  A,  No.  5  was  met,  and  the  east- 
bound  (No.  8)  immediately  received  a  second  order  to  meet  No.  7  at  A 
instead  of  B,  and  to  meet  second  No.  7  at  B.  The  conductor  and 
engineman  read  and  signed  this  order,  and  then  immediately  went  to 
their  train  and  started  out,  utterly  disregarding  the  order.  The  con- 
ductor and  engineman  claim  to  have  been  under  the  impression  that 
they  were  to  meet  onh*^  one  train  at  A,  but  this  one  train  was  met 
before  thev  received  the  second  order.  The  fireman  of  No.  8  was 
disciplined  for  failing  to  read  the  order  when  it  was  handed  to  him  by 
the  engineman.  This  fireman's  experience  was  one  year.  The  con- 
ductor and  engineman  had  each  had  several  years'  experience. 

Collision  No.  17  was  due  to  the  failure  of  the  men  on  train  No.  1, 
west  bound,  to  identif}'^  an  eastbound  train  standing  on  a  side  ti-ack. 
The  fireman  of  the  westbound,  holding  a  lantern  in  his  hand,  stood 
in  the  gangway  of  the  engine  as,  moving  at  about  5  miles  an  hour,  it 
passed  the  engine  standing  on  the  side  track.  On  account  of  escaping 
steam  he  was  unable  to  sec  the  number  distinctly,  but  was  satisfied  that 
it  was  not  the  number  which  he  was  looking  for  (that  of  the  engine  of 
tmin  No.  2).  Failing  to  get  the  desired  information,  but  wishing  to 
save  time  by  avoiding  a  stop,  the  engineman  of  No.  1,  on  passing  the 
ca})oosc  of  the  standing  train,  asked  the  flagman,  who  was  in  the 
cupola,  if  his  train  was  No.  2,  and  the  flagman  is  claimed  to  have 
replied  "yes."  The  flagman,  however,  says  that  he  did  not  understand 
the  question,  did  not  answer  ''j^es,"  and  merely  tried  to  get  the 
engineman  to  repeat  his  question. 

Collision  No.  20  was  due  to  a  miscalculation  of  time,  and  both  the 
engincman's  and  the  conductor's  watches  were  out  of  order.  The  con- 
ductor's was  nineteen  minutes  slow,  and  the  engineman's  had  stopped 
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at  10.56  a.  m.  by  the  minute  hand  being  blocked  b}*  the  hour  hand. 
The  engineman  was  fatally  injured.  The  conductor's  watch  had  on 
the  previous  daj'  been  thrown  violently  to  the  ground  by  an  accident. 
When  picked  up  it  was  running,  in  apparently  good  condition,  but  the 
conductor  had  not  afterwards  compared  it  with  any  other  timepiece. 
Furthermore,  the  conductor  and  engineman  had  neglected  to  compare 
the  time  by  their  watches  when  they  received  the  meeting  order. 

In  collision  No.  22  the  train  which  overran  the  meeting  point — the 
eastbound — was  drawn  by  two  engines,  and  the  enginemen  of  both 
these  engines  disobeyed  the  meeting  order.  The  engineman  and  fire- 
man of  the  second  engine  were  killed.  All  four  men  on  the  engines 
had  also  disregarded  the  rule  forbidding  a  train  to  pass  a  passing  ti-ack 
without  receiving  an  *'all  right"  signal  from  the  conductor.  The 
surviving  engineman  had  "got  the  impression"  in  his  mind  that  the 
meeting  order  specified  another  station  5  miles  beyond.  There  was 
no  reason  or  excuse  for  this  impression,  and  he  gives  no  explanation 
of  it.  His  conversation  with  the  operator  at  the  time  he  received  the 
order  was  such  as  to  prove  that  he  had  read  it  correctly.  He  was 
unable  to  state  positively  that  he  had  read  the  order  to  his  fireman. 
The  fireman  admits  that  he  did  not  read  the  order,  though  both  claim 
that  their  habits  in  this  matter  had  been  correct.  Both  trains  held 
orders  to  meet  at  W.  As  the  eastbound  was  approaching  W.  the 
station  signal  was  sounded  by  one  of  the  enginemen,  and  the  stop  sig- 
nal was  ffiven  bv  the  flagman,  nnder  direction  of  the  conductor.  The 
signal  was  answered  from  the  engine,  but  the  train  did  not  reduce 
speed;  and  the  conductor,  seeing  that  they  were  going  to  pass  the  sta- 
tion, had  the  flagman  get  out  on  top  of  the  train  and  endeavor  to  give 
an  eflfective  stop  signal  to  the  enginemen.  He  failed  to  get  them  to 
notice  his  signal,  and  his  lamp  went  out.  On  account  of  the  speed  of 
the  train  and  the  possibility  of  meeting  the  opposing  train  at  any 
moment,  the  flagman  and  conductor  were  afraid  to  attempt  to  go  over 
the  seven  nonair  cars  in  order  to  open  the  angle  cock  and  apply  the 
air  brake.  The  conductor  is  held  at  fault  for  failing  to  have  his  three 
brakemen  in  the  proper  positions  on  the  train  to  pass  along  the  hand 
signals  when  approaching  a  meeting  point.  These  brakemen  were 
also  at  fault  for  not  being  in  proper  positions  on  the  train. 

Collision  No.  23  occurred  about  5  a.  m.,  and  was  caused  by  one  of 
the  freight  trains  running  past  a  sidetrack,  where  it  should  have 
waited  for  the  train  from  the  opposite  direction.  The  engineman  of 
this  train  had  fallen  asleep  and  a  brakeman  on  the  engine  with  him 
(who  was  killed)  probably  also  had  fallen  asleep.  The  fireman  of  the 
train  was  not  sufliciently  familiar  with  the  road  to  know  that  he  was 
running  past  a  station,  there  being  no  station  lights  at  the  point  in 
question.  The  engineman  had  been  awake  about  three  minutes  before 
the  collision.     The  report  of  the  i*ailroad  company  says  that  he  had 
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voluntarily  overworked  himself,  failing  to  ask  for  rest,  and  concealing 
the  actual  facts  from  his  superior  officers.  After  a  run  of  14  hours, 
preceded  by  a  short  rest,  he  lay  off  for  2  hours  65  minutes,  and  then 
entered  upon  the  run  of  10  hours  which  terminated  in  the  collision. 
At  the  end  of  his  14-hour  run  he  told  the  roundhouse  foreman  that  if 
needed  to  go  back  he  would  be  ready  to  go  whenever  called. 

The  fireman  had  been  on  the  road  only  three  months,  including  the 
time  spent  in  learning.  lie  also  had  worked  the  excessive  hours  above 
mentioned.  The  brakeman  who  was  killed  on  the  engine  had  had 
eight  months'  experience.  The  conductor  tried  to  signal  the  engine- 
man  to  stop,  but,  as  before  stated,  the  bi*akeman  on  the  engine,  who 
should  have  seen  this  signal,  was  probably  asleep.  The  conductor 
and  one  of  his  brakemen,  the  latter  of  eight  months'  experience, 
neglected  to  make  proper  effort  to  apply  the  air-bi-ake  valve  on  one  of 
the  freight  cars  in  the  train. 

Derailment  No.  11  was  a  runawa}^  of  a  train  over  10  miles  of  a  crooked 
road.  It  was  due  to  the  negligence  of  trainmen  in  leaving  the  cars  of 
the  train  standing  on  a  grade  without  having  enough  hand  brakes 
applied  to  keep  them  from  moving.  The  train  was  stopped  in  a  tunnel 
by  the  bursting  of  an  air-brake  hose.  While  making  repairs  a  new 
trainman  was  overcome  by  gas  and  smoke,  and  the  engine  had  to  Ix* 
detached  from  the  cars  to  carry  this  brakeman  out  of  the  tunnel  to 
save  his  life.  While  the  engine  was  detached  the  air  leaked  out  from 
the  brake  cvlinders  of  the  cars  in  the  train  and  this  caused  the  run- 
away.  When  the  cars  struck  the  engine  (which  had  started  to  return) 
the  engineman  was  knocked  off  and  the  fireman  jumped  off.  The 
conductor  of  the  train  did  not  board  it  when  it  started,  for  the  reason 
that  he  also  had  been  overcome  by  gas.  On  8  or  9  cars  the  hand 
brakes  had  been  set  before  entering  the  tunnel,  but  these  were  not 
enough  to  hold  the  tmin.  After  running  10  miles,  on  a  1  per  cent 
grade,  the  ti^ain  was  demiled  on  a  curve  of  10^  where  the  outer  rail 
was  elevated  7  inches.  The  engine  and  34  cars  were  destroyed.  The 
fireman  who  jumped  off  had  been  in  the  employ  of  the  company  two 
months. 

Table  No.  3,  given  below,  showing  details  of  accidents  to  employ- 
ees in  coupling  and  uncoupling  cars,  has  been  changed  and  amplified 
so  as  to  show  more  clearly  the  circumstances  under  which  the  injuries 
occurred. 

The  subclassification  in  this  table  is  designed  to  separate,  as  far  as 
practicable,  those  accidents  which  are  due  to  the  employee's  own  cai"e- 
lessness,  defective  judgment,  or  disobedience  of  rules  from  those 
which  are  due  to  faults  in  the  couplers  or  to  noncompliance  with  the 
law  by  the  railroad  company.  In  a  large  part  of  the  cases  it  is  impos- 
sible to  classify  perfectly,  as  two  or  more  causes  contribute  to  the 
accident.     For  example,  some  cases  fall  into  subclass  24:  without  ques- 
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tion;  in  others  the  cii'cumstances  are  such  that  doubt  arises.  In  sub- 
class 14  some  cases  are  clearly  due  to  recklessness;  in  other  cases  the 
man  was  one  of  reasonably  cautious  habits,  and  his  error  is  to  be  classed 
simply  as  misadventure.  Cases  in  subclass  11  are  sometimes  due  to 
palpably  blameworthy  conduct  on  the  part  of  the  injured  person,  and 
sometimes  to  hurried  work,  which  a  jury  would  readily  class  as  excus- 
able, if  not  justifiable.  Other  considerations  like  those  here  mentioned 
will  occur  to  the  reader  in  connection  with  some  other  subclasses. 

Subclass  27  includes  cases  which  it  has  been  difficult  or  impossible 
to  classify.  Some  of  these  ought  possibly  to  go  into  subclass  4  (cars 
not  equipped  with  automatic  couplers),  and  in  other  cases  the  man 
appears  to  have  been  only  indirectly  connected  with  coupling  opera- 
tions, and  the  accident  should  liave  been  put  into  some  other  class; 
but  it  has  been  impossible  as  yet  to  fully  clear  up  the  facts  of  these 
cases  by  correspondence. 

Table  No.  Z.— ^Details  of  Table  1 — Causes  of  aceidenis  to  emjiloyees  in  coupling  and 

uncoupling  cars. 


snb- 


Cftoacs. 


1 
2 
3 
4 

5  I 

V' 

6 

9 

10  ' 

11 

12 

13 
II 

lo 

16 

17 
18 
19 
20 

21 


22 
23 
21 

25 

26 

•/7 
28 


Adjustini;  coapler  with  foot , 

Ad justiuir  coupler,  cars  accidentally  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin,  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appli- 
ance on  curve  too  sharp  for  automatic  coupling. . , 

Coupling  with  chain  or  other  emergency  appli- 
ance becaase  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 
and  body  of  car 

Uncoupling  without  using  lever  ( unneoeiwary ) 

Uncoupling  Without  u»ing  lever,  uncoupling  lever 
not  in  working  order 

Foot  caught  in  frog,  switch,  or  guard  rail 

opening  or  closing  knuckle  when  cars  were  near 
together,  miscalcalatod  speed 

Opening  knuckle  when  cars  were  near  together, 
engine  accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on 
foot 


Train- 
men. 


u; 


Opening  knuckle,  lost  footing 

Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  track 

(taught  by  unexpected  movement  of  car,  due  to 
slack  running  in 

Oiu^ht  by  unexpected  movement  of  car,  due  to 
mistake  or  misunderstanding  in  giving  hand  sig- 
nals  


1 
3 

8 


Uncoupling  moving  cars  and  lost  footing 1 

Parts  hard  to  move,  causing  delay , ' 

Went  between  cars  unnecessarily  and  contrary  to 
rule 


Hand  caught  t>etween  projecting  load  and  end  of 

next  car 

No  witness  (fatal  in jurj') 

Other  causes  (see  detailed  list  below) 

Unexplained 


Total 


16 


a 
c 


11 
7 
3 
3 
5 
7 

2 


41 

4 

20 
4 

12 
2 

2 
3 
2 
5 

14 

1 

20 
12 

3 

4 


Train- 
men in 
yards. 


U5   '    5 


9 
11 
2 
2 
4 
13 


Yard 
trainmen 
(switch- 
ing 
crews). 


2 
3 


1 
1 


3 
1 


1 

•  •  « 

3 

•  •  « 

5 


2 

32 

4 

12 

4 

10 
2 
5 


195     16 


1 
5 

18 


2 

11 

8 


3 


3 
4 

2 

2 


Other  em- 
ployees. 


1.1 

P 


18 

18 
3 
5 
C 
8 


2 

•  «  ■ 

1 


5 
1 


I 


11 

73 

18 

54 
6 

21 

6 

11 
7 
1 

24 

27 

1 
23 
20 

10 

1 


24 
5 


1 
1 
4 


1 

2 


2 
1 


1 

3 


170  I  27 


406  I    8  I        19 


12 


1 

J. 

2 

J. 

3 

J. 

1 

F. 

2 

F. 

3 

F. 

4 

F. 

5 

F. 

6 

F. 

7 

F. 

8 

F. 

9 

F. 

10 

F. 

11 

F. 

12 

F. 

13 

F. 

14 

F. 

15 

F. 

16 

F. 

17 

F. 

18 

F. 

19 

F. 

20 

F. 

21 

F. 

22 

F. 

IM. 

2M. 

3M. 

4M. 

5M. 

6M. 

7 

M. 

8M. 

9M. 

10  M. 

11  M. 

12  M. 

Details  of  injuries  included  in  Table  5,  subclass  €7. 

Coupling  cars  on  scale  track;  fell  off  trestle. 

Coupling  engine  to  car  (Thurmond  and  Miller  couplers);  finger  lacerated. 

Pilot  of  enpjine  broke  a  brake  beam;  man  was  knocked  against  a  shed. 

Climbing  down  between  cars;  squeezed. 

Driving  pin  out  of  knuckle  preparatory  to  coupling  car;  struck  thumb. 

Pulling  out  broken  pin;  finger  caught. 

While  cutting  cars,  wheel  ran  over  foot. 

Stooped  over  to  hook  up  cut-off  chain;  head  caught  between  cars. 

Uncoupling;  glove  caught,  cAusing  man  to  fall  on  track;  body  bruised. 

Acid  from  tank  car  splashed  out  through  manhole,  burning  face  and  neck. 

In  the  act  of  replacing  a  knuckle,  cars  moved  up,  catching  his  hand. 

Standing  on  footboard  of  engine;  squeezed  between  sills  of  engine  and  car. 

Coupling  engine  to  car;  caught  between  sills  of  engine  and  car. 

Cutting  engine  from  car;  caught  hand  on  hook  of  engine. 

Slipped  on  ice,  cutting  knee. 

Uncoupling  engine  from  coach;  coach  split  switch,  catching  man  between  end 

sill  of  engine  and  corner  of  coach. 
Uncoupling;  stepped  on  stone,  spraining  ankle.  ^ 

Hand  crushed  between  drawhead  of  engine  and  dead  block  of  snow  plow. 
Foot  caught  by  wheel  while  uncoupling. 
Coupling  cars;  struck  knee,  causing  contusion. 
Leg  caught  and  injured. 

Coupling  on  a  curve;  drawbars  passed,  squeezing  him. 
Foot  caught  on  frozen  stone;  ankle  sprained. 
Coupling  an  engine;  foot  caught  on  pilot. 
Finger  caught  between  drawbars. 

Jar  caused  footboard  on  hopper  car  to  strike  man  in  the  back. 
(Fatal.)  Reaching  to  hook  chain  of  uncoupling  lever;  head  caught  between 

sills. 
Caught  on  inside  of  curve  and  bruised* 

Coupling  cars;  slipped,  and  in  falling  hand  caught  in  bumpers. 
Gave  signal  to  kick  cars;  grabbed  lever  with  both  hands;  in  so  doing  got  partly 

between  cars  and  was  struck  on  back  bv  lever. 
Jumped  down  to  cut  car  and  landed  on  a  nail;  foot  injured. 
Foot  caught  under  wheel  while  switching. 
Piece  of  iron  fell  off  car  and  struck  man  on  hand. 
While  uncoupling  cars  broken  lever  fell  on  finger. 
Coupling  cars  on  curve;  caught  between  coaches  and  shoulder  bruised. 
Fell;  arm  caught  between  drawbars. 
Coupler  broke  and  struck  man  on  nose. 


Table  No.  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  car s,  January y 

February y  and  March ^  1905. 


Injuries. 

Train- 
men. 

Train- 
men in 
yards. 

Yard 
train- 
men. 

Other 
em- 
ployees. 

liOfls  of  feet 

1 
4 
3 
1 
9 

1 
1 
3 
3 
6 

2 

LiOf<8  of  It'ffH -.- 

Loss  of  arms 

1 
1 

11 
2 

Loss  of  hands 

Loss  of  finders 

•> 

LosH  of  toes 

Fractured  t^kull 

Fractured  leg 

2 

1 

13 

Table  No.  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars^  January, 

February,  and  March,  1905 — Continued. 


Injuries. 


Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured,  other  bones 

Cr>ntU8ion  of  head  or  body. . . , 

Contusion  or  laceration  of  feet . .. 
Contusion  or  laceration  of  toes  . . . 
Contusion  or  laceration  of  legs  . . . 
Contusion  or  laceration  of  arms  . . 
Contusion  or  laceration  of  hands. 
Contudon  or  laceration  of  lingers 

Dislocation 

Internal  injuries 

Sprains 

Sho<k 

Miscellaneous 


Killed 


Total  injuries 


Total  killed  and  injured. 


Train- 
men. 


2 
4 
4 

16 
19 
2 
3 
10 
27 
77 


8 
7 
1 
2 


195 
16 


211 


Train- 
men in 
yards. 


3 
5 
3 
20 
15 
4 
3 
7 

25 
52 


6 
6 
1 
6 


Yard 
train- 
men. 

Other 
em- 
ployees. 

3 

7 

4 

59 

27 

i 

1 

4 

9 
22 
14 

170 
16 


186 


50 
148 


21 

13  I 


10 


406 
27 


4S3 


3 
4 


1 

1 


19 
3 


22 


RECAPITULATION. 

Killed 62 

Injured 790 

Total  killed  and  injured 862 

Table  No.  4. — Details  of  Table  1 — Caiises  of  accidetils  to  employees  classified  (C6 and  C7) 

as  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


Cfr 


1 

2 
3 

4 


C7 


6 
7 
8 
9 
10 

II 
12 

ris 

H 
15 

16 

17 
IS 


Causes. 


Train- 
men. 


10  I 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  In  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movcmentis  of  cars  other  than  those  in 
subclass  3 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in 

motion 

Miscellaneous  causes 3 

Not  clearly  explained 35 

Slipped  getting  on  moving  trains  or  canu |    9 

.lumping  off  moving  trains 3 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

handholdsand  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Yard 

Trainmen  |'^J"?i^» 
in  yards,     ^'^^ng 

crews). 


• 

v 

■ 

1 

V. 

•g 

^^ 

9 

— ^ 

^ 

u: 

C 

ui 

4 
30 

7 


65 
39 

3 

1    . 
ia5  I 
5    . 

67  L 

83  ,, 

71  I 
81 

123  « 

31 

23 
lio 


2 


5 
3 
1 


1 
4 


2 

20 

6 


55 

28 


Total. 


76  I    933  !  19 


2 
3 


44  I    1 

4  '..., 

70    .... 
33  ,    2 
18  j  II 
44  I    5 

118  '.... 

10    .... 

18    .... 

149  I     7 


624  I  32 


9 


4 

10 
12 


78 
45 

7 
1 

57 
1 

34 
53 
30 
65 

138 

9 

33 

130 

I 


Other  em- 
ployees. 


2 
1 
5 

7 
3 


5  I 


708  ,  28 


:3 


1 
3 


12 
1 

7 
1 

10 
3 

49 
16 
15 
81 
64 

8 

1 
53 


275 
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[Public— No.  171.] 

AN  ACT  Requiring  common  carriers  engaged  in  interstate  commerce  to  make  fall  reports  of  all 

accidents  to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Jiepresentalivea  of  the  United  Slates  of  America 
in  Congress  assembled^  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  reiK>rt  snail  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitteil  as  evidence 
or  used  for  any  purpose  against  such  i^ilroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 


SPECIAIi  INPOBMATION  COKTAINED  IK  FBECCBDING  BULIiETINS. 

Each  accident  bailetin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause 
(see  Table  No.  1) ;  also  tables  showing  cost  of  the  different  classes  of  train  acci- 
dents. The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and 
in  falling  from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The 
most  serious  collisions  and  derailments  are  dealt  with  in  a  supplementary  table 
(Class  A)  showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months, 
and  No.  1  was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the 
quarter  ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables 
showing  the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that 
date. 

Bulletin  No.  1  contains  brief  notes  on  the  causes  of  coupler  accidents,  explanatory 
of  Table  No.  3.  Table  No.  4  is  supplemented  by  similar  notes.  In  this  quarter 
special  mention  was  made  of  130  casualties  due  to  operating  trains  in  which  air 
brakes  were  used  on  only  a  portion  of  the  cars. 

Bulletin  No.  4  has  comments  on  collisions  occurring  where  the  trainmen  had  worked 
very  long  hours.  In  this  bulletin  a  table  is  given  showing  the  deaths  and  inju- 
ries due  to  trains  parting.  The  table  shows  that  nearly  all  of  the  coupler  fail- 
ures which  resulted  in  a  collision  or  derailment  were  reported  as  due  to  "  cause 
unknown." 

Bulletin  No.  5  contains  a  table  showing  the  cause  (as  reported)  of  each  coupling 
accident  in  the  quarter.    The  table  tills  12  pages. 

Bulletin  No.  6  contains  a  table  giving  notes  on  the  causes  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  the  block  system  is  in  use. 
Comment  is  made  on  the  large  increase  in  the  number  of  accidents  to  men  in 
coupling  as  compared  with  previous  quarters. 

Bulletin  No.  7  contains  a  note  on  the  cause  of  a  rear  collision  due  to  tlie  inadequacy 
of  the  time-interval  rule. 

Bulletin  No.  8  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of 
these  collisions  a  conductor  gave  a  hand  signal  to  stop,  which  was  taken  by 
tlie  engineman  to  mean  **  go  ahead."  In  another  case  the  men  in  charge  of  a  train 
read  **No.  2"  when  the  order  was  written  ^*  second  No.  2."  This  bulletin  con- 
tains a  special  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude, 
which  were  caused  by  mistakes  in  connection  with  time-tables  or  tel^raphic 
orders. 

Bulletin  No.  9  records  two  collisions  in  which  44  persons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  the  other  to  gross  negligence  of  an 
engineman,  who  failed  to  keep  the  air  brakes  in  working  order.  Reference  is 
made  to  the  derailment  of  four  fast  mail  trains  by  reason  of  reckless  speed. 

Bulletin  No.  10  records  the  death  of  147  passengers  in  collisions  and  derailments — 
more  than  three  times  the  average  number  killed  during  the  nine  preceding 
quarters.  One  derailment,  due  to  an  accidental  obstruction,  killed  65  pas- 
sengers, and  six  other  accidents  caused  106  deaths.  The  causes  of  the  derailment 
mentioned  and  of  four  of  the  worst  collisions  are  explained  at  length. 

(15) 
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Bulletin  No.  11  contains  a  note  on  one  butting  collison  which  resulted  in  the  deaths 
of  18  paaeengera  and  injuries  to  37,  the  collision  being  caused  by  failure  to  iden- 
tify a  freight  train  on  a  sidetrack  at  night;  but,  aside  from  this,  the  quarter's 
totals  are  in  nearly  every  case  less  than  in  preceding  quarters.  Two  costly  a<H:i- 
dents  were  caused  by  air-break  failures  which  were  due  to  extreme  cold  w^eather. 
Mention  is  made  of  a  fourth  error  like  that  shown  in  Bulletin  No.  8  (readers 
overlooked  the  word  ** second"). 

Bulletin  No.  12  records  one  derailment,  killing  7  passengers,  due  to  the  failure  of  an 
engineman  to  reduce  speed  on  entering  a  sidetrack,  according  to  a  telegraphic 
order  which  had  been  delivered  to  him.  This  bulletin  contains  summaries  of 
the  casualties,  collisions,  and  derailments  for  the  three  years  ending  June  30, 
1904. 

Bulletin  No.  13  records  the  death  of  228  passengers  in  collisions  and  derailments — a 
number  far  greater  than  had  been  reported  in  any  previous  quarter.  One  derail- 
ment caused  the  death  of  88  persons  (passengers  and  employees);  one  collisioti, 
63;  another,  24;  another,  18;  and  a  fourth,  16.  The  circumstances  of  these 
unusually  serious  accidents  are  given  in  detail.  One  of  tliese  collisions,  and 
another  not  so  disastrous  to  life  and  limb,  occurred  under  somewhat  unusual 
circumstances,  due  to  the  complicated  nature  of  the  regulations  under  whicti  the 
trains  were  run. 

Bulletin  No.  14  records  3  collisions,  in  which  48  persons  were  killed.  The  causes 
of  these  are  explained.  In  one  the  men  in  charge  of  a  freight  train,  which  was 
sidetracked,  neglected  to  observe  signals  on  passing  passenger  trains.  In  another 
an  operator  recopying  a  telegraphic  order  made  a  mistake  in  writing  the  num- 
ber of  minutes.  In  a  third  an  operator  failed  to  deliver  a  meeting  order,  having 
acknowledged  the  receipt  of  it  without  first  setting  his  signal  in  the  stop  poeition. 
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Accident  BuLLETiruNo.  16. 

RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING  THE 


THREE  MONTHS  ENDING  JUNE  30,  1905. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April,  May,  and  June,  1905,  as  shown  in  reports  made  by  the  rail- 
road companies  to  the  Interstate  Conmierce  Commission,  under  the 
"accident  law"  of  March  3,  1901,  was  262,  and  of  injured  2,764. 
Accidents  of  other  kinds,  including  those  sustained  b}^  employees  while 
at  work  and  by  passengers  in  getting  on  or  off  cars,  etc.,  bring  the 
total  number  of  casualties  up  to  14,669  (886  killed  and  13,783  injured). 
These  accidents  are  classified  in  the  following  table.  These  reports 
deal  only  with  (a)  passengers  and  (J)  employees  on  dut}'. 

Tablb  No.  1. — CamcUties  to  per$ons — Aprils  May^  and  June,  1906, 
CasuaUies  to  per  saris — April,  May,  and  June,  1905. 


PasKen- 

ger*. 

Trainmen. 

Trainmen 
In  yards. 

Yard 
trainmen 
(switch- 
ing 
crewH). 

Other  em- 
ployees. 

Total 
ploy 

1  em- 
ees. 

i 

• 

a* 
•^ 

519 

680 

24 

i 

s 

64 
70 

10 

• 

u; 

10 

6 

5 

t 

c 

• 
mm 

t 

8 

8 

8 

i 

3 

i 

25 
10 

7 

81 
70 

29 

102 
94 

25 

1 

Collisions - 

338 
383 

212 

153 
49 

55 

54 
62 

25 

626 

Derailmenta 

Miscc'llAneouji  train  accidents, 
includini:    locomotiTe-boIlcr 
<*xT)UMdoxia 

36 

564 
321 

41 

Total  train  accidents 

1,263 

144 

933 

21 

2.57 

14 

141 

42 

180 

221 

1.511 

Coaplinir  and  nncoapling 

20 
20 

22 

60 
31 

226 

1,369 

137 

182 

18 
15 

4 

41 
20 

98 

341 

8 

17 
735 

328 
3,328 

49 
72 

26 

152 

284 

766 

Whue  dodng  ottier  worl^  about 
trains    or    while    attending 
8wi  tclies 

13- 

664 

73 

4(^8 
81 

560 

24 

3, 3*28 

Coming  in  contact  with  over- 
hcfld   bridges,  structures  at 
side  of  track,  etc..... 

7 

446 
457 

67  L.. 

285 

Falling  from  cars  or  engines 

or  while  getting  on  or  off 

Other  cauBCis 

31 
10 

749  '  29 
92     15 

627 
57 

22 

218 

2,172 
3,558 

Total  fother  than   train 
accidents) 

41 

910 

153 

2, 673     65 

1,46K 

1.652   267 

4.416 

583 

10,109 

1  ' 

309 

Total  all  classes 

82 

2, 1G3 

297 

3,506 

86 

1,?25 

112 

1.793 

4,596 

804 

11,620 

Note.— Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employco 
injured  from  performing  his  accustomed  »er\'ice  for  more  than  three  days  in  the  aggregate  during 
the  ten  days  immcdiatdy  following  the  accident  are  not  reported. 
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In  train  accidents  the  total  number  of  fatalities  this  quarter,  both 
to  passengers  and  to  employees,  is  decidedly  larger  than  in  the  last 
quarter  or  in  this  quarter  a  year  ago.  Two  derailments  this  quarter 
caused  the  death  of  34  passengers,  and  four  collisions  caused  the  death 
of  41  employees,  one  of  the  feur  killing  26.  The  particulars  of  the«e 
notable  accidents  are  given  in  connection  with  the  "  Class  A"  list  below. 

The  tables  for  the  whole  year,  given  on  a  subsequent  page  of  this 
bulletin,  show  the  unprecedented  total  of  360  passengers  killed  in 
train  accidentia,  an  appalling  figure,  for  which  the  bulletins  for  the 
first,  second,  and  third  quarters  have  prepared  the  reader.  The  num- 
ber of  employees  killed  in  the  twelve  months,  while  very  large,  is  less 
than  in  the  year  preceding,  both  by  train  accidents  (collisions  and 
derailments)  and  by  other  causes.  In  coupling  accidents  the  total 
number  of  fatalities,  243,  is  35  less  than  in  the  }■  ear  preceding,  and 
the  number  of  injuries  is  331  less,  a  gratifying  diminution,  which  it 
is  to  be  hoped  may  continue.  This  diminution,  moreover,  occurs  in 
a  year  when  the  number  of  men  exposed  to  the  risk  of  injury  in  this 
class  of  accident  has  increased  materially.* 

The  total  number  of  collisions  and  derailments  was  2,766  (1,231'col- 
lisions  and  1,536  derailments),  of  which  163  collisions  and  168  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,410,671.  Given  more  in 
detail,  these  facts  appear  as  below^: 

Table  No.  2. — Collisions  and  derailments. 


Collisions,  rear 

ColllsionH,  butting' , 

Col  1  inions,  trainN  sepnrnting . 
CoUisionH,  misfelluneouM  . . . 


ToUil , 


Derailments  due 
Derailments  due 
Demilment*  due 
Derailments  due 
Derailments  due 
Deruilmentfi  due 


to  defects  of  roadway,  etc 

to  defeets  of  equipment 

to  neKllKence  of  trainmen,  signalmen,  etc. 

to  uniore.seen  obstruction  of  track,  etc 

to  malicious  obstruction  of  track,  etc 

to  miscellaneous  causes 


Total 

Total  collisions  and  derailments. 


Num- 
ber. 

Loss. 

Persons 
killed. 

234 
120 
193 
684 

S219.971 
212,212 
103,008 
349.988 

16 
63 

1 
27 

1,231 

885,179 

107 

Persons 
injunxd. 


904 

338 

77 

456 


1,175 


256 
711 
100 
99 
26 
343 


1,635 


173.624 
667,692 

66,804 
378,608 

48,913 
289,951 


1,625,492 


8 
11 

9 
42 
23 
87 


257 

ISW 
r28 
2.V> 
75 
331 


130 


1,214 


2,766  I    2,410,671 


237 


2,419 


Note. — Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not 
over  $150  damage  to  the  property  of  the  railroad  are  not  reported. 

Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases'^n  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 

*  An  advance  compilation,  made  from  the  reports  of  railroad  companies,  which, 
however,  is  not  complete,  indicates  that  the  number  of  men  employed  by  the  railroad? 
of  the  country  on  June  30,  1905,  was  about  9  per  cent  greater  than  on  June  30,  1904. 


Causes  of  thirty-one  prominent  train  accidents  (Cl(u»  A). 

[KoTC— K.  stands  for  rear  collision;  B..  butting  coULsion;  M.,  mificellaneouii  coUiirionfl;  D.,  derail- 
ment; P..  passenger  train;  F.,  freight  and  misoellaneous  train)*.] 


No, 


1 

2 


ClasR.  Kind  of  train. 


5 
6 


8 


10 

11 
12 
13 


15 


17 


B 
R 

M 

B 


R 
M 


7   B 


B 


9   R 


B 
B 
M 


14   B 


16  I   B 


M 


COLLISIONS. 

F.and  F 

F.and  F 

P.  andF.... 

P.andF.... 


P.  and  F. 

F. and  F. 
P.  and  F. 

F.  and  P. 


F.  and  F. 
F. and  F. 
F 


P.  and  P. 


R    I  P.  and  P. 


P.  and  F. 


Total 


1 
3 

\4 


s 


Si  -P 


1 
0 


4  [    4,350 


F.andF 1  I    1       5,000 


3     17       5,000 


0       4       6,000 


F.andF 6  14'    6,800 


1  .  6  7,000 

I        I 

1  .  4  10,000 

1  I  2  .  11,800 


1  1  «2,233 
3,500  , 


3,675 


1     38       6, 100 


4  ,  24       6, 125 


?   • 

£8 


I 


P.  and  F 1  .  11 


26     11     25,000 


52,400 


54    199   191,893 


18  . 

I 
51, 

i 

4 
I 
t 


16 


52 


20 


41 

19 

48 
49 
24 


2     31      16,910  I      42 


I 
1     36     20,000 


43 


9 


CaaNe. 


Engineman  forgot  an  orr^er  fixing  a  meeting  fKiint; 
conductfir  a.««leep.    He<;  noK;  in  text  \M.'\<tw. 

Engineman.  39  years  old,  in  the  service  two  yean*, 
had  fallen  a^deep;  was  under  influence  of  iti' 
toxicati ng  liquor. 

Occurred  at  cn/w-lng.  In  fog.  4  a.  m.;  freight  ap- 
proached croN>ing  at  uncontrollable  s{>eed  and 
ran  into  ride  of  pa-senger  train. 

Freight  train  ran  pa>tt  meeting  jiolnt  in  coniM'guenco 
of  engineman's  watch  being  to^i  slow;  watch 
8ome  time  before  had  stoppt'd  and  engineman 
had  wound  it  without  diM'overIng  thiit  it  had 
run  down;  cmductor  tried  Ui  hl<»p  the  train  but 
failed.  The*Ki  men  on  duty  many  hours.  Httt: 
note  in  text  below. 

Runaway  on  ^teep  grade;  both  of  the  two  engine- 
men  of  the  train  held  rei^fMinxihle  for  having 
failed  to  tot  air  bralce^  at  head  of  grade 

Crossing  collisir>n;  engineman  of  pasM'ng:*r  train 
(who  wa*»  klll(-d)  neglecterl  to  Kt/»p  befon*  fm^sing 
over  crwHing,  and  his  train  was  htruck  by  a 
freight  train. 

Train   disfiatcher,  eighteen   monthn'  experience, 

§ave  conflicting  ordern  to  two  empty  engines, 
oth  of  them  running  as  extra  tralnn. 

Engineman  of  pa*«enger  train  (^>ntinued  on  his 
way  after  having  heard  U>rjK;d(>cH  and  shut  ofT 
steam;  he  was  killed  and  bin  action  is  Inexpli- 
cable.   Kee  note  in  text  below. 

Passenger  train,  unexi>ectedly  stopped  by  auto- 
matic application  of  air  brakes,  run  into  ut  rear 
by  following  freight  train,  which  had  disregarded 
10-minutc  time  interval.    8ee  note  in  text  Inflow. 

ConducUtT  made  mistake  of  1  hour  in  calculating 
time  of  delayed  op[MHiing  train.  Sec  note  in  text 
below. 

Dispatcher  gave  confllrtlng  orders  to  extra  freight 
trains. 

Conductor  and  engineman  of  west-bound  train  for- 
got about  eaMt-bound  train. 

Coal  train  became  uncontrollable  on  descending 
grade  of  31  percent:  only  18  cars  out  of  40air- 
brakeil;  hose  ruptured  and  air  leake<]  off,  but  did 
not  thereby  apply  brakes  sufficiently  to  reveal  the 
leak. 

Engineman  misread  telegraphic  meeting  order; 
engineman,  conductor,  and  fireman  had  neg- 
lected to  read  order  aloud,  as  required  by  rules. 

Pas^jcnger  train,  standing  at  sUition,  run  intoatthe 
rear  by  following  passenger    train,  which   ap- 

{)rcHiched  at  uncontrollable  sfieed.  Engineman 
leld  re><ponsible  for  running  t<K)  fast  and  flag- 
man for  not  going  back;  also  for  not  having  given 
fu.'iee  signals. 

Freight  train  waiting  on  side  track  to  be  passed  by 
four  trains  was  started  out  after  the  pas>ing  of 
the  third.  All  of  the  men  res()onsible  for  this 
error  were  killed  in  the  collision.  See  note  in 
text  below. 

Extra  passenger  train,  in  disobedience  of  rulCj  en- 
tered yard  at  uncontrollable  speed  and  collided 
with  yard  train.  Damage  caused  largely  by  fire 
from  overturned  stove  In  dining  car  and  from 
explosion  of  gas  tanks. 
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Causes  of  thirty-one  prominent  train  accidents  ( Cletss  A) — Continued. 


No. 

Class. 

I) 
D 

D 

D 
D 

D 

D 

D 
D 
D 

D 

D 
1) 

D 

Tota 

Tota 
de 

Kind  of  train. 

DERAILMENTS. 
P 

• 

T3 

3 
1 

6 
0 

2 
0 

19 

3 

2 
1 
0 

• 

1 

0 
o 

23 

i 

C 

10 
0 

0 

89 

7 

8 
29 

0 
6 
5 

1 

9 
13 

110 

Damage  to  en- 
gines,    cars, 
and  roadway. 

Reference     to 
record. 

Cause. 

1 

n.ooo 

3,475 
6,000 

7,390 
10,600 

12,000 

12,400 

18,610 
15,000 
15,000 

26,000 

28,869 
29,100 

200,000 

37 

67 

26 

53 
65 

59 

64 

15 
63 
14 

62 

33 
31 

'27 

Malicious  removal  of  rail  fastenings. 

? 

F 

Work  train  derailed  at  washout,  5  p.  m.    Crew  had 

been  on  duty  14  hours  20  minuter. 
Car  of  blasting  powder  in  long  freight  train  derailed 

by  running  in  of  slack  when  brakes  wereappli<M]. 

See  note  in  text  below. 
Track  distorted  by  solar  heat. 

3 

F 

4 

P 

5 

1» 

Cause  undiscovered;   speed  of  train  45  miles  an 

hour. 
Misplaced  facing-point  switch,  turning  train  into  a 

sidetrack;  14  pasHf^ngcrs  killed.    See  note  in  text 

below. 
Cause  undiscovered;  speed  45  miles  an  hour  on 

straight  line;  injuries  to  28  passengers  reported 

as  .slight. 
Malicious  obntruction:  rock  on  track. 

n 

P 

7 

P 

8 

P 

9 

F 

Cause  undiscovered:  speed  25  miles  an  hour 

10 

P 

Train  broke  through  burning  trestle  bridge;  speed 
40  miles  an  hour;  engineman  had  view  of  bridge 
for  only  225  feet  before  reaching  it. 

Train  of  empty  passenger  cars  running  25  miles  an 
hour;  cause  undiscovered.  The  engine  was  run- 
ning with  the  tender  first. 

Train  broke  through  trestle  bridge  which  had  been 
weakened  by  heavy  rains. 

Some  part  of  engine  or  tender  or  first  car  became 
detached  andiell  on  track;  wreck  partly  destroyed 
by  fire. 

West-bound  passenger  train  ran  into  wreck  of  east- 
bound  freight,  in  which  was  a  carload  of  bla>t- 
ing  powder;  whole  train  de^^troyed  by  explosion 
or  fire.    See  note  in  text  below. 

11 

F 

1? 

P 

13 

P 

14 

P 

1 

69   236 

279,334 

1  colliidonsand 
railtnents 

113 

435 

471,227 

In  collision  No.  1,  which  occurred  at  5  a.  m.,  two  freight  ti^ins 
running  toward  each  other  collided  with  sufficient  force  to  cause  the 
damage  stated  and  to  cause  the  fatal  scalding  of  one  of  the  firemen. 
The  collision  was  due  to  the  failure  of  the  men  on  the  east-bound  train 
to  keep  in  mind  a  dispatcher's  order  to  meet  the  west-bound  train  at 
B;  and  in  consequence  of  this  lapse  of  memory  the  train  ran  2  miles 
beyond  B.  The  meeting  order  was  delivered  to  the  conductor  of  the 
east-bound  train  at  A,  but  it  appears  that  he  was  asleep  or  drowsy 
when  it  was  given  to  him.  The  flagman,  who  claims  that  he  had 
awakened  the  conductor,  was  told  b}^  the  latter  to  go  to  the  telegraph 
office  and  get  the  meeting  order  which  was  waiting,  and  he  did  so, 
signing  the  conductors  name.  The  engineman  made  no  objection  to 
this  improper  action  of  the  flagman.  The  telegraph  operator  was  a 
new  man  and  did  not  know  that  the  man  signing  for  the  order  was  not 
the  conductor.  Returning  to  the  caboose,  the  flagman  did  not  deliver 
the  order  into  the  hands  of  the  conductor,  who  was  in  the  cupola,  but 
put  it  under  the  edge  of  a  water  bucket,  expecting  the  conductor  to 
take  it  when  he  got  down  from  the  cupola;  but  the  flagman  claims 


that  he  told  the  conductor  the  contents  of  the  order — to  meet  the 
opposing  train  at  B.  The  conductor  claims  to  have  no  recollection  of 
these  things.  On  arrival  at  B  the  train  was  stopped  by  the  train- 
order  signal.  The  conductor  alighted  from  the  caboose,  and,  with 
the  engineman,  went  to  the  telegraph  office,  but  as  the  signal  was 
displayed  for  some  other  train,  and  as  the  operator  had  no  order  for 
this  train,  he  gave-  clearance  cards  and  the  train  proceeded;  the 
engineman  having  forgotten  the  meeting  order  received  at  A  and  the 
conductor  knowing  nothing  about  it.  The  flagman  made  no  protest 
against  passing  B,  assuming  that  the  conductor  and  engineman  had 
received  (at  B)  a  new  order  changing  the  meeting  point  to  some  place 
beyond  B. 

This  collision  occurred  at  5  a.  m.  The  conductor  was  a  man  of 
twelve  years'  experience.  The  flagman  had  had  three  years'  experi- 
ence. The  engineman  who  forgot  the  order  failed  to  show  it  to  the 
fireman  (who  was  killed),  but  claims  that  he  had  told  him  the  substance 
of  it:  This  engineman  was  making  his  first  trip  as  a  road  engineman. 
He  had  had  three  and  one-half  years'  experience  as  fireman  and  four 
months  as  engineman  of  a  switching  engine.  All  of  these  men  had 
been  on  duty  twelve  hours  after  eighteen  hours  or  more  of  rest. 

OoUision  No.  4  is  a  case  where  the  men  at  fault  had  been  on  duty 
irregularly  for  many  hours.  The  train  began  its  trip  at  A  at  3  p.  m. 
of  Friday  and  continued  its  run  until  3.30  a.  m.  of  Saturda3\  At  this 
point  (B)  a  stop  of  seven  and  one-half  hours  was  made.  Starting 
from  B  at  11  a.  m.  Saturday  the  run  was  continued  until  5.05  p.  m.  the 
same  day,  where  there  was  another  wait  (C)  until  11.30  p.  m.  (six  hours, 
twenty -five  minutes).  The  trip  was  resumed  from  C  at  11.30  and  con- 
tinued until  the  collfsion  occurred  (at  D)  at  4.40  Sunday  morning, 
thirty-seven  hours  and  ten  minutes  from  the  time  of  starting. 

Collision  No.  8  occurred  at  2  a.  m.,  and  was  due  to  the  inexplicable 
negligence  of  an  engineman,  who  was  killed.  An  eastbound  freight 
had  set  off  part  of  its  cars  on  a  sidetrack  and  the  engine  had  been  run 
back  some  distance  for  the  remainder  of  the  train.  The  flagman,  who 
had  been  sent  foi*ward  to  stop  the  passenger  train,  was  not  seen  by  the 
engineman  of  the  passenger,  though  the  torpedoes  which  had  been  placed 
on  the  rail  were  exploded  and  the  engineman  shut  off  steam;  but  he 
soon  again  put  on  steam  and  did  not  shut  it  off  until  he  saw  the  head- 
light of  the  freight  train,  when  it  was  too  late  to  avoid  the  collision. 
The  fireman  heard  the  torpedoes  and  noticed  the  slackening  of  speed, 
but  presumed  that  the  subsequent  increase  of  speed  (after  the  train 
had  passed  the  flagman)  was  in  response  to  an  ^'all-right ''  signal.  The 
engineman  was  one  of  long  experience.  He  may  have  been  deceived 
by  the  part  of  the  freight  train  which  was  on  the  sidetrack. 

In  collision  No.  9  a  freight  train  ran  into  the  rear  of  a  stalled  pas- 
senger train.     Two  passenger  cars  and  a  dining  car  were  wrecked, 
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and  the  smallnese  of  the  number  of  passengers  killed  (4)  is  due  to  the 
fact  that  the  conductor  was  able  to  warn  most  of  the  people  on  the 
train  in  time  to  enable  them  to  jump  off.  Many  of  the  injuries 
were  caused  })y  jumping  off.  The  passenger  train  had  passed  the 
freight  ti'uin  at  A,  had  gone  on  to  D  (6  miles),  and  was  stopped  a 
half  mile  beyond  D  by  an  unexplained  defect  in  the  air-brake  appa- 
ratus, causing  the  brakes  to  apply  on  one  of  the  cars.  The  freight 
train  left  A  in  from  two  to  five  minutes  after  the  passenger  train, 
in  violation  of  the  rule  which  requires  an  interval  of  ten  minutes 
in  such  cases.  Besides  this  irregularity,  the  engineman  and  fireman 
of  the  freight  appear  also  to  have  become  confused  when  the}^  came  in 
sight  of  the  passenger  tmin  on  a  descending  grade,  and  to  have  neg- 
lected to  use  the  means  at  their  command  for  reducing  speed;  and 
their  train  was  running  at  25  miles  an  hour  when  it  struck  the  pas- 
senger train.  The  accident  occurred  in  the  daytime  and  the  signal  at 
station  D,  which  was  against  the  freight  train,  was  visible  for  1,1<)0 
feet  before  reaching  it.  The  crew  of  the  piissenger  train  had  suc- 
ceeded, in  spite  of  the  difficulty  with  the  air  brakes,  in  getting  their 
train  started  before  the  collision  occurred,  but  not  in  attaining  sufficient 
speed  to  materially  mitigate  the  severity  of  the  shock.  The  engine- 
man  and  fireman  of  the  freight  hivd  jumped  off  their  engine  some 
distance  before  reaching  the  point  of  collision.  The  conductor  of  the 
freight,  who  shares  the  responsibility  for  this  improper  running,  had 
been  in  the  service  only  six  months,  though  he  is  reported  as  having 
had  experience  on  other  roads.  The  fireman  had  been  in  the  service 
nine  months  and  the  engineman  four  years. 

Collision  No.  10  was  caused  bv  the  conductor  of  the  eastbound  train 
making  a  mistake  of  one  hour  in  calculating  the  time  that  an  opposing 
train  would  be  due;  this  opposing  train  was  four  hours  forty  minutes 
late  and  was  so  described  in  a  dispatcher's  order.  The  conductor 
counted  the  hours  on  his  fingers  and  claims  that  his  engineman  (who 
was  killed  in  the  collision)  had  counted  in  the  same  way  and  had 
reached  the  same  result.  Another  clause  in  the  dispatcher's  order 
would  have  shown  the  conductor  his  error  if  he  had  compared  it  cjire- 
fully  with  the  clause  with  which  he  was  dealing,  but  he  did  not  make 
any  such  comparison.  The  conductor's  calculations  were  also  some- 
what confused  by  the  presence  of  a  passenger  ti-ain  on  that  part  of 
the  road  which  was  one  hour  thirtv  minutes  late.  The  fireman  and 
one  brakeman  had  read  the  order  on  which  the  miscalculation  was 
made,  but  did  not  detect  the  conductor's  error.  The  conductor  reread 
the  order  after  passing  another  station,  but  still  failed  to  discover  his 
mistake.  All  of  the  men  at  fault  were  experienced,  except  the  brake- 
man,  who  was  not  familiar  with  the  handling  of  train  orders. 

In  collision  No.  16  an  extra  freight  train,  south  bound,  drawn  by 
two  engines,  running  without  right  on  the  time  of  north-bound  passen- 


ger  train  No.  1,  collided  with  it,  causing  the  death  of  both  enginemen, 
both  firemen,  the  conductor,  and  one  other  man  on  the  freight  train, 
and  the  engineman,  fireman,  and  18  laborers  (riding  in  or  on  the  bag- 
gage car)  on  the  passenger  train.  The  men  in  charge  of  the  freight 
train  were  all  experienced  employees.  Their  train  had  waited  on  a 
siding  at  A,  5  miles  hack,  about  an  hour  for  one  south-bound  tmin 
and  two  north  bound,  and  should  have  waited  for  one  more  north 
bound  (the  one  with  which  it  collided);  but  for  some  reason,  which  a 
rigid  investigation  failed  to  develop,  the  men  in  charge  started  their 
train  out  after  the  passage  of  the  last  of  the  other  three  trains.  The 
train  at  fault,  being  a  freight  train,  had  no  right  to  the  road  what- 
ever as  against  the  opposing  passenger  train. 

The  only  surviving  members  of  the  freight-train  crew,  two  brake- 
men  and  a  learner,  state  that  while  lying  at  A  the  conductor  and  the 
two  enginemen  consulted  their  time  cards  very  carefully  and  talked 
about  train  No.  1,  giving  evidence  that  they  had  not  forgotten  the 
train.  They  ate  their  luncheons  out  of  buckets  at  the  same  time.  Just 
before  train  No.  2  came  the  enginemen  of  one  of  the  engines  dis- 
covered a  broken  bolt  in  his  engine  which  it  was  necessary  to  replace. 
While  they  were  hunting  for  one  to  replace  it  No.  2  passed,  and  while 
the  bolt  was  being  put  in  the  conductor  said  to  one  of  the  brakemen, 
''This  sticks  us  here  an  hour  and  ten  minute^,"  evidently  figuring  at 
that  time  to  remain  at  A  for  No.  1.  At  this  time  the  rear  brakeman 
went  for  a  second  bucket  of  water,  and  while  at  the  spring,  which  is  a 
short  distance  south  of  the  side  track  on  which  they  were  lying,  train 
No.  3  passed,  and  the  freight  train  started  to  pull  out  of  the  siding. 
He  got  back  to  the  switch  about  the  time  the  engines  reached  it,  and, 
being  on  the  fireman's  side,  called  to  him,  asking  him  where  they  were 
going,  to  which  the  fireman  replied,  ''ToB."  The  brakeman  said 
something  about  No.  1  not  having  passed,  to  which  the  fireman  replied, 
jokingly,  that  his  (the  brakeman's)  watch  must  be  stopped.  At  this 
point  the  stories  conflict  a  little,  one  story  }>eing  to  the  efl'ect  that  the 
conductor  called  to  the  front  brakeman  and  said,  "  You  had  better  get 
on  unless  you  want  to  get  left  and  have  us  come  back  to-morrow  and 
get  you."  The  brakeman,  having  the  bucket  in  his  hand,  did  not  like 
to  get  on  the  head  end  of  the  train  on  account  of  the  difficulty  of  car- 
rying the  bucket  over  the  train,  and  he  was  stunned  with  the  idea  that 
he  must  be  wrong  about  the  time  and  the  right  to  the  road.  He  waited 
for  the  caboose,  put  the  bucket  of  water  on  it,  and  then  closed  the 
switch.  Immediately  on  getting  into  the  caboose  he  looked  up  his 
time  card,  examined  his  watch,  and  found  that  there  was  no  question 
but  what  the^^  were  on  the  time  of  No.  1.  He  states  that  he  then 
thought  there  must  be  something  the  matter  with  his  watch  and 
unscrewed  the  back  of  it,  but,  so  far  as  he  could  judge,  it  was  running 
at  its  normal  rate.     It  then  occurred  to  him  to  go  over  the  three  rear 
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cars,  which  were  not  equipped  with  air,  and  set  the  brake  on  the  cars 
immediately  ahead,  but,  thinking  that  he  would  break  the  train  in  two, 
he  did  not  do  this;  and  he  then  concluded  he  would  go  to  the  head  end 
and  question  the  men  there  about  what  they  were  going  to  do  for 
No.  1.  He  started  to  make  this  move,  although,  as  he  says,  he ''  figured 
that  the  head  end  was  a  dangerous  place  to  be  on  about  that  time,"  and 
almost  at  once  the  trains  struck. 

As  the  conductor  and  both  enginemen  and  both  firemen  were  killed, 
it  is  impossible  to  determine  whether  they  forgot  No.  1,  whether  thej' 
figured  No.  1  had  passed,  or  whether  the}^  were  making  a  close  run 
against  No.  1.  They  were  running  their  own  train  at  a  very  moderate 
rate  of  speed,  and  the  last  supposition  is  deemed  by  the  officers  of  the 
road  improbable. 

The  company  has  a  rigid  watch  inspection  and  the  watches  of  the 
men  were  all  good  and  had  been  keeping  excellent  time. 

The  men  were  men  of  good  habits,  and  the  two  enginemen  had  been  off 
dut}'  thirteen  hours  and  the  conductor  fifteen  hours  before  starting  on 
this  trip,  and  the}'  had  been  on  duty  less  than  nine  hours  when  the 
accident  occurred. 

Derailment  No.  14  was  that  of  a  passenger  train  running  at  high 
speed  striking  a  freight  car,  which  had  been  derailed  and  pushed  upon 
the  track  from  a  train  on  an  adjoining  track,  in  consequence  of  another 
accident,  which  had  occurred  a  few  seconds  before  (derailment  No.  3). 
The  first  derailment  was  that  of  the  thirty-fifth  car  in  a  freight  train 
of  68  cars.  This  train,  moving  at  about  6  miles  an  hour,  was  signaled 
to  stop,  on  account  of  the  presence  of  another  train  on  the  line  ahead. 
On  sighting  the  stop  signal  the  engineman  applied  the  brakes  by 
reducing  the  train-line  air  pressure  about  5  pounds  per  square  inch. 
The  grade  of  the  road  was  level,  or  very  slight!}^  descending,  but 
the  air  brakes  were  in  operation  on  only  half  of  the  cars  of  the 
train  (34),  and  the  pressure  of  the  other  34  cars,  not  air  braked  and 
therefore  not  retarded,  against  the  forward  half  of  the  train  was  so 
sev^ere  that  the  thirty-fifth  car  was  derailed  and,  with  the  thirty-sixth 
car,  was  pushed  to  one  side.  It  does  not  appear  that  these  cars  were 
badly  crushed  or  their  contents  much  broken.  The  engine  of  the  pas- 
senger train,  striking  these  cars,  was  wrecked,  and  the  fire  in  its  fire 
box  was  scattered  about  the  wreck.  This  fire  ignited  illuminating  gas 
escaping  from  ruptured  tanks  of  the  passenger  cars,  and  the  fire,  either 
from  the  coals  or  from  the  gas,  exploded  a  large  quantity  of  blasting 
powder,  which  was  in  the  thirty -sixth  car  of  the  freight  train,  and 
this  explosion  created  great  havoc  throughout  the  wreck  and  the  adja- 
cent cars  of  both  the  passenger  train  and  the  freight.  Twenty  pas- 
sengers, 2  trainmen,  and  1  other  emplo^^ce  were  killed,  and  103  pas- 
sengers and  7  employees  were  injured.     Those  cars  of  the  passenger 
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train  which  were  not  wrecked  by  the  explosion  were  consumed  by  the 
fire,  and  many  of  the  freight  cars  were  destroyed  in  the  same  way. 

It  will  be  observed  from  this  abstract  of  the  railroad  company's 
report  that  this  distressing  accident  was  due  to  the  lack  of  power 
brakes  on  the  rear  half  of  the  train.  This  main  cause  may  or  may  not 
have  been  reenforced  by  excessive  slack  between  the  cars,  or  by  put- 
ting together  in  the  same  train  cars  of  diflferent  degrees  of  stiffness  and 
strength.  It  is  not,  however,  deemed  important  to  further  analyze 
the  cause  of  this  accident,  as  it  is  very  generally  agreed  that  the  only 
safe  rule  for  the  management  of  very  long  freight  trains,  as  regards 
this  question,  is  to  require  a  large  percentage  of  the  cars  to  be  power- 
braked,  to  keep  the  cars  in  the  best  possible  condition  as  regards  slack 
in  the  draft  gear,  and  to  avoid  putting  light  or  weak  cars  in  front  of 
heavy  cars  in  the  same  train. 

It  is  to  be  noted  that  this  accident  to  the  freight  train  was  a  great 
danger  to  the  passenger  train,  regardless  of  the  presence  or  absence 
of  explosives,  and  that,  therefore,  the  foregoing  statement  embraces  the 
main  bodv  of  facts  to  be  considered  in  connection  with  the  accident. 

In  regard  to  explosives,  it  is  universally  recognized  that  their 
presence  in  large  quantities  in  a  railroad  train  is  an  imperative  reason 
for  exercising  extreme  care  in  the  management  of  such  train.  The 
railroad  company  on  whose  line  this  disaster  occurred  and  one  or 
more  other  companies  have  now  adopted  regulations  containing 
elaborate  rules  forbidding  the  transportation  of  explosives  in  large 
quantities  except  in  trains  of  not  over  80  cars,  two-thirds  air-braked. 
The  explosives  must  be  near  the  middle  of  the  train  and  not  within  10 
cars  of  the  front  end,  and  must  be  in  cars  with  steel  underframes  and 
air  brakes,  and  which  are  known  to  be  sound,  by  special  inspection. 

Derailment  No.  6  was  of  a  fast  passenger  train,  made  up  of  a  heavy 
locomotive  and  five  cars.  The  car  next  to  the  engine  was  a  combina- 
tion baggage  and  passenger  (smoking)  car,  and  it  was  in  this  car  that 
nearh'  all  of  the  fatalities  occurred.  The  accident  occurred  at  night, 
and  the  train  appears  to  have  run  over  the  misplaced  switch  at  una- 
bated speed — about  60  miles  an  hour — and  it  was  derailed  in  conse- 
quence of  the  curve  of  the  side  track  being  too  sharp  for  the  speed. 
The  engine,  after  running  off  the  track,  ran  against  a  building  and  was 
turned  around.  The  first  car  took  fire  from  the  coals  in  the  engine, 
and  the  passengers  in  this  car  were  burned  by  the  fire  and  also 
scalded  by  steam  escaping  from  the  engine.  It  is  believed  that  the 
steam  caused  many  of  the  deaths.  The  engineman  was  killed,  so  that 
the  evidence  concerning  the  signal  light  attached  to  the  switch  is 
not  clear.  The  switch  is  known  to  have  been  in  proper  position 
thirty-four  minutes  before  the  accident.  The  fireman,  who  survived, 
said  that  this  light  and  that  on  another  switch,  175  feet  away,  indi- 
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cated  white  (all  right),  and  that  the  eugineman  and  himself  confirmed 
each  other  in  this  view,  on  approaching  the  station,  while  some 
distance  awa}"^,  the  fireman  calling  out  '^  Right,"  and  the  engineman 
responding;  but  when  within  about  800  feet  of  the  fatal  switch  the 
fireman  was  startled  by  a  shout  from  the  engineman,  "Jump!"  He 
at  once  got  down  behind  the  boiler-head  and  did  not  again  see  the 
switch  light.  It  is  not  known,  therefore,  what  had  occurred  to 
cause  the  engineman  to  give  the  alarm  of  danger;  whether  the  light 
had  been  turned  to  red  (stop)  or  had  been  extinguished,  or  whether 
he  had  seen  the  wrong  position  of  the  rails  by  the  light  of  his  head- 
light. 

Immediately  after  the  derailment  the  conductor  of  the  train  and 
other  persons  examined  the  switch  and  found  it  set  for  the  side  track 
and  locked;  the  switch  lamp  was  in  proper  position  (to  show  red),  but 
was  not  burning.  It  was  afterwards  relighted  without  turning  up  the 
wick.  The  switch  had  not  been  damaged  in  any  way.  Extended 
inquiries  were  made  by  the  railroad  company  for  the  purpose  of  dis- 
covering how  the  switch  came  to  be  misplaced,  but  the  report  says 
that  these  inquiries  have  not  had  any  useful  result. 

This  derailment  occurred  opposite  a  station.  The  agent  or  telegraph 
operator  in  charge  of  the  station  at  night  is  required  to  inspect  the 
switch  signals  immediately  before  the  time  at  which  a  fast  passenger 
train  is  due.  In  this  case,  the  agent  says  that  he  stepped  out  of  his 
office  about  three  minutes  before  the  arrival  of  this  train,  saw  the  sig- 
nal lights  of  the  switches,  and  of  the  train  order  or  block  signal,  all 
showing  "All  right;"  also  saw  the  headlight  of  the  train  approaching, 
2  or  3  miles  away;  and  then  he  returned  to  his  office.  A  person  who 
came  into  the  station  just  as  the  derailment  occurred  testifies  to  having 
seen  the  agent  taking  his  seat  at  his  desk  after  turning  the  semaphore 
signal  to  the  stop  position,  as  is  done,  in  the  regular  routine,  imme- 
diately after  the  arrival  or  passage  of  a  train. 

A  young  man  who  is  employed  by  the  railroad  company,  though  not 
in  the  operating  department,  had  driven  across  the  railroad  at  a  cross- 
ing near  the  fatal  switch  about  ten  minutes  before  the  accident  and 
testifies  that  at  that  time  the  switch  light,  as  well  as  the  other  switch 
light  near  by,  showed  white  ("AH  right"). 

The  station  agent  in  question  is  23  years  old  and  had  been  in  the 
service  of  the  company  eighteen  months.  The  fireman  of  the  train, 
whose  testimony  is  referred  to  above,  is  30  j^ears  old,  and  had  been  in 
the  service  of  the  company  six  j^ears. 
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Table  Xo.  3. — Details  of  Table  1 — CavLses  of  accidents  to  employees  in  coupling  and 

uncoupling  cars. 


Sub- 
class. 


1 

2 
3 

4 
5 
6 

7 

8 

I 

9 

10  I 

111 
12 

13 
14 

15 

16 

17 

18 
19 
20 

21 


22 
23 
24 

25  = 

26 
27 
28 


Train- 
men. 
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Train- 
men in 
yards. 


Adjn^tin^  coupler  with  foot. 

Adjusting  coupler,  cars  accidentally  started 

Careless  manipulation  of  uncoupling  lever ' 

Cars  not  equipped  with  automatic  coupler ' 

Coupler  broken,  using  link  and  pin  or  chain I 

Coupling  damaged  cars '    8 

Coupling  with  chain  or  other  emergency  appli-  i 

ance  on  curve  too  sharp  for  automatic  coupling.  .J 

Coupling  with  chain  or  other  emergency  appU-  | 

ance  because  of  uneven  track I 

Coupling  or  uncoupling  safety  chains '    1 

Flngerjj  or  hand  caught  between  uncoupling  lever  I 

and  body  of  ear 

Uncoupling  without  using  lever  (unnecessary ) ! 

Uncoupling  without  using  lever,  uncoupling  lever 

not  in  working  order ' 

Foot  caught  in  frog,  switch,  or  guard  rail 1 

Opening  or  closing  knuckle  when  cars  were  near  | 

together,  miscalculated  speed i    8 

Opening  knuckle  when  cars  were  near  together, 

engine  accidentally  started I    1 

Opening  knuckle,  part  of  defective  coupler  fell  on  , 

foot I.... 


20 

10 

1 

2 

1 

17 


i4 


2 


Opening  knuckle,  lost  footing I 

Riding  on  ear  to  uncouple,  slipped  off ' 

Struck  by  object  at  side  of  track j    1 

Caught  by  unex]>ected  movement  of  car,  due  to 

slack  running  in 3 

Caught  by  unexpected  movement  of  car,  due  to  ' 

mistake  or  misunderstanding  in  giving  hand  sig-  | 

nals 1 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to  i 

rule 2 

Hand  caught  between  projecting  load  and  end  of 

next  car 

No  witness  (fatal  injury) 4 

Other  causes  (see  detailed  list  below) ' 

Unexplained 


46 
6 

16 
5 

9 

4 

2 
8 
1 
6 

14 


a 


1 
1 


Total 20 


9 
20 

11 

5 


15 
1 


16 
14 


3 

6 

14 


Yard 
trainmen  m*>,„-  „-„ 

crews) .   I 


"2 

\4 


28 
7 

14 
2 

6 

3 

3 


7 
19 


1 

8 
9 


2-2C 


2 

3 

M  •  «  • 

6 

1 

•  •  ■  • 

7 



^ 

8 

1S2 

I ' 

1 1 

•  •  ■ 

I 

2  I 

...I 

1 


? 


3  '-i 


V 


a 


18 


28 

20 

1 

>  •  •  ■ 

1 

1 

1 

6 

1 

2 

16 

4 

•  ■  •  » 

•  ■  •  « 

2 
2 

2 

' 

3 

74 

8 

1 

«  ■  •  • 

1 
4 

40 

1 

c 

11 

1 

3 

6 
4 

■  •  «  • 

1 
1 

1 
3 

27 

1 

15 
16 

11 

2 

1 

*  •  *  • 

1 
1 

21 
7 

•  •  •  • 

2 

3 

341 
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A. 

1. 

A. 

2. 

A. 

3. 

A. 

4. 

A. 

5. 

A. 

6. 

A. 

A. 

8. 

A. 

9. 

A.  10 


Details  of  injuries  included  in  Table  .^,  subclass  27. 

Head  injured  by  8triking  uncoupling  lever. 

End  door  of  car  fell  off  and  bruised  arm. 

Arm  caught  while  moving  block  whi(;h  had  been  put  between  buffers  to  pro- 
vent  cars  from  coupling. 

Lifting  lever;  lever  Hwung  around  and  bruineil  ntoniach. 

Stumbled  and  fell. 

Knuckle  broke  at  pin  hole  and  pieces  flew  out. 

Standing  on  front  end  of  engine  with  hand  resting  on  drarwbar  when  engine 
coupled  to  cars. 

Had  hand  on  end  gate;  load  shifted,  finger  lacerated. 

Standing  ini<ide  car  loaded  with  steel  billets;  cars  struck  and  load  shifted, 
catching  leg. 

,  ITncoupling  cars;  fellow-workman  pulled  lever  on  opposite  side,  causing  lever 
to  strike  mouth. 


14 

A.  11.  Fell  by  reason  of  failore  of  rod  to  which  he  was  hanging.       r 

A.  12.  Coupling  engines  together;  holding  up  coupler  with  pinch  bar. 

A.  13.  Coupling  on  curve;  drawheads  passed  each  other. 

M.  1.  Fell  into  culvert. 

M.  2.  Uncoupling  cars,  struck  hand  against  rail. 

M.  3.  Uncoupling  engine  from  car,  another  engine  pushed  cars. 

M.  4.  Stepped  on  lump  of  coal. 

M.  5.  Foot  caught  in  crossing  plank. 

M.  6.  Struck  by  exploding  torpedo. 

M.  7.  Lump  of  coal  fell  off  tender  and  hit  head. 

M.  8.  Chain  too  long,  caused  man  to  strike  arm  against  car. 

M.  9.  Preparing  to  couple  engine  to  car;  stumbled. 

M.  10.  Uncoupling  cars;  gave  lever  a  jerk  and  w^renched  shoulder. 

M.  11.  Hiding  on  cars  to  make  coupling,  couplers  did  not  couple,  cars  separated,  man 

fell  between  cars. 
J.  1.  Lump  of  coal  fell  on  head. 
J.  2.  Lump  of  coal  fell  on  head. 
J.  3.   L^ncoupling  coaches,  hand  caught  in  lever. 
J.  4.  Apron  on  ballast  plow  car  fell. 

J.  5.  Uncoupling  lever  came  up  suddenly,  throwing  man  against  car.  • 

J.  6.  Coupling  engine  to  car,  engine  pilot  struck  heel. 
J.  7.  Coupling  engine  to  tender,  drawbar  slipped,  hand  caught  between  engine  and 

tender. 
J.  8.  Hanging  on  side  of  car  trying  to  raise  lever,  straineil  shoulder  and  side. 
J.  0.  Stepped  on  nail. 

J.  10.  Stooping  down  to  uncouple  cars,  sprained  back. 
J.  11.  Walking  alongside  cars,  wheel  stnick  foot  which  was  on  rail. 
J.  12.  Coupling  cars  on  curve,  hand  slipped. 
J.  13.  Coupling  on  sharp  curve,  opened  knuckle,  fingers  caught. 
J.  14.  Uncoupling  cars,  arm  caught  by  shifting  load. 
J.  15.  Uncoupling,  neglected  to  shut  air-brake  cock  and  hose  flew  up. 
J.  16.  Uncoupling  engine  from  coaches,  lever  flew  back. 
J.  17.  Reaching  for  lever,  leg  caught  between  end  sills. 
J.  18.  Stepped  out  from  between  cars,  struck  by  train. 
J.  19.  Stepped  on  nail. 
J.  20.  Stepped  on  piece  of  glass. 
J.  21.  Hand  caught  between  overhanging  loads. 


15 


Table  No.  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars,  April, 

May,  and  June,  1906. 


Injuries. 


Ix»s  of  feet 

LoMof  legs 

L>o»  of  arms 

LoM  of  hands 

Lo«  of  fin^eiB 

Losvs  of  loes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  riba 

Fractured  other  bones 

Contusion  of  head  or  body 

Contusion  or  laceration  of  feet 

Contusion  or  laceration  of  toes  . . . 

Cxmtusion  or  laceration  of  legs 

Conturfon  or  laceration  of  armn. . . 
Contusion  or  laceration  of  hands . 
C>ontu8ion  or  laceration  of  fingers. 

Dislocation 

Internal  injuries 

Sprains 

Khock 

M  i:<cellaneous 


Train- 
men. 


Train- 
men in 
yards. 


Yard 
train- 
men. 


Other 

em- 

ployeea. 


2  ... 

4 

2  i 

2  .. 

5  ' 

3 

3 

1 

1 

6 

23 

26  , 

32 

21 

19 

3U 

5  ... 

8 

7 

2  i 

14 

18 

11  1 

17 

27 

25 

63 

74 

65  1 

130 
2 

10 

4 

5 

5 

4  < 

12 

1 
1 


4 

"i 


2 
5 


Killed. 


Total  injuries 


Total  killed  and  injured. 


226 
20  I 


182 
8 


246 


190 


341 

18 


359 


17 
8 


20 


RECAPITULATION. 

Killed 49 

Injurwl 766 

Total  killed  and  injured 816 


T-\BLE  No.  4. — Details  of  Table  1 — Causes  of  accidents  to  employees  classified  ( OS  and  C7) 

as  falling  from  and  geUlng  on  or  off  cars  and  engines. 


Sub- 
class. ' 


C6 


C7 


1 
2 

3  ' 
4 


/ 

8 

9 

10 

11 

13  ! 

t4 

15 

16 

"  - 
18  , 


Causes. 


Fell  from  roof  of  box  car  by  reason  of — 

Defect  in  car 

Ice  or  snow , 

Parting  of  train 

Derailment,  coUiKion,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 

subclass  3 

While  setting  brakes 

Fell  f  rom— 

Coal  car , 

Freight  car  other  than  bo.x  or  coal  car , 

Engine  or  tender , 

Pa»tenger  car , 

Engines,  tenders,  or  cars  (ail  kinds;  not  in 
motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars , 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 
handholds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Train- 
men. 


Train- 

'   men  in 

yards. 


3 
1 

1 

2 
2 

1 


Total 


9 

29 

6 

3 


2 


5     lUJ 


4 

1 


Yard 
trainmen 
(switch- 
ing 
crew^). 


1.1 

3 


1—1       '    I*     I      (.^ 


Other  em- 
ployees. 


5  '  5 


6 


G4 
24 

4 

5 

69 

1 

43 

75 

g;} 

91 
112 

31 

23 

142 

1 


3 

1 


3 

12 

2 

1 


1 
8 


1 
3* 


58 
12 

8 

4  ' 
26 
1 

87  . 
82 
25 
42 

89 

6  . 

I 
18 
110 
1  . 


4 

3  I 

1  ' 

1 

4 


4 

ii' 


85 
39 

3 

2 

16 


1 

15 

4 

3 


3  ' 
2 


15 
59 
50 
63 
IW 


34 

131 

2 


—   I 
8 


CO   749  29  '468  41  ,  627 

I         I 


3 
4 


18 
1 

8 

2 

10 

4 

46 
26 
33 
60 
61 


3 

42 


22 


328 


16 


YEARLY   TABLES. 

This  bulletin  completes  the  publication  of  the  accident  records  under 
the  law  of  March  3,  1901,  for  four  years,  and  the  following  table  (A) 
gives  the  aggregate  for  the  3^ear  ending  June  30,  1905,  of  the  items 
which  are  given  in  Table  No.  1  of  the  quarterly  returns.  The  total 
number  of  casualties  shown  in  Table  A  is  59,264  (8,798  killed  and 
55,466  injured). 

This  table  includes  the  following  statistics  which  did  not  appear  in 
the  quarterly  bulletins,  the  reports  from  which  the^'  are  taken  having 
been  received  after  the  bulletins  were  printed:  One  passenger  and  19 
emplo3^ecs  killecl  and  13  passengers  and  39  employees  injured;  damage 
to  railroad  companies'  property,  $6,582. 

The  totals  of  these  3- early  tables  are  not  comparable  with  those  given 
in  the  Commission's  Annual  Statistical  Reports,  for  the  reason  that 
the  monthly  reports  deal  onh'  with  accidents  to  passengers  and  to 
emplo3'ees  while  actually  on  duty.  The  monthly  reports  take  no 
account  of  accidents  to  ''other  persons."  These  appear  in  the  Annual 
Reports,  and  include  casualties  at  highway  crossings  to  trespassers 
and  persons  walking  along  the  track,  accidents  to  emplo3'ees  in  shops 
remote  from  the  railroad,  and  all  other  accidents  not  occurring  to 
passengers  and  to  emplo3'ees  actuall3"  on  duty. 

Table  A. — Summary  (7/  casualties  to  persoiiSf  year  ending  June  30^  1905, 


Pass 

engerH. 

Tniinmen. 

Trainmen 
in  yards. 

Yard 

trainmen 

(switching 

crews). 

other  em- 
ployees. 

Total  em- 
ployees. 

t 
14 

198 
151 

1 

1 

3.493 

2.h9l 
114 

• 
V 

i4 

259 
223 

51 

a 

i 
49 

23 

15 
87 

t 

M 

804 
179 

295 

i 

38 
27 

6 

• 

•0 

a 

i 

• 

2 

• 

p 

'a 
1— 1 

Collisions 

1,922 
1,316 

972 

366 
206 

129 

64 
32 

11 

526 
246 

91 

410 
83 

3,618 

Derailments 

1,W7 

MiRceliaueous  train  acci- 
dents (excluding   the 
above), including  loco- 
motive-boiler explo- 
sions   

1,487 

Total    train    acci- 
dents   

350 

6,498 

5:« 

4, 210 

1,278 

71 

701 

107 

863 

798 

7,«>2 

Couplingand  uncoupling 
While  doing  other  work 
alM)Ut  trains  or  while 

attending  switches 

Coming  in  contact  with 
overhead     bridges, 
structures   at  side   of 
track,  etc 

77 
W 

65 

2t?9 
147 

864 
5, 392 

537 

3,367 
431 

61 
52 

12 

93 
81 

702 
2.677 

284 

2,187 
401 

97 
55 

12 

162 
96 

1,457 
2, 132 

311 

2,527 
280 

8 
87 

3 

109 
913 

87 
2,397 

53 

1,156 
11,132 

243 

258 

92 

633 
1,237 

3.110 

8 

134 

45 

88 

1,732 
1,772 

12, 538 

• 

1.185 

Falling  from  cars  or  en- 
ginoH  or  while  getting 
on  or  off 

9,237 

Other  causes 

12,241 

Total  (other  than 
train  accidents).. 

1H7 

3.542 

022 

10, 591 

299 
386 

6, 251 

422 

6,707 

1,120 

14.825 

2,463 

38,374 

Total,  all  classes... 

537 

10, 010 

1.155 

14.K)1 

7,529 

493   7,408 

1,227 

15,688 

I 

3,261 

1 

45,426 
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From  Table  B,  next  following,  comparisons  may  be  made  for  the 
four  years  since  these  records  were  begun.  Beyond  the  points  already 
mentioned,  the  most  favorable  feature  of  this  table  is  the  reduced 
number  of  casualties  to  trainmen  from  falling  off  cars,  being  knocked 
off,  etc.  Of  these  items  (the  two  in  the  table  next  following  ''coupling 
accidents")  the  totals  are: 


Year. 

Killed. 

Injured. 

1905 

1904 

725 
816 
771 

10,422 

10,581 

9,017 

1903 

Table  B. — Casualties  to  passengers  and  employees,  years  ending  June  SO, 


1905. 

1904. 

1903. 

1902. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Pa.««iengeni: 

In  train  accidents 

other  o&uses 

850 

187 

6,498 
8.512 

270 
150 

4,945 
3, 132 

164 
157 

4,424 
2.549 

167 
136 

3,586 
2.503 

Total 

537 

10,040 

420 

8,077 

321 

6.973 

803 

6,069 

Employee?: 

In  train  accidents 

In  coupling  accidents... 
Overhead  obstructions, 
etc 

798 
243 

92 

683 

1,495 

7,052 
3,110 

1,186 
'9,237 
24,&42 

844 
278 

116 

700 

1,429 

6,990 
3,441 

1,210 

9,371 

22,254 

895 
253 

93 

678 

1,314 

6,440 

2,788 

992 

8,025 

20,759 

697 
143 

104 

537 

1,035 

5,046 
2,118 

1,070 

Falling  from  cars,  etc. . . 
other  causes 

6.867 
18,615 

Total 

8.261 

45,426 

3,367 

43,266 

3,233 

89,004 

2, 516 

33,711 

Total  pa<ssengcr8  and 

3,798 

5.5,466 

3,787 

51,^3 

3,554 

45,977 

2,819 

39,800 

The  following  two  tables  are  self-explanatory,  being  consolidations 
of  the  quarterly  tables  giving  the  same  classes  of  facts: 

T-\BLB  C. — Collisiojis  and  derailments;  damage  to  cars,  engines,  and  roadway;  years  ending 

June  SO. 


1905. 


1904. 


CoUinions,  rear 

Collisions,  butting 

Coliiiiions,  trains  separat- 
ing  

Collisions,  miscellaneous. 


Total. 


Derailments  due  to  de- 
fects of  roadway,  etc. . . 

Derailments  due  to  de- 
fects of  equipment 

Derailments  due  to  neg- 
ligence of  trainmen, 
signalmen,  etc 

Derailments  due  to  un- 
foreseen obstruction  of 
track,  etc 

Derailments  due  to  ma- 
licious obstruction  of 
track,  etc 

Derailments  due  to  mis- 
cellaneous causes 


Num- 
ber. 


Losa. 


1.493     $1,463,012 


707 

972 
3.052 


6,224 


1,451,906 

440,495 
1,493,641 


4.849.054 


1,007 
2,6a') 

341 

332 

76 
1,010 


Total 5,371 


777,433 
2,068,620 

272,254 

676,001 

142, 761 
925,533 


4,  w;2. 602 


Persons  i  Persons  j  Num- 
killcd.    injured,     ber. 


152 
304 

11 
141 


2,085  I  1,736 

2,453  I  928 

369  I  1,024 

2,204  I  2,748 


608 


7,111  I    6,436 


50 
40 

40 

177 

34 
115 


45t') 


1,446 

798 


866 
2,297 


418  333 


646 

196 
1,834 


336 

110 
913 


4,838  !    4,855 


Total  coliiiiions  and 
derailments 


11,595 


9,7^ 


11,949  i  11,291 


Loss. 

Person.s 
killed. 

81,683,020 
1,696,425 

195 
280 

491,666 
1,319,807 

25 
130 

5,190,918 

630 

612,538 

S3 

1,953,892 

60 

302,592 

41 

402,417 

132 

102, 717 

19 

818.503 

103 

4, 192, 159 

388 

9,383,077 

1,018 

Persons 
injured. 

1,931 
2,728 

412 
2,012 

7,083 


716 
630 

355 

416 

196 

848 

8,161 
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Table  E. — Causes  of  accidents  to  employees  classified  (C6  and  C7)  as  falling  from  and 
getting  an  or  off  cars  and  engines^  year  aiding  June  SO,  1905, 


Sub- 

Causes. 

Train- 
men. 

Train- 
men in 
yards. 

Yard 

trainmen 
(switch- 
ing 

crews). 

Other  em- 
ployees?. 

class. 

1 

8 
2 

14 
10 

8 

2 

24 

1 

t 

a 

18 
44 
25 

266 
109 

17 

13 

300 

18 

229 
300 
274 
062 
535 

127 

91 

688 

1 

1 

•  •  *  ■ 
■  ■  ■  ■ 

1 
11 

8 

1 

•  ■  •  • 

6 

•  •  •  ■ 

1 
6 
36 
6 
8 

2 

2 

16 

•  •  •  * 

1 

14 
31 
17 

204 
78 

16 

15 

161 

5 

203 
138 
89 
206 
889 

36 

82 

601 

2 

1 

2 

1 
1 

19 
10 

2 

1 
11 

«  ■  «  • 

2 
10 
53 
14 
10 

8 

1 

1 

s 

22 
24 
35 

306 
167 

18 

i 

116 

4 

74 

207 

t 

5 

1 
*i' 

15 
4 

1 
1 
.... 

2 
9 

1 
2 
3 
4 

5 

fi 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  ol— 

Defect  iu  car  .     ..  .....a.^..... 

8 

Ice  or  snow 

3 

Partine  of  train 

•    7 

C(v 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclass  3 

While  setting  brakes 

62 
10 

Fell  from— 

Coal  car 

20 

Frclcht  car  other  than  box  or  coal  car 

8 

Knifine  or  tender 

29 

Passexifirer  car 

13 

Engines,  tenders,  or  cars  (all  kinds)  not  in 
motion 

170 

11 

Miscellaneous  causes 

21 

182 

20 

IS 

6 

.2 
16 

l»5 

VI 

Not  clearl  V  explained 

1G4     30 
240     24 

92 

ri3 

U 
15 

16 

17 

IH 

Slipped  eettinir  on  movinsr  trains  or  cars 

211 

1  Jumping  off  moving  trains 

477 
42 

8 
2 

242 

'  Jumping  from  engines  or  can;  anticipatfaig  colli- 
sion, (lerailment,  or  other  accident 

2S 

C7 

Fell  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  steps •,.. 

1  Getting  on  or  off  moving  engine 

123    .... 
498     10 
6    .... 

7 

ISO 

1  Caught  in  frog,  guard  rail,  or  switch 

1 

Total 

269 

3,867 

98 

2,187 

162 

2,527   109 

1,156 

[Public— No.  171.] 

AN  ACT  Requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all 

accidents  to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  asseinbled^  It  sliall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  eommon  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  wliere 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  emploveefj  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  sliall  state  the  nature  and  causes  thereof,  and  tlie 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty-  days 
after  the  entl  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction tliereof  by  a  court  of  ccmipet^nt  juriwiiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorizea  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 


SPBCIAIi  INFORICATIOK  CONTAINED  IN  PRECEDING  BTTLIiETINS. 

£ach  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause 
(see  Table  No.  1) ;  also  tables  showing  cost  of  the  different  classes  of  train  acci- 
dents. The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and 
in  falling  from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The 
most  serious  collisions  and  derailments  are  dealt  with  in  a  supplementary  table 
(Class  A)  showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months, 
and  No.  1  was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the 
quarter  ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables 
showing  the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that 
date. 

Balletin  No.  1  contains  brief  notes  on  the  causes  of  coupler  accidents,  explanatory  of 
Table  No.  3.  Table  No.  4  is  supplemented  by  similar  notes.  In  tMs  quarter 
special  mention  was  made  of  130.  casualties  due  to  operating  trains  in  which  air 
brakes  were  used  on  only  a  portion  of  the  cars. 

Bulletin  No.  4  has  comments  on  collisions  occurring  where  the  trainmen  had  worked 
very  long  hours.  In  this  bulletin  a  table  is  given  showing  the  deaths  and 
injuries  due  to  trains  parting.  The  table  shows  that  nearly  all  of  the  coupler 
failures  which  resulted  in  a  collision  or  derailment  were  reported  as  due  to  "cause 
unknown." 

Bulletin  No.  5  contains  a  table  showing  the  cause  (as  reported)  of  each  coupling 
accident  in  the  quarter.    The  table  fills  12  {rages. 

Bulletin  No.  6  contains  a  table  giving  notes  on  the  causes  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  'the  block  system  is  in  use. 
Comment  is  made  on  the  large  increase  in  the  number  of  accidents  to  men  in 
coupling  as  compared  with  previous  quarters. 

Bulletin  No.  7  contains  a  note  on  the  cause  of  a  rear  collision  due  to  the  inadequacy 
of  the  time-interval  rule. 

Bulletin  No.  8  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of  these 
collisions  a  conductor  gave  a  hand  signal  to  stop,  which  was  taken  by  the 
engineman  to  mean  "go  ahead.*'  In  another  case  the  men  in  cliarge  of  a  train 
read  "No.  2"  when  the  order  was  written  ** second  No.  2.'*  This  bulletin  con- 
tains a  special  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude,  which 
were  caused  by  mistakes  in  connection  with  time-tables  or  telegraphic  orders. 

Bulletin  No.  9  records  two  collisions  in  which  44  persons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  the  other  to  gross  negligence  of  an 
engineman,  who  failed  to  keep  the  air  brakes  in  working  order.  Reference  is 
made  to  the  derailment  of  four  fast  mail  trains  by  reason  of  reckles<s  speeti. 

Bulletin  No.  10  records  the  death  of  147  passengers  in  collisions  and  derailments — 
more  than  three  times  the  average  number  killed  during  the  nine  preceding 
quarters.  One  derailment,  due  to  an  accidental  obstruction,  killed  65  passen- 
gers, and  six  other  accidents  caused  106  deaths.  The  causes  of  the  derailment 
mentioned  and  of  four  of  the  worst  collisions  are  explained  at  length. 
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Bulletin  No.  11  contains  a  note  on  one  butting  collision  which  results  in  the  deatlif? 
of  18  passengers  and  injuries  to  37,  the  collision  being  caused  by  failure  to  iden- 
tify a  freight  train  on  a  side  track  at  night;  but,  aside  from  this,  the  quarter's 
totals  are  in  nearly  every  case  less  than  in  preceding  quarters.  Two  costly  acci- 
dents were  caused  by  air-brake  failures  which  were  due  to  extreme  cold  weather. 
Mention  is  made  of  a  fourth  error  like  that  shown  in  Bulletin  No.  8  (readers 
overlooked  the  word  "second"). 

Bulletin  No.  12  records  one  derailment,  killing  7  passengers,  due  to  the  failure  of  an 
engineman  to  reduce  speed  on  entering  a  side  track,  according  to  a  tel^raphic 
order  which  had  been  delivered  to  him.  This  bulletin  contains  summaries  <.»f 
the  casualties,  collisions,  and  derailments  for  the  three  years  ending  June  30, 
1904. 

Bulletin  No.  13  records  the  death  of  228  passengers  in  collisions  and  derailments — a 
number  far  greater  than  had  been  reported  in  any  previous  quarter.  One  derail- 
ment caused  the  death  of  88  persons  (passengers  and  employees);  one  collision, 
63;  another,  24;  another,  18;  and  a  fourth,  16.  The  circumstances  of  thea^e 
unusually  serious  accidents  are  given  in  detail.  One  of  these  collisions,  and 
another  not  so  disastrous  to  life  and  limb,  occurred  under  somewhat  uuiutiial 
circumstances,  due  to  the  complicated  nature  of  the  regulations  under  which  the 
trains  were  run. 

Bulletin  No.  14  records  3  collisions,  in  which  48  persons  were  killed.  The  caui«es 
of  these  are  explained.  In  one  the  men  in  charge  of  a  freight  train,  which  was 
sidetracked,  neglected  to  observe  signals  on  passing  passenger  trains.  In  another 
an  operator  recopying  a  telegraphic  order  made  a  mistake  in  writing  the  nunilx»r 
of  minutes.  In  a  third  an  operator  failed  to  deliver  a  meeting  order,  haviiijr 
acknowledged  the  receipt  of  it  without  first  setting  his  signal  in  the  stop  position. 

Bulletin  No.  15  records  a  remarkable  rear  collision  of  passenger  trains,  causing  the 
death  of  7  persons,  in  which  an  engineman  of  long  experience  and  good  reconl 
disregarded  two  automatic  block  signals.  Particulars  are  given  of  butting  colli- 
sions of  freight  trains,  due  to  complicated  combinations  of  negligence  and  mis- 
conduct. In  this  bulletin  the  causes  of  accidents  to  employees  in  coupling  and 
uncoupling  cars  are  classified  more  in  detail  than  in  former  bulletins,  so  as  to 
show  more  clearly  the  circumstances  under  which  the  injuries  occurred.  Many 
cases,  however,  could  not  be  classifieil  satisfactorily.  A  table  is  given  also 
showing  the  nature  of  the  injuries  to  employees  in  coupling  and  uncoujiling  cars. 
Out  of  790  nonfatal  injuries  281  were  contusions  or  lacerations  of  fingers. 
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Accident  Bulletin  No.  17. 

RAILRO.AJ)  ACCIDENTS  IN  THE  UNITED  STATES 

DCRINO  THB 

TfiR£E  MONTHS  ENDING  SEPTEMBER  30,  1905. 


The  number  of  persons  billed  in  train  accidents  during  the  months 
of  Jyly,  August,  and  September,  1905,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  '"accident  law"  of  March  3,  1901,  was  272,  and  of  injured,  3,455. 
Accideuts  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  17,439  (1,053  killed  and 
16,386  injured).  These  accidents  are  classified  in  the  following  table. 
Tliese  reports  deal  only  with  (a)  passengers  and  (b)  employees  on  duty.^ 

Tablb  No.  1. — CasudUt^  topernoiiSy  July^  August ^  and  September ^  1905. 

[Table  coqatinued  on  next  paf^e.] 


ColliRions 15 

Derailments 16 

M  iKcellaneous    train    accidents,  including 
locomotive-boiler  exploalons 


Persons 
carried 
under 
agree- 
ment or 
contract 
(class 
bb). 


952 
677 

24 


% 


0 


7 
5 


Total  (a,  b, 
and  bb). 


\^ 


97  1    22  ■  1,049 
76       21         753 

6 


30 


Trainmen. 


83 
70 

14 


Total  train  accidents >  31  |  l,6d:{  I  12  |  179  |    48  ,  1,832  1  167 


• 

• 

2 

•?> 

j3 

i-H 

•»-» 

^H 

12 

469 

330 

5 

258 

1 

18 

1.052 

Trainmen 
in  yards. 


124 
57 

bi 


235 


(V>aplingor  unoonpling 

28 

14 

16 

68 
67 

193 

360 

236 

18 

167 

While  doing  other  work  about  trains,  or  1 
wbile  attending  switclies 

1 

1,647 

195 

975 
130 

9 
6 

24 

18 

730 

Coming  in  contact  with  overhead  bridges,  ' 
►tructures  at  Hide  of  track,  etc -- 

15 

571 

665 

*  •  •  • 

2 
9 

9 

20 

67 

86 
265 

50 
29 

24 

591 

722 

68 

Falling  from  cars  or  engines,  or  while  get- 
ting on  or  off 

other  causes 

48 
'  20 

68 

1  99 

544 
84 

Total  (other  than  train  accidents) 

1,251 

11 

79 
122 

1,337 

3,183 

75 
93 

1,693 

Total,  all  clasees 

2,904 

23 

3, 169 

4,235 

l,h28 

Note. — Acoidcnta  to  employees  resulting  in  alight  injuries  which  do  not  prevent  the  employee 
injured  fn)m  performing  his  acciu»t^)med  service  for  more  than  three  days  in  the  aggregate  auring 
the  ten  days  immediately  following  the  accident  are  not  reported. 

a  In  table  No.  1  the  passengers  have  been  divided  into  two  classes,  and  to  make 
comparisons  with  the  passenger  casualties  in  former  bulletins  it  will  be  necessary  to 
take  the  numbers  shown  in  the  third  double  column  of  the  table  (of  which  the 
totals  are  122  and  3,169).  Passengers  are  classed  a,  6^  and  66.  Class  a  includes  all 
ordinary  passengers.  Class  6  includes  passengers  traveling  on  freight  trains.  Class 
hb  includes  persons  (not  ordinary  passengers  on  passenger  or  freight  trains)  who  are 
customarily  carried  or  allowed  on  trains  under  special  arrangements  or  privileges, 
such  as  postal  clerks  and  express  messengers;  conductors,  porters,  and  other 
employees  on  Pullman  cars;  employees  on  private  or  special  cars;  newsboys;  bag- 
gage solicitors;  i>eddlers;  live-stock  tenders;  and  men  in  charge  of  freight. 
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Table  No.  1. — Casualties  to  persons,  July,  August,  and  September ,  1905 — Continued. 


Collisions 

Derailments 

MlHcellaneous   train    accidents,    including 
locomotlvc-boUer  explosions 


Total  train  accidents. 


Coupling  or  uncoupling 

While  doing  other  work  about  trains,  or 


while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

Falling  from  cars  or  engines,  or  while  get- 
ting on  or  off 

Other  causes 


Yard  train- 
men (switch- 
ing crews). 


i— « 


10 
6 


16 


I 


82 

58 

25 


165 


Other 
employees. 


S 


21 

7 


28 


25 
10 


40 
28 


391 

653 

89 

657 

82 


S 

12 

2 

39 
273 


101 
46 

24 


171 


Total 
employees. 


126 
68 

16 


229 


776 
491 

356 


1,623 


25 

791 

21 

346 
3,763 


74 

45 

26 

171 
886 


Total  (other  than  train  accidents) 1    105  i  1, 872      329     4, 946 


702 


819 

8,821 

873 

2,522 
4,059 


11,594 


Total,  all  classes 121  |  2,037  |    367  I  5,117 


931  I  13,217 


Total  persons 
reported. 


■8 

1 

• 

148 
109 

15 

1.825 
1,244 

St<6 

272  i      3,4&5 

74  '  MS 

45  I      3, 821 
26  !  397 


221 
415 


3,113 
4,781 


781  I     12,931 


1,053  I     16,3^6 


Nearly  all  of  the  totals  in  Table  No.  1  are  larger  than  in  the  three 
months  last  preceding,  and  some  are  very  much  larger.  These  figures 
are  doubtless  in  large  measure  a  reflection  of  the  veiy  heav}'  traffic 
done  by  the  principal  railroads  of  the  country  during  the  busiest  sum- 
mer months.  The  number  of  passengers  killed  in  train  accidents,  43, 
is  larger  than  in  either  of  the  two  preceding  quarters,  yet  it  is  far 
below  the  disastrous  quarter  which  included  the  same  three  months 
of  1904,  when  228  passengers  were  killed  irj  collisions  and  derailments. 
The  two  most  notable  accidents  in  the  present  report  are  a  collision 
killing  12  persons  and  a  derailment  killing  15.  In  the  table  of  causes 
given  below  these  accidents  are  numbered,  respectively,  5  and  10. 
Flagrant  misconduct  and  negligence  characterized  both  cases. 

The  total  number  of  collisions  and  derailments  was  3,135  (1,605  colli- 
sions and  1,530  derailments),  of  which  240  collisions  and  141  derailments 
affected  passenger  trains.  The  damage  to  cars,  engines,  and  roadway 
by  these  accidents  amounted  to  $2,540,908.  Given  more  in  detail, 
these  facts  appear  as  below: 

Table  No.  2. — Collisions  (tnd  derailments. 


CollisionH,  rear 

CollisionN,  buttinfr 

ColliNionM,  traifiK  separating. 

Col llHious, miscellaneous  ... 


Total, 


Number. 

Lose. 

Persons 
killed. 

338 
225 
216 

82(i 

1388,873 

412.956 

91,401 

391,428 

1 

36 
68 

4 
40 

1,605 

1,284,661 

148 

Persons 
injured. 

476 

709 

74 

566 

I,  KZ'y 


Note. — Cr>lliFions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not 
over  $150  damage  to  the  property  of  the  railroad  are  not  rei>orted. 


Table  No.  2. — CoUisioivs  and  derailment — Continued. 


Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc. 

Derailments  due  to  untorefieen  obstruction  of  track,  etc 

Derailments  due  to  malicious  obstnictiou  of  track,  etc 

Derailments  due  to  malicious  causes 

Total 

Total  collisions  and  derailments 


Number. 


284 

733 

115 

74 

ao 

301 


1,530 


Loss. 


Persons 
killed. 


3,135 


159,058 

534,704 

95,395 

88,482 
56,026  I 
823,582  I 


1,266,247 


2,540,908 


12 
11 
24 
16 
8 
38 


109 


Persons 
injured. 


257 


406 
234 
170 
100 
43 
289 


1,244 


3,0G9 


Following  is  the  usual  list  of  class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which  pas- 
sengers are  killed,  and  those  doing  damage  less  than  $10,000  and  down 
to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of  particular 
interest: 

Causes  of  thirty-one  prominent  train  accidents  {Class  A). 

[NoTK.— R.  stands  for  rear  collision;  B.,  butting  collision;  M.,  miscellaneous  collisions;  D.,  derail- 
ment; P.,  passenger  train;  F.,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


S 


1 

2 


3 
4 

5 


10 
11 


9       B 


B 
R 


Kind  of  train. 


R 
R 

F.  and  P 

F.  andF 

B 

P.  andP 

M 

P.  andF 

B 

P.  andF 

B 

P.  and  F 

P.  and  P. 


P.  and  P. 


P.  and  F. 


1 


1 
3 


1 

0 

12 


F.andF 1 

P.  andP 


12       M 


13 


F.andF i    3 


P.  and  P. 


I 

3 
C 


0 

o 


14 

4 

54 


5     10 


3     21 


59 


20 


3 
35 


83 


Oh** 

Sftcas 


82,375 
2,700 


3,800 
4,350 
5,584 

7,800 


8.000 
8,500 

8,600 

11,200 
12,000 

12,200 
13,200 


o 

•d 

8 


74 
30 


79 
10 
38 

77 


31 

39 

82 
69 

11 

78 


Cause. 


Failure  of  torpedoes  to  explode. 

Oc(;urred  2  a.  m.  Engineman  of  13  years'  expe- 
rience, on  duty  12i  hours,  ran  past  two  automatic 
block  signals  and  a  flagman.  This  engineman 
was  killed. 

Watch  wrong;  conductor  and  engineman  failed  to 
compare  watches,  as  required  by  rule. 

Occurred  8  p.  m.  Switch  turned  under  train.  (See 
note  in  text  below.) 

Occurred  1  a.  m.  We.>*t  bound  freight  train  en- 
croached on  the  time  of  east  bound  passenger  train- 
(See  note  in  text  below.) 

Pay  car  train  encroiiched  on  time  of  regular  pofr 
senger  train.  The  pilot  in  charge  of  the  pay  car, 
who  was  the  trainmaster  of  the  division,  m'lscal- 
culated  the  time  available  for  reaching  the  next 
station,  by  reason  of  the  failure  of  his  watch,  which 
had  stopped. 

North  bound  train  wrongfully  ran  into  a  crow-over 
track.  The  switch,  which  had  been  spiked  and 
ordered  kept  closed,  was  unfastened  by  a  track  re- 
pair man.  This  employee,  who  was  experienced, 
decamped. 

Train  approached  meeting  station  with  speed  not 
under  control.  Engineman  had  inadvertently 
shut  off  the  connection  to  the  air  brake  reservoir, 
and  had  neglecte<l  to  test  the  air  brakes  2  miles 
before  reaching  the  station,  according  to  rule. 

Dispatcher  gave  order,  "  No.  1  will  run  2  hours  late;" 
should  have  said,  "second  No.  1;"  did  not  send 
order  to  all  interested  stations  at  once. 

Operator  (ailed  to  deliver  order  to  east-bound  freight. 

Engineman  disregarded  stop  signal.  (See  note  In 
text  below.) 

Wes^bound  freight.switchingata  way  station. crossed 
over  to  the  east-bound  track  without  first  flagging 
east-bound  trains. 

Engineman  misread  time  or  was  deceived  by  defect- 
ive watch.  Watch  lost  In  wreck.  Engineman  be- 
ing experienced  and  reliable,  conductor  did  not 
carefully  calculate  time  to  meeting  point. 


Causes  of  thirty-one  prcminent  train  accidents  {Class  A) — Continued. 

COLLISIONS— Continued. 


• 

• 

s 

^ 

0) 

6 

14 

B 

15 

B 

16 

B 

17 

B 

18 

M 

19 

R 

Total 


Kind  of  train. 

•c 

U 

3 

P.  and  F 

F.  and  F 

1 

F.andF 

4 

P.  andF 

• 

2 

P.  and  F 

2 

F.  andP 

3 

52 

Injured. 

Damage  to  en- 
gines, cars, 
and  roadway. 

d 

-s 

o 

it 

8 

$14,600 

80 

6 

14.923 

6 

3 

15,000 

83 

13 

18,000 

35 

25 

21,200 

88 

53 

21,865 

71 

410 

205, 797 

Cause. 


Passenger  train  started  from  station  in  advance  of 
time  named  in  wait  order;  freight  failed  to  clear 
time  of  passenger  lOminutes.  Pa^enger  conductor, 
brakeman,  and  fireman  left  all  care  toenglueman, 
who  forgot  order. 

Mistalce  in  cc^ying  train  order.  (.See  note  in  text 
below.) 

Signalmen,  each  6  montlis  experience,  admitted 
opposing  freight  trains  into  "controlled  manual" 
block  section  on  single  track.  (See  note  in  text 
below.) 

Freight  encroached  2  minutes  on  time  of  passenger 
train.  Men  in  charge  (2  years'  experience)  '*  took 
chances." 

Engineman  of  empty  engine  (1  a.  m.)  ran  over  mis- 
placed switch  and  through  crossover  track;  it  was 
nis  duty  to  see  that  the  switch  -woh  set  right  before 
passing  it. 

Freight  approached  station  on  descending  grade 
with  speed  not  under  proper  control;  passenger 
train  standing  at  station  naa  Insuffieient  tail  lights. 


DERAILMENTS. 


2 
3 
4 


6 
7 


8 

9 

10 

11 

12 


D 

D 
D 
D 

D 


D 
D 


D 
D 
D 
D 
D 


F 
P 
P 


F 


F 
V 
P 
P 
P 


0 
0 

1 


1 

0 

15 

2 

0 


39 

15 

2 


2 

2 


2 

?« 
28 
20 
20 


8240 

24 

3,000 

90 

5,000 

92 

5,000 

54 

5,300 

58 

6.150 
6,450 

•  •  ■  • 

17 

11.600  ;  22 

13,300  16 

32,IX»  56 

35,469  21 

39,278  25 


Total I  23   158   102,787 


Total  colli«iionsand  | 
derailments i  75  1574 


368,584 


One  passenger  killed,  6  passengers  injured.  Train 
consisted  of  engine  and  cat>oose.  the  engine  running 
backward.  The  tender  was  the  first  vehicle  to  jump 
the  track. 

Unexplained;  large  box  car  loaded  with  staves  and 
heai^ling  was  probably  untit  to  run  around  curve. 

Passenger  car  overturned  by  turning  of  switch  be- 
neath moving  train.    (See  note  in  text  below. ) 

Misplaced  switch;  speed,  40  miles  an  hour.  Switch 
was  undergoing  alteration  and  was  not  suitably 
signaled.  There  was  no  rule  requiring  reduction  of 
the  speed  of  trains  running  past  the  point  where 
alterations  were  in  progress. 

Passenger  train  derailed  by  striking  street  car  at 
highway  croaking.  Conductor  of  street  ciir  lailed 
to  give  required  flag  signal  (3  fatal  and  7  non- 
iiiUu  injuries  in  street  car). 

Switc^h  maliciously  misplaced. 

Runaway  on  2  per  cent  grade.  Nonautomatic  air 
brakes  inoperative  because  coupling  between  en- 
gine and  tender  had  accidentally  parted. 

Excessive  speed. 

Broken  truck. 

Open  draw.    (See  note  in  text  below.) 

Switch  maliciously  misplaced;  4  a.  m. 

Unexplained.  Supposed  that  empty  bag^^age  car  was 
lifted  by  sudden  application  of  air  brakes.'  Track 
in  first-class  condition.  Wreck  burnt  up  by  fire 
which  started  from  an  explosion  of  acetylene. 


Collision  No.  4  appears  to  have  been  due  to  a  combination  of  an 
inexperienced  towerman  and  the  lack  of  a  suitable  detector  bar.  The 
collision  occurred  at  8  p.  in.,  and  though  three  cars  were  overturned 
the  personal  injuries  were  slight.  A  passenger  train,  running  at  40 
iniles  an  hour,  was  diverted  by  the  turning  of  a  switch  while  one 


of  the  passenger  cars  was  passing  over  it,  with  the  effect  that  the 
cars  ran  against  a  locomotive  on  the  adjoining  main  track.  The 
towerman  (23  years  old)  had  been  in  service  only  nine  days.  The 
detector  bar,  designed  to  prevent  the  throwing  of  a  switch  while  a 
train  or  car  is  passing  over  it,  was  only  25  feet  long — not  long  enough 
to  reach  from  the  rear  wheels  of  a  front  truck  of  a  car  to  the  leading 
wheels  of  the  rear  truck  of  the  same  car.  This  made  it  possible  for 
the  towerman  to  throw  the  switch  after  the  passage  of  the  leading 
truck  and  before  the  passage  of  the  other  one. 

Collision  No.  5,  killing  12  and  injuring  54  persons,  nearly  all  of 
whom  were  passengers,  occurred  in  the  middle  of  the  night,  and  one 
of  the  trains  was  running  at  nearly  full  speed.  The  men  in  charge  of 
the  freight  train  (west  bound)  were  grossly  negligent  in  occupying  the 
main  track  on  the  time  of  the  east-bound  passenger  train.  The  freight 
train  had  run  a  few  hundred  feet  beyond  the  sidetrack  at  which  it 
should  have  stopped  and  have  cleared  the  ti*ack  for  the  passenger  train. 
The  explanation  offered  by  the  engineman,  is  that  he  made  a  mistake 
in  reading  the  time  at  L.,  the  last  station  that  he  had  passed.  He  says 
that  he  read  ^^11.33"  when  the  true  time  was  12.33.  This  man  is  46 
years  old  and  had  been  in  the  service  as  engineman  on  the  same  road 
for  nineteen  years.  The  company  gives  him  a  good  record.  He  had 
been  on  duty  about  thirteen  hours  at  the  time  of  the  collision  and  had 
been  off  duty  twenty  hours  and  twenty-five  minutes  immediately  pre- 
ceding this  trip.  In  the  case  of  a  man  who,  at  midnight,  has  been  on 
duty  thirteen  hours,  the  query  naturally  arises  whether  he  was  not 
asleep  or  dozing.  This  engineman  denies  that  such  was  the  case,  and 
there  is  no  evidence  to  contradict  his  assertion. 

The  conductor  is  held  at  fault  for  not  having  had  a  complete  under- 
standing with  the  engineman  at  L.  as  to  the  point  at  which  they  should 
meet  the  passenger  train  and  for  not  making  reasonable  effort  to  stop 
his  train  before  encroaching  upon  the  time  of  the  passenger.  About 
2  miles  before  reaching  the  point  of  collinion  this  conductor  left  the 
caboose  and  started  over  the  tops  of  the  cars  to  go  to  the  forward  end. 
He  had  gone  about  two-thirds  of  the  wa}"  over  the  train  when  it 
reached  the  point  where  the  engineman  should  have  shut  off  steam 
and  applied  the  air  brakes,  but  instead  of  at  once  stopping  the  train, 
as  might  have  been  done  by  applying  the  air  lirakes  on  any  car,  the 
conductor  continued  on  to  the  engine ;  but  by  the  time  he  had  reached 
there  it  was  too  late  to  prevent  the  collision.  The  fireman  and  the 
front  brakeman  were  also  held  accountable  because,  knowing  that 
their  train  was  on  the  time  of  the  passenger  train,  they  took  no  meas- 
ures either  to  caution  the  engineman  or  to  stop  the  train.  The  rear 
brakeman  was  also  held  blameworthy  for  not  acting  promptly  in  the 
emergency.     The  air  brakes  were  in  operation  on  the  whole  of  the 


train  except  the  caboose  and  one  platform  car  at  the  rear.     By  going 
over  this  platform  car  the  bmkeman  could  have  applied  the  brakes. 

Collision  No.  11  occurred  in  a  yard  on  a  four-track  line  completely 
signaled,  the  semaphore  signals  being  on  bridges  above  the  tracks. 
An  accommodation  train  standing  at  the  station  was  run  into  by  an 
express  train  which  should  have  passed  on  another  main  track,  but 
which,  in  disregard  of  a  stop  signal,  was  inin  through  a  crossover 
track.  The  engineman  appears  to  have  allowed  his  attention  to  be 
dmwn  away  from  the  signal  b}'^  the  movements  of  the  accommodation 
train,  which  he  was  watching. 

Collision  No.  15,  occurring  at  1  a.  m.,  was  due  to  copying  **79'- 
instead  of  "59"  in  a  dispatcher's  order.  The  receiving  operator 
claims  that  after  writing  "  79  "  he  repeated  the  figures  to  the  dispatcher ; 
but  four  other  operators,  listening,  testify  that  in  repeating  the  order 
he  sent  "  59."  This  operator,  with  six  months' experience  as  an  opera- 
tor and  six  months  before  that  as  a  student,  neglected  to  watch  the 
wording  of  the  same  order  when  it  was  repeated,  on  the  same  wire, 
by  the  operators  at  other  stations.  He  seems  to  have  trusted  to  hi.s 
memory,  not  writing  down  the  words  and  figures  of  the  message  in 
successive  order  as  they  were  transmitted. 

Collision  No.  16,  occurring  about  3  a.  m.  and  causing  the  death  of 
one  engineman,  one  fireman,  and  two  brakemen,  was  due  to  very  irreg- 
ular and  improper  action  on  the  part  of  two  block-signal  men,  each 
of  about  six  months'  experience,  and  the  negligence  of  an  engineman 
of  seven  years'  experience.  Bach  of  the  two  trains  had  identical  orders 
from  the  dispatcher  to  meet  at  B,  and  the  collision  occurred  a  short 
distance  south  of  B  (between  B  and  C),  the  south-bound  train  having 
passed  the  meeting  station  without  stopping.  The  operator  at  B  gave 
to  the  train  (wrongfuUy^)  a  clear  signal,  and  the  engineman  says  that 
this  action  of  the  operator  deceived  him  and  caused  him  to  forget  the 
meeting  order  which  was  in  his  possession.  The  conductor  and  a 
brakeman  noticed  his  error  and  endeavored  to  apply  the  air  brakes, 
but  were  not  able  to  do  so  in  time  to  prevent  the  collision.  This  was 
a  train  of  33  cars,  of  which  25  were  air  braked. 

The  operator  gave  the  clear  signal  because  of  some  neglect,  not 
clearly  explained,  in  the  preliminary  operations  which  had  taken  place 
between  his  office  and  the  office  at  C.  The  block-signal  instruments 
at  the  two  stations  are  connected  electrically,  so  that  either  station 
wishing  to  permit  a  train  to  proceed  toward  the  other  must  first  com- 
municate with  the  other  station.  The  operator  at  C  had  communicated 
with  B,  and  B  had  taken  the  necessary  action  to  permit  C  to  forward 
the  north-bound  train  (which  was  in  collision);  and  C  asserts  that  eight 
minutes  after  this  train  had  departed  he  received  a  signal  from  B  that 
he  north-bound  train  had  arrived  and  cleared  the  block  section,  where- 
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upon  he  permitted  B  to  give  the  clear  signal  for  the  south-bound  train. 
These  two  block-signal  stations  are  connected  by  telephone,  as  well  as 
by  the  wires  which  connect  the  signal-indicating  instruments,  and  the 
train  sheets  at  each  station,  on  which  are  recorded  the  times  of  depar- 
ture of  all  trains,  both  at  the  station  recording  and  at  the  station  in 
the  rear  and  the  station  in  advance,  are  filled  out  on  information  con- 
veyed over  the  telephone,  but  no  communication  had  been  made  by 
telephone  concerning  the  north-bound  train.  One  of  these  signalmen 
was  19  years  old  and  the  other  21  years. 

Derailment  No.  3  is  somewhat  like  collision  No.  4,  in  that  the 
man  in  charge  of  the  switches  in  the  signal  tower  was  able  to  turn 
the  switch  while  a  train  was  passing  over  it,  by  reason  of  the  lack  of 
a  suitable  detector  bar.  As  in  the  other  case  there  was  a  detector  bar 
in  use  but  it  was  not  long  enough  to  provide  for  all  conditions. 

Derailment  No.  10,  killing  15  persons,  of  whom  14  were  passengers, 
was  due  to  the  negligence  of  an  engineman  approaching  an  open  draw- 
bridge at  a  high  rate  of  speed,  so  fast  that  the  engine  passed  over  a 
24-foot  opening  and  struck  the  truss  of  the  open  drawbridge  on  the 
pier  at  the  farther  side  of  the  opening.  This  engineman  is  reported 
to  have  had  a  good  record,  and  he  had  had  five  years^  experience,  but 
he  had  been  in  the  service  of  the  road  where  the  accident  occurred  only 
seven  months  and  had  not  run  over  this  part  of  the  line  at  all  until  the 
fatal  trip.  It  is  said  that  he  "knew  the  line  pretty  well,"  but  this 
knowledge,  such  as  it  was,  appears  to  have  been  accidental  and  not  the 
result  of  any  definite  instruction  or  test  on  the  part  of  the  railroad 
company.  At  the  same  time  it  is  to  be  observed  that  the  line  of  road 
approaching  the  bridge  is  perfectly  straight  and  that  the  day  was  clear. 
There  is  a  warning  signal  at  a  point  one-half  mile  before  reaching  the 
draw  and  a  stop  signal  300  feet  before  reaching  it,  and  the  bridge  itself, 
standing  crosswise  of  the  track,  was  in  plain  sight.  Besides  this  the 
draw  tender  had  displayed  a  red  flag  in  the  center  of  the  track.  The 
foreman  who  assigned  this  inexperienced  engineman  to  this  train  and 
the  conductor  of  the  train  had  some  conversation  with  the  runner  in 
regard  to  his  knowledge  of  the  line,  but  they  appear  to  have  been  sat- 
isfied with  a  very  incomplete  knowledge  of  his  qualifications. 

The  warning  and  stop  signals  being  only  fixed  boards,  in  no  way 
connected  to  the  bridge,  the  rules  require  all  trains  to  be  stopped 
before  crossing.  The  disregard  of  this  rule  and  the  fact  that  the 
engineman  gives  no  rational  explanation  of  his  awful  neglect  indicate 
not  only  that  he  was  poorly  acquainted  with  the  line,  but  that  he  must 
have  been  utterly  heedless  of  all  landmarks. 

At  a  point  about  600  feet  before  reaching  the  bridge  the  porter  of 
the  train  applied  the  air  brakes  by  the  use  of  the  conductor's  valve  in 
one  of  the  cars  in  the  forward  part  of  the  train,  and  this  application 
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appears  to  hav^e  been  effective,  as  men  in  the  train  were  thrown  down 
by  the  sudden  checking  of  the  speed;  but  the  porter's  action  was  not 
soon  enough  to  overcome  the  momentum  of  the  train,  and  two  of  its 
six  cars  fell  into  the  gap  at  the  draw. 

Table  No.  3. — Details  of  Table  1 — Cau^e^  of  accidents  to  employees  in  coupling  and 

unoovpling  cars. 


Safo- 

class. 


1 
2 
S 
4 
6 
6 
7 

8 

9 

10  j 

11 

12 

13 
14 

15 

16 

17 
18 
19 
20 

21 


22 
23 
21 

25 

2r. 

27 

2S 


Causes. 


Train- 
men. 


•o 

V 


Ui 


Adjusting  coupleriritti  foot 

Adjusting  conpler,  cars  accidentally  started '    1 

Carele&s  manipulation  of  uncouj^ling  lever ' . . . 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin ,  or  chain j    1 

Coupling  damaicred  cars 1 

Coupling  with  chain  or  other  emeigcncy  appliance 

on  curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 

because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 

and  body  of  cAr 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever 

not  in  working  order .' 

Foot  caught  in  frog,  switch,  or  guard  rail 

Opening  or  closing  knuckle  M'hen  cars  were  ne4ir 

together,  miscalculated  speed 

Opening  knuckle  when  cars  were  near  together, 

engine  accidently  startefl 

Opening  knuckle,  part  of  defective  coupler  fell  on 

foot 


Opening  knuckle,  lost  foot!  ng 

Riding  on  car  to  uncouple,  wippcd  off ,. 

Struck  by  object  at  side  of  track 

Caught  by  unexixjcted  movement  of  car,  due  to 
slack  running  m 

Caught  by  unexpected  movement  of  car,  due  to 
mistake  or  misunderstanding  in  giving  Jiand  sig- 
nals   


Uncoupling  moving  cars  und  lost  footing 

Parts  hard  to  move,  causinif  dt^la y 

Went  between  cars  unnece.vstirily  and  contrary 
rule ', 


to 


Hand  caught  between  projecting  load  and  end  of 

next  car : 

No  witness  (fatal  injury  i 

Other  causcH  (see  det^iiled  list  below) - 

Unexplained 


2 
1 
1 


fl 


23 
4 
1 
2 
5 

10 


52 
12 

94 

2 

17 

2 

2 
4 


Train- 
men in 
ytLTAs. 


Yard 
trainmen 
(switch- 
ing 
crews). 


Other  em- 
ployees. 


0 


1 

3 


2 


7 
16 

2 
9 
4 

13 

3 


Total 


14 
3 


5 
1 


14 
4 
5 
2 
1 
4 


i4 


1 


10 
3 


1 
3 


1 

2 


1 
4 


31 
2 

26 
S 

11 

1 

6 
2 

1 
4 

IS 


6  I    1 
4    .... 


1 
1 


0 


S3 
16 
12 
4 
6 
15 


1 
4 

66 
4 

47 
10 

27 

2 

8 
10 
4  I 

17 


2 
20 
U 

12 

6 

83' 


'2S       236     18       167  ,  25  I    391 


18    ... 


1  I 


c 


•   a  •  « 

1 

*  •  •  • 

1 

"i' 

1 

1 

.... 

2 
4 

2 
1 


25 


Details  nf  injur ir»  iixcluiird  in  Table  So.  .1,  subcloM  No.  t7. 

J.    1.  Steel  billet  fell  from  car,  striking  leg. 

J.    2.  Stepped  on  engine  us  engine  struck  cars,  lost  balance. 

J.    3.  Pulling  pin,  8tepi)ed  on  stone,  turning  ankle. 

J.    4.  Caught  foot  in  binding  wire,  ttiming  ankle. 

J.    5.  Air  hoee  struck  elbow. 

J.    6.  Piece  of  coal  fell  off  car,  striking  head. 

J.    7.  Hand  caught  in  crack  on  pilot  of  engine. 

J.    8.  Loose  rod  struck  hand. 

J.    9.  Hand  caught  by  switch. 

J.  10.  Coupling  engine  to  car,  lever  chnin  flew  tip, 

J.  11.  Stepped  on  nail. 

J.  12.  Head  caught  betweeu  car  and  pn>jei'ting  log. 
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J.  13.  Casting  fell  ofE  car,  striking  hand 

J.  14.  Stepped  off  bridge. 

J.  15.  Struck  head  against  bolt. 

J.  16.  Lump  of  coal  fell  from  car. 

J.  17.  Holding  lever  to  uncouple,  engine  mored  ahead,  knuckle  flew  out 

A.    1.  Coupling  engine  to  car,  drawban  slid  by. 

A.    2.  Hanging  to  end  of  car,  drawbars  slid  by. 

A.    3.  Loga  rolled  off  car. 

A.    4.  Stepped  into  bole  or  drain,  bruising  elbow. 

A.    5.  Uikcoupling  Icrer  flew  up. 

A.    6.  Car  struck  man  on  head. 

A.    7.  Engine  moved  unexpectedly;  hip  bruised. 

A.    8.  Failed  to  notice  lever  was  up;  caught  between  lever  and  tender  of  engine. 

A.    9.  Thrown  by  jarring  of  car. 

A.  10.  Pushing  down  coupling  lever,  Ntambled  and  fell. 

A.  11.  Hand  caught  by  lever  chain. 

A.  12.  Coupling  engine  to  car,  caught  between  fdll  of  tender  and  bumper  of  car. 

A.  13.  Caught  finger  In  chain. 

A.  II.  Arm  caught  between  lever  and  car. 

A.  15.  Making  coupling  on  curve,  drawheads  passed;  squeezed  body. 

A.  16.  Conpllng  engine  to  car,  drawheads  passed. 

A.  17.  Stepped  in  hole,  spraining  ankle. 

A.  1'*.  Coupling  engine  to  car  on  cur>'e,  drawheads  jmssed. 

A.  19.  Caught  between  tender  and  switch  roi>e  and  killed. 

A.  20.  Foot  injiued  by  stepping  on  nail. 

A.  21.  Hand  struck  against  corner  of  car. 

A.  22,  Coupling  on  curve,  couplers  passed. 

A.  23.  Lever  slipped. 

A.  21.  Pinched  between  end  sills  on  curve. 
S.    1.  Couplers  panned  (on  curve). 

S.  2.  Stepped  on  nail. 

S.  3.  Struck  stump  of  in^nred  finger. 

R  4.  Opening  knuckle;  caught  arm. 

B.  5.  Attempted  to  pass  between  cars  while  coupling;  killed. 
S.  6.  Coupling  engine  to  car;  leg  caught  between  couplers. 
S.  7.  End  gate  on  flat  car  fell  on  head.' 

S.    8.  Caught  hand  in  hand  hold. 

S.    9.  Coupling;  lever  slipped  back  and  struck  finger. 

S.  10.  Fell  between  cars;  broke  leg. 

S.  11.  Foot  cau^t  between  pilot  of  engine  and  brake  beam. 

8.  12.  Hit  bead  again^^t  brake  step. 

S.  13.  Uncoupling  cars;  was  removing  jumpers  between  cars;  jumper  came  in  contact  with  iron  shell 

of  train  line,  causing  short  circuit,  burning  hand. 
S.  14.  Fell,  breaking  collar  bone. 
S.  15.  Trying  to  drop  lock  in  coupler;  thumb  mashed. 
S.  16.  Foot  slipped  off  pilot,  spraining  ankle. 
S.  17.  Caught  head  between  end  sills  (kille<l) . 
P.  18.  Reaching  for  lever  to  cut  off  car;  ran  a  sliver  in  thumb. 
S.  19.  Fell  over  switch,  bruising  leg. 

8.  20.  Finger  caught  in  groove  where  lock  pin  goes,  tearing  nail  off. 
S.  21.  Coupling  engines  together,  leg  caught  between  footboards  of  engines  and  brui.ned. 
S.  22.  While  reaching  to  lift  pin,  lading  of  car  shifted,  injuring  leg  and  hip. 
8.  23.  Cfmpling  cars  on  cur\'e,  drawbars  paiised  each  other,  catching  finger. 
8.  24.  Coupling  cars,  car  struck  and  exploded  torj»e<lo,  piece  of  which  struck  man  in  leg,  cutting  it 

slightly. 
8.  25.  Croaeing  over  drawban  while  coupling  car»,  hand  was  caught,  mashing  it. 
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Table  No.  3a. — Details  of  Table  1 — Nature  of  injuries  to  employees  in  coupling  and 

uncoupling  cars. 


Injuries. 

I'rain- 
men. 

Train- 
men in 
yards. 

Yard 
train- 
men. 

Other 
em- 
ployees. 

Loss  of  feet 

1 
2 

1 

1 
1 

1 

4 
2 
4 
8 
12 

1 

Loea  of  legs 

Loss  of  arms 

Lose  of  hands 

Loss  of  fingers 

8 
1 

5 
3 

Loss  of  toes 

Fractured  skull 

1 

5 

6 

8 

1 

&0 

45 

8 

12 

27 

57 

112 

1 

10 
14 

Fractured  leg 

3 

3 

4 

1 

21 

26 

8 

6 

11 

36 

86 

Fractured  arm 

1 

Fractured  collar  bone  or  ribs 

•> 

Fractured,  other  bones 

Contusion  of  head  or  body 

21 

21 

4 

5 
13 
27 
&2 

H 

Ck)ntusion  or  laceration  o  feet 

2 

Contusion  or  laceration  of  toes t 

Contusion  or  laceration  of  legs 

1 

Contusion  or  laceration  of  arms 

S 

Contusion  or  laceration  of  hands • . . . . 

6 

Contusion  or  laceration  of  iingers 

4 

Internal  injuries 

9 
10 

4 

1 

1 

Snock 

1 
8 

4 

10 

[ 

236 

28 

167 

18 

391 
25 

•*^ 

Killed 

3 

Total  killed  and  Injured 

264 

185 

416 

•J?j 

REC.VPITULATION. 


Killed  . 
Injured 


74 

Sly 


Total  killed  and  injured 893 

Table  No.  4. — Details  of  Table  1 — Oiuses  of  accidents  to  employees  classified  {C6  and  f.*7) 

as  falling  from  and  getting  on  or  off  cars  ajid  engines. 


Sub- 
class. 


C6 


1 
2 
3 

4 


6 
7 
8 
9 
10 

11 
12 

n3 

14 
15 


C7 


16 

17 

.18 


Train- 
men. 


Fell  from  roof  of  box  car  by  reajK)n  of— 

Defect  in  car • 

I  ce  or  snow 

Parting  of  train 

Derailment,  collision,  or  Hhock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclass  3 

While  setting  brakes 

Fell  from — 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in 

motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


2 
3 

1 

2 

8 


3 

34 

4 

1 


1 
9 


5 

"b 

84 
36 

7 

7 

77 

3 

68 

82 

61 

120 

187 

87 

23 

169 

1 


Total I  m  i 


Vard 


Trainmen  ^™i^J!!P 
in  yards.  |  ^-  Yng 
crews). 


975  I  24 


Other  em- 
ployees. 
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[Public— No.  171.] 

AN  ACT  requiring  common  carriers  engaged  in  interstate  commerce  to  make  fall  reports  of  all  acci- 
dents to  the  Interstate  Commerce  CommisBion. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  Slates  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent,  or 
other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by  rail- 
road to  make  to  the  Interstate  Commerce  Ck)mmisBion,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
ana  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  everv  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making 
the  same. 

Hsc.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  makine  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sbc.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SPECIAIi  INFORMATION  CONTAINED  IN  PBECEDINa  BTTIiUBTINS. 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause 
(see  Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  acci- 
dents. The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and 
in  falling  from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The 
most  serious  collisions  and  derailments  are  dealt  with  in  a  supplementary  table 
(Class  A)  showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months, 
and  No.  1  was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the 
quarter  ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables 
showing  the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that 
date. 

Bulletin  No.  1  contains  brief  notes  on  the  causes  of  coupler  accidents,  explanatory  of 
Table  No.  3.  Table  No.  4  is  supplemented  by  similar  notes.  In  this  quarter 
special  mention  was  made  of  130  casualties  due  to  operating  trains  in  which  air 
brakes  were  used  on  only  a  portion  of  the  cars. 

Bulletin  No.  4  has  comments  on  collisions  occuring  where  the  trainmen  had  worked 
very  long  hours.  In  this  bulletin  a  table  is  given  showing  the  deaths  and 
injuries  due  to  trains  parting.  The  table  shows  that  nearly  all  of  the  coupler 
failures  which  resulted  in  a  collision  or  derailment  were  reported  as  due  to  "cause 
unknown.'* 

Bulletin  No.  5  contains  a  table  showing  the  cause  (as  reported)  of  each  coupling 
accident  in  the  quarter.     The  table  fills  12  pages. 

Bulletin  No.  6  contains  a  table  giving  notes  on  the  causes  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  the  block  system  is  in  use. 
Comment  is  made  on  the  large  increase  in  the  number  of  accidents  to  men  in 
coupling  as  compared  with  previous  quarters. 

Bulletin  No.  7  contains  a  note  on  the  cause  of  a  rear  collision  due  to  the  inadequacy 
of  the  time-interval  rule. 
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Bulletin  No.  8  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of  these 
collisions  a  conductor  gave  a  hand  signal  to fiftop,  which  was  taken  by  the  engine- 
man  to  mean  **go  ahead.*'  In  another  case  the  men  in  charge  of  a  train  read 
"No.  2*'  when  the  order  wa«  written  ^* second  No.  2."  This  bulletin  contains  a 
special  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude,  which 
were  caused  by  mistakes  in  connection  with  time-tables  or  telegraphic  ordera 

Bulletin  No.  9  records  two  collisions  in  which  44  persons  were  killed,  one  due  to 
careless  ban^lHng  of  a  telegraphic  order  and  the  other  to  gross  negligence  of  an 
engineman  who  failed  to  keep  the  air  brakes  in  working  order.  Reference  is 
made  to  the  derailment  of  four  fast  mail  trains  by  reason  of  reckless  speed. 

Bulletin  No.  10  records  the  death  of  147  passengers  in  collisions  and  derailments — 
more  than  three  times  the  average  number  killed  during  the  nine  preceding 
(fuarterB.  One  derailment,  due  to  an  accidental  obstruction,  killed  65  passengers, 
and  six  other  accidents  caused  106  deaths.  The  causes  of  the  derailment  men- 
tioned and  of  four  of  the  worst  collisions  are  explained  at  length. 

Bulletin  No.  11  contains  a  note  on  one  butting  collision  which  resulted  in  the  deaths 
of  18  passengers  and  injuries  to  37,  the  collision  being  caused  by  failure  to  iden- 
tify a  freight  train  on  a  side  track  at  night;  but,  aside  from  this,  the  quarter's 
totals  are  in  nearly  every  case  lees  than  in  preceding  quarters.  Tw^o  costly  acci- 
dents were  caused  bv  air-brake  failures  which  were  doe  to  extreme  cold  weather. 
Mention  is  made  of  a  fourth  error  like  that  shown  in  Bulletin  No.  8  (readers 
overlooked  the  word  "second"). 

Bulletin  No.  12  records  one  derailment,  killing  7  passengers,  due  to  the  failure  of  an 
engineman  to  reduce  speed  on  entering  a  side  track,  according  to  a  telegraphic 
order  which  had  })een  delivere<l  to  him.  This  Iralletin  contains  snmmaries  of 
the  casualties,  collisions,  and  derailments  for  the  three  years  ending  June  30, 
1904. 

Bulletin  No.  13  records  the  death  of  228  passengers  in  collisions  and  derailments — a 
number  far  greater  than  had  been  reported  in  any  previous  quarter.  One  derail- 
ment caused  the  deatli  of  88  p^^rsons  (passengers  and  employees);  one  collision, 
63;  another,  24;  another,  18;  and  a  fourth,  16.  The  circumstances  of  thet»e 
unusually  serious  accidents  are  given  in  detail.  One  of  these  collisions,  and 
another  not  so  di8a«)trous  to  life  and  limb,  occurred  under  aomewliat  unusual 
circumstances,  due  to  the  complicated  nature  of  the  regulations  under  which  the 
trains  were  run. 

Bulletin  No.  14  recordn  3  collisions,  in  which  48  per«ons  were  killed.  The  caus(\s 
of  these  are  explained.  In  one  the  men  in  charge  of  a  frpight  train,  which  was 
sidetrackeil,  neglected  to  observe  signals  on  passing  passenger  trains.  In  another 
an  operator  recopying  a  telegraphic  order  made  a  mistake  in  writing  the  number 
of  minute?.  In  a  third  an  operator  failed  to  deliver  a  meeting  ortler,  liaving 
acknowledged  the  receipt  of  it  without  first  settins:  his  signal  in  the  stop  position. 

Bulletin  No.  15  records  a  remarkable  rear  collision  of  passenger  trains,  causing  the 
death  of  7  persons,  in  which  an  engineman  of  long  exi)erience  and  good  record 
disregarded  two  automatic  block  signals.  Particulars  are  given  of  butting  colli- 
sions of  freight  trains,  due  to  complicated  combinations  of  negligence  and  mis- 
conduct. In  this  bulletin  the  causes  of  accidents  to  employees  in  coupling  and 
uncoupling  cars  are  clas?ifie<l  more  in  detail  than  in  former  bulletins,  so  as  to 
show  more  clearly  the  circumstances  under  which  the  injuries  occurred.  Many 
c>ases,  however,  could  not  be  classified  satisfactorily.  A  table  is  given  al^^o 
showing  the  nature  of  the  injuries  to  employees  in  coupling  and  micoupling  cars. 
Out  of  790  nonfatal  injuries  281  were  contusions  or  lacerations  of  fingers. 
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Bulletin  No.  16  records  a  butting  collision,  killing  26  persons,  and  two  derailments, 
which  together  caused  42  deaths.  The  collision  was  due  to  the  unaccountable 
negligence  of  five  men  on  a  freight  train,  all  of  whom  were  killed.  One  of  the 
derailments  was  due  to  a  misplaced  facing  point  switch  (and  the  party  respon- 
sible was  not  detected).  The  other  was  due  to  the  accidental  obstruction  of  the 
path  of  a  fast  passenger  train  by  the  wreck  of  a  freight  train,  which  had  been 
caused  by  the  sudden  stoppage  of  a  long  train  by  the  application  of  the  air  brakes 
on  the  front  portion  only.  This  bulletin  gives  the  total  casualties  for  four  years. 
For  the  twelve  months  ending  with  Bulletin  16  the  number  of  passengers  killed 
in  train  accidents  reached  the  unprecedented  total  of  350.  The  fatal  coui)ling 
accidents  of  the  year  aggregated  243,  as  compared  with  278  in  the  year  preceding. 
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Accident  Bulletin  No.  i8. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING  THE 


THREE  MONTHS  ENDING  DECEMBER  31,  190S. 


The  number  of  persons  killed  in  train  accidents  during  the  months  of 
October,  November,  and  December,  1905,  as  shown  in  reports  made  b}- 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  *' accident  law"  of  March  3,  1901,  was  320  and  of  injured  3,797. 
Accidents  of  other  kinds,  including  those  sustained  bj'  cmployeos 
while  at  work  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  18,227  (1,109  killed  and  17,118 
injured).  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers  and  (5)  employees  on  duty.** 

Table  No.  1. — Caeualties  to  peraonSf  October j  November ,  and  December f  1905,^^ 


Pa.saen- 
gcrs. 

Persona 

carried 
under 
agree- 
ment or 
contract. 

Total  (a.  b, 
and  bb). 

Trainmen. 

Trainmen 
in  yards. 

i 

t4 

i 

1^ 

1 

\4 

i 

C 

•2 

31 

IH 

1 

60 

Injured. 

•2 

113 
56 

29 

• 
c 

1-^ 

■s 

18 

i 

C 

Col  lisions 

28 

970  < 

8  1  100 
3  1    70 

1 
1       16 

12     186 

1,070 
599 

52 

663 
356 

267 

179 

I>eniilmeDts 

15         529 

4          60 

MisK'ellaueouB  train  accidents,   including 
locomotive  boiler  explosions 

88 

1           64 

38 

198 

Z\ 

Total  train  accidents 

1.535 

1,721 

1,286 

303 

Coupling  or  uncoupling 

While  doing  other  work  about  trains,  or 
while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
stnictnree  at  side  of  track,  etc 

Falling  frcwn  cars  or  engines,  or  while  get- 
ting on  or  off 

other  causes 


Total  (other  than  train  accidents). 
Total  all  classes , 


24 

18 


41 


2 

538 
524 


I 


1  I 

6  I 


18 
61 


25 
24 


6 

556 
685 


28  ,  202 
16  1,924 
189 


17 

76 
41 


1,201 
1J8 


14 

10 

9 

26 
26 


1,064  ,    7  1    83  .    51     1,147  ,  178     3,734  i  85 


195 

752 

79 

626 
106 


1.7aS 


82     2,599     19     269     101     2,868  i  376     5,020  ,108  l  2,061 


a  In  Table  No.  1  the  passengers  have  been  divided  into  two  classes,  and  to  make  comparisons  with 
the  passenger  casualties  in  former  years  It  will  be  necessary  to  take  the  numbers  shown  in  the  third 
double  column  of  the  table.  Class  a  includes  all  ordinary  passengers.  Class  b  includes  pasitengers 
traveling  on  freight  trains.  Clans  bb  includes  persons  who  are  customarily  earned  on  trains  under 
special  arrangements,  such  as  postal  clerks  and  express  messengers,  employees  on  Pullman  cars, 
newsbov.s.  live-stock  tenders,  and  men  in  charge  of  freight. 

ft  Table  No.  1  is  continued  on  next  page. 

<' Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee  injured 
from  performing  hw  accustomed  service  for  more  than  three  days  in  the  aggregate  during  the  ten 
days  immediately  following  the  accident  are  not  reported. 
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Table  No.  1. — Casiiahies  to  personsy  October ^  Novemberf  and  December^  1905 — Ck>ntiDaed. 


Yard  train- 
men (switch- 
ing crews). 


Collisionfl 

Derailments 

Miscellaneous  train  accidents,  including 
locomotive  boiler  explosions 

Total  train  accidents 

Coupling  or  uncoupling 

While  doing  other  work  about  trains,  or 
while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

Falling  from  cars  or  engines,  or  while  get- 
ting on  or  of! 

Other  causes 

Total  (other  than  train  accidents)  . . . 
Total  all  classes 


Injured. 

5 
10 

2 

125 

68 

25 

17 

218 

Other 
employees. 


■ 

i 

1 

0 

^^ 

.»-» 

M 

1^ 

19 

140 

11 

95 

2 

34 

32 

2C9 

Totel 
employees. 


38 

8 

8 

53 
39 


4a5  ' 
746  ; 

105  ! 

I 

883  ' 

108 


5 

29 

4 

35 
256 


146 


2,246  I    829 


163     2,464       361 


i 

a 

165 
81 

84 

1,107 
679 

890 

270 

2,076 

Total  perfsons 
reported. 


1 

t 

c 

186 
99 

35 

2,177 
1.178 

442 

320 

8.797 

24 

703 

10 

331 
3,868 


4,436 


85 

63 

38 

190 
862 


788 


886 

4,124 

383 


85 
63 
40 


886 

4.124 

389 

8. Oil  !      215         3.697 
8,740         386  i      4,325 


12.174  ,      789       13.321 


4,705   1,008 


14,250     1,109 


17,118 


The  total  number  of  casualties  to  employees  this  quarter  is  very 
large;  larger  in  nearly  every  item  than  during  the  last  preceding 
quarter,  and  much  larger  than  in  the  October-December  quarter  of 
the  year  before.  As  there  was  an  enormous  amount  of  traffic  moving- 
on  all  of  the  principal  railroads  of  the  country  throughout  the  time 
covered  by  this  report,  it  is  fair  to  conchide  that  the  number  of  men 
employed  had  been  materially  increased,  and  that  therefore  the  pro- 
portion of  employees  killed  or  injured  to  the  number  in  the  service 
was  not  so  much  greater  as  would  appear  from  a  comparison  of  the, 
casualties  alone.  On  the  other  hand,  there  is  evidence  that  manj'  of 
the  new  men  which  it  was  nece^ssary  to  employ  to  handle  the  addi- 
tional business  were  entrusted  with  dangerous  duties  after  but  very 
little  training,  and  that  both  new  and  old  men  were,  in  the  stress  of 
work  necessitated  by  an  enormous  freight  business,  frequently  kept 
on  dutv  continuously  for  many  hours  bevond  a  reasonable  day.  Some 
notes  are  given  below  of  accidents  caused  by  men  who  had  been  on 
duty  without  adequate  periods  of  rest.  In  view,  of  the  high  standard 
of  safety  which  the  railroads  set  for  themselves,  and  which  the  peo- 
ple and  the  courts  justly  require  of  the  railroads,  this  list  of  instances 
of  overwork  constitutes  a  grave  criticism  of  the  management  of  tlie 
roads  on  which  the  accidents  occurred;  and  as  the  instances- are  dmwn 
from  the  reports  of  many  roads,  indicating  that  the  faults  referred  to 
arc  not  exceptional,  it  seems  proper  to  call  attention  to  the  matter  in 
this  place. 

The  most  disastrous  accident  in  the  present  record,  measuring  by 

the  number  of  fatal  injuries,  was  collision  No.  l(i,  killing  17  persons, 

or  which  an  engineman  of  limited  experience  was  at  fault.     Another 


collision,  No.  26,  killing  10  persons,  was  due  to  gross  carelessness  of 
three  men,  oije  of  whom  was  killed.  One  dei*ailrnent,  reported  as  due 
to  cause  unknown,  killed  13.  These  cases,  and  some  of  those  in  which 
accidents  were  caused  by  the  negligence  or  misconduct  of  men  who 
had  worked  excessive  hours,  are  explained  in  detail  in  the  paragraphs 
following  the  table  of  causes. 

The  total  number  of  collisions  and  derailments  was  3,722  (2,077  col- 
lisions and  1,645  derailments),  of  which  267  collisions  and  133  derail- 
ments affected  passenger  ti*ains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,817,294.  Given  more  in 
detail,  these  facts  appear  as  below: 

Table  No.  2. — CoUmons  and  derailments. 


Collision?,  rear 

Collisions,  batting 

CnlligionH,  trains  separating 

Collisions,  miscellaneous 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  train  men,  signalmen, 

etc 

Derailments  due  to  unforeseen  ob<;tniction  of  track,  etc  . . 
Derailments  due  to  maliciouii  obstruction  of  track,  etc  . . . 
Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 


Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which  pas- 
sengers are  killed,  and  those  doing  damage  less  than  $10,OuO  and  down 
to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of  particular 
interest: 

Table  2a. — Causes  of  thirty-seven  prominent  train  accidents  {Class  A), 

[Note. — R.  stands  lor  rear  collision:  B.,  butting  collision;  M..  mi<)celIancous  collisions;  D.,  derail- 
ment; P.,  passsienger  train;  F.,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


Number. 

Loss. 

Persona 
killed. 

Persons 
injured. 

&38 
231 

1,014 

1513,282 
447,086 
128,973 
463,744 

60 

74 

3 

49 

736 

685 

98 

658 

.      2,077 

1,553.085 

186 

2.177 

356 
767 

93 

68 

16 

345 

255, 170 
530.543 

60,363 

92,887 

23,745 

301,501 

10 
11 

10 

17 

•      6 

45 

414 
181 

91 

99 

22 

371 

1,645 

1,264,209 

99 

1,178 

3,722 

2,817,294 

2i\y 

3,355 

a 

« 

s 

Kind  of  train. 

i 

•-4 

0 

2 
0 

• 

1 

mm 

0 

2 
2 

Damage  to  en- 
gines, cars, 
and  roadway. 

• 

c 

o 
X 

56 

74 
1 

Cause. 

1 

2 
3 

R 

R 
R 

F.  andP 

F.and  F 

F.and  P 

300 

985 
2,000 

2  engines  coupled  together  "bucking"  snow  ran 
into  the  cars  of  their  own  train;  occurre<1  5  a.  m. 
Engineman,  15  years*  experience,  on  duty  15  hours, 
intoxicated.  Conductor sui<pended  10  davs  for  oon- 
tinuini^operations.knowingengineman's'tintitnewi. 

Occurred  1  a.  m.  Conductor  in  caboose  fell  asleep 
and  failed  to  flag;  engineman  of  ai)proac hi ng  train 
also  asleep.    (Sec  note  in  text  below.) 

Engineman  and  fireman  both  asleep.  Thev  had  been 
on  duty  27  hours,  detained  bv  landslide,  but  had 
had  4  hours'  sleep  in  this  time. 

Tablr  2a. — Cauta  of  thirty-tettn  promintnl  train  acddenU  (  CIom  A ) — CoDtinoed. 

COLLIBI  ONS-CoQlinaed. 


.andF... 
.  ftUdF... 


Sil 
|-5I 


train  cleu  block  tlgna.!  when  block  wtcioD  wai 

MlBplMei  Bwlleh;  enjineman  of  pBMenyer  tnln  not 
ketpinggooel  liiokoul. 
'  Miaplaced  ewilch.    iSee  note  In  leit  below.) 

Iiiciperiunccd  enalncmaii  iBlled  to  control  speed  of 
6ft(;«rfrelHhtttain(4Sca™air  braked).  Bmkoiarn 
cemured  by  superintendent  lor  not  applying  hand 


Work  tnlu  eacroacbed  OD  time  oC  regular  puceiiKf  r 

Fulfu  clear  block  signal  given:  aim  cnglneman  ap- 
proaclwd  station  carelettdy;  saw  tadllgbtsof  ?(tAn<l- 
iiig  train,  but  luaumed  Itikt  they  were  on  tbe  ptu^ 
alTEl  trackof  anolhvrrailroad.  SigDalmanlnaerv^ 
Ipe  htre  B  ilaya;  elsewhere  i  years;  bad  long  expe- 
rience ii»  telegraph  operator. 

Southbound  tmlu  ran  pa»t  meeting  point.  Norlb- 
buuud  had  run  put  automatic  bloi'k  il^al  set 

•ntrol;  englneman 


■*?n'" 

Euglneman  of  b  months'  experience  ran  poit  fire 
warning  Hfgnals.    (See  note  In  tent  below.) 

Fretght  encroached  on  time  ol  pasKiigcr  tntla. 

KnglneinHii  lUleep:  ran  pa»(  auiomnilc  block  flgnal 
net  BgaiiiKC  him:  also  paal  a  red  Bag.  Brakeman 
on  engiiiB  tailed  to  keep  good  lookonl.  Crew  on 
duly  I«  boort  AS  mlnulea.  wiUi  I  houts  iDt«rmia 

Freight  ran  beyODd  meeting  point:  englnemaii  and 
Hretaan  killed.    Conductor  tried,  tooTate,  to  apply 

WcKtbouud  Ircteht  Iralo  met  only  one  ncctlon  of  ■  n-'t 
bound;  ecliednle  of  secoud  section  «<u  o>er 
looked; "  cuglnenian  and  Ilreman  killed 

Houtlibonnd  cnemaehed  on  schedule  tlint  o[i>iipcriir 
northbound  train.    Should  have  cleared  5  minute- 

Southbound  (reight  enoroacherl  on  time  if  nurlli 
bound  pA^enger  train.  Englneman  kdled  ton 
ductor    luleep    in    caboose,     (See   note   In    tett 

Mlstakcby  dlmateher.    (3ee  note  In  lent  below  I 
Freight  train  became  uncontrollable  on  deHendine 


P.  andP ■    2 


atcher  rlaims   to  have  sent  n  meeting  onlei 
ilcb  opetntor  denieii  having  recelvud.^o  evl 

Meii  In  elmrge  of  freight  failed  to  identify  oppoeiut 

Freight  train,  «-JcarBt>t5  percent  air  braked  I .  bccami 


Table  2a. — Oantes  of  tkirtyseven  prominent  train  accidents  (Qas$  A) — Continued. 

DERAILMENTS. 


B 

Si 


1 
2 
3 


5 
6 

7 

8 

10 


I 


Kind  of  train. 


D 
D 
D 

D 

D 

D 

D 

D 
D 
V 


F 
P 
P 


wi 

i 

•4 

3 

•^ 

i< 

a 

0  I    0 

t 

2     24 


E3  «  ^ 

V  >«  oe 

♦5  t>«Q 


5-" 


o 
8 

OS 


F 

P 

F 

P 
P 
P 


,'    0 

0 
2 
1 


Total 


Total.  27  collisions 
andlOdexailments 


0 
6 

1 


13  !  46 
0  21 
3  ,  31 


32,500  82 
5.310  !  49 
8,000     51 


10, 700     50 

12,000     83 

12,500  I  80 

13.500  :  78 

14.600    .... 
18,000  '  47 
18.000  I  53 


Cause. 


23   133   115,110 


84  376 


417,701 


Occarred  1  a.  m.:  excessive  speed;  conductor  and 
engineman  on  doty  18  boure. 

Double-head  train  ran  past  mgnal  and  off  derailing 
switch;  both  engioemen  killed. 

Excessive  speed  on  curve  o(  13  degrees  30  minuter; 
outer  rail  elevated  8  inches;  speed  limit,  25  miles 
an  hour;  speed  of  this  train  estimated  70  miles  an 
hoar;  engiiieman  experienced. 

Stone-arch  bridge  undermined  by  heavy  rain.  Train 
had  a  helping  engine  at  the  rear;  14  («ni  fell  down 
bank. 

T lading  of  open  car  shifted  and  stmck  teldge.  knock- 
ing down  one  span. 

Spikes  maliciously  removed.  Express  car,  wi th  mes- 
senger inside,  took  fire  and  was  oumed  up. 

Accidental  obstruction;  car  derailed  by  castuig  which 
had  fallen  from  a  car  of  preceding  train. 

Unexplained.    (See  note  in  text  below. ) 

Broken  rail;  rail  found  defective  inside. 

Probably  doe  to  excessive  speed  (35  miles  an  hour] 
over  a  line  on  which  there  was  a  temporary  (»p4'ed 
limit  of  18  miles  an  hour.  Yard  engine,  running 
tender  first. 


Collision  No.  10  w^^  due  to  the  ^rosn  negligence  of  an  engineman 
of  five  months'  experience.  The  accident  occurred  about  8  p.  m. 
The  engineman  had  been  on  duty  only  about  an  hour,  and  had  been 
off  duty  all  that  day.  A  heavy  express  train,  consisting  of  two  en- 
gines and  nine  cars  was  following,  at  a  speed  of  about  40  miles  an 
hour,  an  accommodation  train  which  made  station  t^tops  about  eveiy 
mile;  and  it  was  a  few  seconds  after  the  slower  train  had  started 
from  a  station  that  the  collision  occurred.  The  express  had  been 
following  within  less  than  the  regular  time  interval  for  several  miles; 
and  at  two  points  within  2^  miles  of  the  point  of  collision  lantern 
signals  were  shown  to  caution  the  engineman  of  the  express;  but 
these  the  engineman  of  the  leading  engine  disregarded,  as  well  as  one 
or  more  fusee  signals  which  had  been  thrown  off  by  the  rear  brake- 
man  of  the  preceding  train;  and  the  express  struck  the  rear  car  of  the 
local  train  with  great  force.  The  wreck  took  fire  from  the  locomotive 
fire  box  and  some  of  the  passengers  were  burned  to  death.  The  line 
of  road  approaching  the  point  of  collision  was  straight  for  a  long  dis- 
tance up  to  the  station,  where  it  curved  through  a  cut,  and  it  was  just 
around  this  curve  that  the  collision  occurred.  The  explanation  made 
by  the  negligent  engineman  is  not  clear,  and  the  officers  of  the  road 
appear  to  have  been  unable  to  get  at  the  truth  as  to  all  of  the  circum- 
stances and  conditions.     The  engineman  asserts  that  he  was  giving  his 
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attention  mainly  to  watching  for  the  tail  lights  of  the  preceding  train; 
but  this,  of  course,  affords  no  explanation  of  how  he  became  entirely 
oblivious  to  the  lantern- and  fusee  signals.  His  statements  about  shut- 
ting off  steam  and  applying  bmkes  appear  to  be  wholly  unreliable. 
The  fireman  of  the  leading  engine  was  killed,  so  that  there  is  no  evi- 
dence either  to  corroborate  or  to  contradict  what  the  engineman  says. 

The  engineman  of  the  second  engine  of  this  train  shut  off  steam  a 
mile  or  more  before  reaching  the  point  of  collision,  having  seen  the 
warning  signals;  yet  he  took  no  measures  to  check  what  was  obvi- 
ously reckless  conduct  on  the  part  of  the  leading  engineman.  The 
engineman  of  the  leading  engine  had  been  a  fireman  on  this  division 
for  six  years  and  in  that  capacity  had  worked  on  fast  trains,  but  he 
had  been  engineman  only  a  few  months  and  had  been  passenger 
engineman  only  one  trip,  and  that  on  a  local  train.  The  fireman  of 
the  leading  engine  had  been  in  the  service  only  three  months.  The 
engineman  asserts  that  he  had  had  no  conversation  with  the  fireman 
for  some  minutes  before  the  collision.  A  rule  of  the  road  requires 
firemen  to  so  arrange  their  work  as  to  be  able  to  assist  the  engineman 
in  the  lookout  at  stations  and  crossings  and  in  observing  the  indica- 
tions of  fixed  signals,  but  it  appears  that  both  the  engineman  and  fire- 
man in  this  case  paid  no  attention  to  this  rule.  Both  the  engineman 
and  the  fireman  are  reported  as  men  of  good  character,  and  their 
records  had  been  clear. 

Collision  No.  26  occurred  about  3  a.  m.  and  caused  10  deaths  and  17 
injuries.  None  of  the  killed  were  passengers.  The  freight  train, 
bound  westward,  waiting  on  a  side  track  for  four  east-bound  passen- 
ger trains,  was  started  out  after  the  passage  of  the  third  train  and 
collided  with  the  fourth.  These  trains  were  first  and  second  No.  20, 
No.  18,  and  No.  4.  Conductor  X,  of  the  freight,  says  that  when  he 
left  A  (west  bound)  he  knew  that  he  could  go  no  farther  than  B  for 
the  four  east-bound  first-class  trains,  and  so  notified  not  only  the 
engineman,  when  he  delivered  him  personally  the  orders,  but  the 
head  brakeman  and  rear  bmkeman,  Z,  as  well.  Engineman  Y  entered 
the  side  track  at  the  east  switch  at  B,  and  as  the  train  cleared  this 
switch  the  conductor  remarked  to  Z,  ^^  We  are  here  for  all  four  of 
them."  The  conductor  claims  that  after  going  onto  the  side  track  he 
began  to  make  out  his  wheel  report — he  having  filled  out  his  train  at 
A — and  that  the  rear  brakeman  was  eating  his  luncheon.  The  con- 
ductor says  that  he  looked  out  when  No.  20  passed  and  saw  the  sig- 
nals. He  also  noted  second  20  when  it  went  by,  and  when  No.  18 
went  by  he  walked  to  the  rear  of  his  caboose  and  remarked  to  the  rear 
brakeman,  '*That  is  not  No.  4;  No.  4  must  have  run  around  No.  18." 
While  he  was  discussing  the  matter  with  the  brakeman,  Engineman  Y 
gave  the  whistle  starting  signal,  the  head  brakeman  threw  the  west 
switch,  and  the  train  started  to  move.     Both  X  and  Z  claim  that  they 


were  morally  certain  that  all  four  passenger  trains  had  gone  bj. 
The  orders  were  perfectly  clear  to  them  and  thoroughly  understood, 
and  neither  of  them  has  been  able  to  figure  out,  since  the  accident,  how 
the  oversight  occurred.  Fireman  H  claims  that  when  Y  started  to 
move  his  engine  he  told  him  that  but  three  trains  had  gone.  Y  cor- 
rected him  by  saying  that  all  four  trains  had  gone  and  that  there  were 
no  other  trains  to  conie.     Engineman  Y  was  killed. 

Derailment  No.  8  is  reported  as  due  to  some  cause  unknown.  The 
report  says  that  the  tender  of  the  engine  first  left  the  track  and 
that  six  cars  following  it  were  derailed.  The  baggage  car,  next  to 
the  engine,  ran  against  the  bluff  on  the  inside  of  the  curve,  and  the 
cars  were  telescoped  and  wrecked.  The  inside  rail  of  the  track 
was  found  turned  over  for  about  90  feet  The  track  was  in  good 
surface  and  alignment  and  had  been  inspected  daily.  The  ballast 
was  stone.  The  weight  of  the  engine  was  201,500  pounds;  weight  on 
drivers,  99,500  pounds.  The  tender  was  in  good  condition.  The  speed 
of  the  train  was  about  35  miles  an  hour. 

In  collision  No.  6  a  switch  had  been  left  in  wrong  position  by  a 
brakeman  of  two  weeks'  experience.  Extra  freight  train,  engine  131, 
westbound,  collided  with  extra  freight  train,  engine  8,  eastbound,  which 
was  standing  on  the  passing  track.  When  extra  8  went  into  the  pass- 
ing track,  a  local  freight,  No.  19,  westbound,  backed  out  of  the  east 
end  onto  the  main  track  to  proceed  west.  The  rear  brakeman  of  this 
train  set  the  switch  for  the  main  track,  and  after  his  train  had  cleared 
it  (going  west  on  main  track)  he  threw  the  switch  for  the  passing  track 
again  and  locked  it.  Extra  131  was  about  1  mile  east  when  No.  19 
departed.  In  some  way  the  lamp  on  the  switch,  which  was  burning 
when  No.  19  passed  over  it,  became  extinguished,  and  the  engineman 
of  131  failed  to  notice  the  absence  of  the  light,  being  deceived,  he  says, 
by  other  lights  in  the  vicinity.  The  engineman  and  fireman  on  131 
jumped  off  and  the  fireman  was  instantly  killed.  The  rear  brakeman 
of  No.  19,  who  wrongfully  threw  the  switch  for  the  passing  track,  had 
been  in  the  service  two  weeks,  under  instructions;  and,  moreover,  had 
been  told  by  both  the  engineman  and  the  fireman  of  his  train  just  after 
it  had  backed  out  of  the  passing  track  to  set  and  lock  the  switch  for 
the  main  track  and  get  onto  his  train. 

Collision  No.  9,  which  occurred  at  3  a.  m.,  was  due  to  the  failure  of 
an  operator  to  deliver  a  meeting  order.  First  No.  8  had  orders  to 
meet  No.  7  at  X,  and  No.  7  was  to  receive  the  order  at  X.  The 
operator  at  that  point,  19  years  of  age  and  of  ten  months'  experience, 
failed  to  take  the  precaution  of  placing  torpedoes  on  the  rail,  as 
required  by  the  rules  (when  an  order  fixes  a  meeting  at  the  point 
where  the  order  is  delivered),  and  he  also  failed  to  fasten  the  rope  of 
the  train-order  signal  in  the  ''tell-tale"  device.  When  No.  7  arrived 
at  his  station,  he  forgot  that  he  held  an  order  for  that  train,  and 
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changed  the  semaphore  signal  from  "stop"  to  "all  right,"  and  did 
not  discover  his  error  until  after  No.  7  had  passed. 

Collision  No.  22  was  between  a  freight  train  and  a  passenger  train, 
both  running  on  schedules  of  six  months'  standing.  The  freight,  after 
haying  done  considerable  work  at  a  station,  was  started  for  the  next 
station  on  the  time  of  the  passenger  train.  The  engineman  and  fire- 
man were  killed.  The  conductor  had  given  the  starting  signal  and 
then  had  gone  to  the  caboose  and  had  fallen  asleep,  and  he  was  asleep 
at  the  time  of  the  collision,  though  he  had  not  worked  excessive  hours. 
It  does  not  appear  that  the  conductor  or  any  of  his  men  had  had  any 
conference  with  the  engineman  as  to  where  the  freight  should  meet 
the  passenger  train. 

Collision  No.  23  was  due  to  an  error  in  the  dispatcher's  office.  The 
dispatcher  who  was  on  duty  at  11  p.  m.  issued  an  order  scheduling  No. 
8  west  from  A  to  F  somewhat  later  than  its  regular  schedule,  leaving 
A  at  1  and  arriving  at  B  at  1.25  a.  m.  Extra  85  east  bound  signed  this 
order  at  F  at  11.15  p.  m.  and  left  there.  No.  3  was  ready  to  leave  A 
at  12.15  a.  m.,  about  thirty  minutes  earlier  than  the  dispatcher  had 
expected.  The  dispatcher  who  came  on  duty  at  12  o'clock  midnight 
revoked  the  special  schedule  and  so  notified  No.  3  at  A,  overlooking 
the  fact  that  extra  85  had  received  a  copy  of  it  at  F.  Extra  85  was 
going  to  B  to  meet  No.  3,  which  was  due  there  on  the  special  schedule 
at  1.25.  This  order  having  been  annulled  to  No.  3  at  A,  No.  3  ran 
earlier,  and  the  collision  occurred  a  half  mile  west  of  B  at  about  1.05 
a.  m.  The  record  of  the  transfer  of  outstanding  orders  from  one  dis- 
patcher to  the  other  at  12  o'clock  indicated  very  clearly  that  extra  85 
had  been  given  the  order  at  F.  The  second  dispatcher  had  had  eight- 
een years'  experience  as  dispatcher,  but  had  been  in  this  place  only 
eight  months.     He  had  had  a  good  record  up  to  the  time  of  accident. 

Two  collisions  shown  in  Table  2  a,  Nos.  4  and  13,  were  due  to  ''fail- 
ures in  block  working" — errors  of  attendants  at  block-signal  stations. 
It  will  be  noted  that  both  of  these  attendants  were  men  of  brief  exper- 
ience. Three  other  collisions,  Nos.  8,  14,  and  18,  were  due  to  disre- 
gard of  automatic  block  signals  indicating  "stop,"  In  one  of  these 
cases  the  men  at  fault  had  been  on  duty  an  excessive  number  of  hours. 

In  nearly  or  quite  every  accident  bulletin  that  has  been  issued  it  has 
been  necessary  to  recoixl  one  or  more  collisions  due  to  the  mistakes  or 
negligence  of  men  who  had  been  on  duty  so  many  hours  as  to  raise  the 
supposition,  if  not  the  presumption,  that  they  had  become  drowsy,  if 
they  had  not  actually  fallen  asleep;  and  cases  in  which  enginemen  are 
definitely  reported  as  being  asleep  on  duty  are  common.  In  the  quailer 
covered  by  the  present  report  traffic  was  very  heavy  and  in  some  locali- 
ties, according  to  common  report,  there  was  difficulty  in  finding  addi- 
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tional  men  for  the  freight-train  service  as  fast  as  they  were  needed,  and 
the  reports  naake  a  very  unfavorable  record  in  this  respect,  cuhninating 
in  a  coUiBion — No.  2  in  the  foregoing  table  of  causes — in  which  a  con- 
ductor who  should  have  protected  the  rear  of  his  tram  was  asleep  in 
bis  caboose,  while  the  engineman  of  the  following  train  was  asleep  in 
his  cab,  so  that  he  would  not  have  seen  the  conductor's  red  lantern  if 
it  had  been  shown.  In  collision  No.  1  the  engineman  at  fault  had  been 
OB  duty  fifteen  hours.  In  collision  No.  8  an  engineman,  who  had  been 
in  service  as  such  only  fifteen  da3^s,  had  been  on  duty  fourteen  hours, 
but  with  an  intermission.  In  collision  No.  18,  before  referred  to,  all 
of  the  men  on  the  train  had  been  on  duty  sixteen  hours  forty-five 
minutes,  with  an  intermission.  Collision  No.  10  was  due  to  the  fault 
of  an  operator  who  had  been  asleep,  though  whether  or  not  his  mistake 
was  due  to  this  is  not  clear.  Derailment  No.  1,  due  to  misconduct  or 
neglect  of  a  conductor  and  an  engineman  who  had  been  on  duty  eight- 
een hours,  may  or  may  not  have  been  due  to  overwork.  Collision  No. 
22,  referred  to  above,  is  also  to  be  noted  under  this  head. 

In  the  list  of  boiler  explosions,  which  do  not  appear  in  Table  2  a, 
there  are  also  cases  in  which  men  were  apparently  overworked.  In 
one  such  explosion  the  engineman,  who  was  held  at  fault  for  allowing 
the  water  in  the  boiler  to  become  too  low,  had  been  on  duty  very 
irregularly  for  the  preceding  two  days.  After  a  rest  of  seven  hours 
forty  minutes  he  was  on  duty  twenty-one  hours;  then  rested  two 
hours  forty-five  minutes;  then  was  on  duty  eleven  hours  five  minutes, 
up  to  the  time  the  accident  occurred.  The  way  such  a  ''  schedule"  of 
hours  works  out  in  practice  may  be  seen  by  assuming  the  case  of  a 
man  who  finishes  his  work  at  7  o'clock  on  Saturday  night.  If,  then, 
he  rests  seven  hours  forty  minutes,  he  will  be  called  at  2.40  a.  m.  on 
Sunday;  working  then  twenty -one  hours,  he  will  be  off  at  11.40  p.  m. 
on  Sunday.  A  rest  of  two  hours  fortj^-five  minutes  then  would  end  at 
2.25  a.  m.  on  Monday,  and  working  then  for  eleven  hours  five  min- 
utes would  bring  him  to  1.30  p.  m.  Monday. 

In  another  case  an  engineman,  who  was  dismissed  from  the  service 
on  account  of  his  responsibility  for  the  explosion,  had  been  on  duty 
sixteen  hours  forty  minutes,  following  a  rest  of  twenty-one  hours  forty 
minutes.  This  man  had  been  in  the  service  of  the  company  about  ten 
years,  but  had  been  an  engineman  only  two  months.  In  another 
boiler  explosion,  which  caused  the  injur}^  of  9  employees,  and  was 
rejwrted  as  being  due  to  the  water  becoming  low  in  the  boiler,  the 
engineman  held  accountable  had  been  on  duty  eighteen  houi*s. 
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Table  No.  3. — TktaiU  of  Table  1 — Ccnme*  of  accidettts  to  employees  in  ccnpling  end 

uncoupling  ears. 


Stib- 


21 

27 

2M 


1 
2 

3  ! 

4  '■ 
f:  I 

»; ! 


9 
10 

11 
12 

l:{ 
II 

ir. 

Ifi 

17 
IH 

19 

20 
21 


Causes. 


Train- 
men. 


Train- 
men in 
jarda. 


:4      .^ 


• 

1 

? 

ft* 

|i: 

*? 

•^ 

.  S 

AdhiNtjiiif  coupler  with  foot 

Adjii-tliijf  roupler.  cHre  Rccidenlally  started 1 

<'ftrelem  iniiiiipulation  of  uncoupling  lever j 

CarH  not  (*'l nipped  with  aotomalir  coupler 

<  Ampler  broken.  tu)inK  Hnk  and  pin,  or  chain 

r^Hiplirif?  (laniag<<d  crtrn 1 

C^MipliiiK  with  chain  or  other  emergency  appliance 

oil  curve  Uny  Pimrp  for  automatic  coupling 1 

(N)uplinK  with  chain  or  other  emergency  appliance 

l>eoRUi*eof  uneven  track 

Coupling  or  uncoupling  safety  chains 

FinK«'rM  or  hand  caught  )>etween  uncoupling  lever 

and  bf  h1  y  of  car 

rncoupling  without  uMng  lover  (unneceswiry) 1 

Uncoupling  without  UMug  lever,  uncoupling  lever 

not  in  working  owler 2 

Foot  caught  in  frog,  nwitch.  or  guard  rail 8 

Ofieningor  cloMing  knuckle  when  care  were  near 

togfther,  miscalculated  Hpeed 2 

OlK'uing  knuckle  whon  cars  were  near  togrcther,  ' 

engine  accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  , 

foot 


Onening  knuck  le,  lont  f<X)ting 4 

Hiding  on  cur  to  uncouple,  slipped  off 2 

Struck  bv  object  at  Hide  of  track 

('aught  ny  unexpected  movement  of  car,  due  to 

«lack  running  in 

Ciiught  by  unexpected  movement  of  car,  due  to 
niNtake  or  miMunderstanding  in  giving  hand  sig- 
nalN 


19 

8 
2 
1 

• 
14 

2 

1 
2 

39 
9 

18 
6 

29 

3 

4 


I 


1 


rnroiipling  moving  cant  and  Icwt  footing 

I'artu  hanl  to  move,  causing  delay 

Went  between  can*  unnecessarily  and  contrary  to 

rule 

Hand  caught  between  pn)jecting  load  and  end  of 

nextear 

No  witness  (fatal  injury) 

Other  cauKcN  (see  detailed  list  below) 

rnexplalned 


Total 


4 

24 


2 
2 
1 


16 

7 

13 
4 


20 
8 


2 
1 


2 


2 
1 


1 

■  ■  • 

4 
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Yard     ! 
trainmen  v/-i*h-._  ^_, 

^ii^    '  Ployee-. 
crews).   I 


i4 


13 
2 
& 


1 
9 


2 
1 

36 
4 

87 

1 

22 

1 

3 
7 
1 
3 

12 

2 

8 
6 

2 

3 


13 

1 


2 

4 

4 

4 
1 

"2 
'3 


2 
1 
1 


195     38 


I  ill  i 


90  ;. 

14    . 

6    . 
25 

9    . 


8 

72 
9 

44 

6 

36 

5 


26  . 

9 

18 
9 

6 

6 


26 

1 


406 


10  .... 

11  .... 

8  

9  


24 


0. 

1. 

0. 

2. 

0. 

3. 

0. 

4. 

0. 

5. 

0. 

6. 

0. 

7. 

0. 

8. 

0. 

9. 

0. 

10, 

0. 

11. 

0. 

12. 

0. 

13. 

0. 

14. 

0. 

15. 

0. 

IG. 

0. 

17. 

Th'taih  of  iiijnries  incluAed  in  talk  No.  5,  mbclass  No.  £7. 

standing  on  car,  reachllig  down  for  lever,  npralncd  back. 

Cutting  off  engine,  fivit  sligiitly  bruised. 

rneoupllng  from  platform,  caught  hand  between  vestibules. 

CauKht  hand  between  dcadwood  and  tank. 

Coupling  engine  to  passenger  train,  had  to  raise  buffer  by  hand;  hand  mashed. 

Struck  thigh  against  end  of  car. 

Struck  by  piece  of  explo<llng  torj^cdo. 

Killed;  lever  caught  in  trousers  and  threw  man  down  on  rail. 

Making  coupling  between  weed-burner  and  caboose;  couplers  passed,  sqneejdng  man  between 

cars. 
Hand  slipped  in  using  lever  at  side  of  car. 
Lumps  of  coal  fell  on  head. 

Adjusting  couplers  on  curve;  caught  between  tender  and  coach. 
Adjusting  worn  coupler,  flngcr  crushed, 
(-aught  leg,  bniislng  It. 

(fra»i>ed  brake;  brake  released,  twisting  arm. 
Ties  fell  off  car,  bruising  head  and  face. 
Lump  of  coal  fell  on  head. 
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0. 18.  Uncoupling  two  engines,  hjiDd  struck  by  the  release  rod. 

0.  19.  Coupling  engines  together,  caXight  hand. 

0.  20.  Cutting  off  car,  wrist  injured  by  rupture  of  air  hose. 

0.  21.  KUIed;  uncoupling  caboose,  hand  hold  gave  way;  man  fell  under  train. 

0.  22.  Lever  struck  man  in  side. 

0.  23.  Cutting  off  car;  fell  off  and  sprained  wrist. 

0.  24.  Fingers  mashed;  oarelessncss. 

0.  25.  Slabe  fell  off  car  and  struck  handH. 

N.    I.  Placed  band  back  of  couplers;  hand  lacerated. 

N.   2.  Couplers  slipped. 

N.   3.  Struck  In  side  by  lever. 

N.   4.  Coupling  to  engine;  coupler  was  too  low. 

N.   s.  Hand  caught  between  lift-rod  and  car. 

N.   6.  Piece  of  coupler  broke  off  and  struck  man  on  head. 

N.   7.  Coupling  on  cur\'e,  drawbars  paswd;  man  squeezed  between  engine  and  car. 

X.   ^  Opening  knuckle;  steel  silver  penetrated  hand. 

N.   9.  Killed;  engine,  after  being  uncoupled,  backed. 

>'.  10.  Knuckle  flew  up  and  struck  man  on  elbow. 

N.  II.  Lump  of  coal  fell  off  car. 

S.  12.  Coupling  on  curve;  drawbars  passed. 

N.  13.  Door  of  car  fell  on  foot. 

N.  14.  Caught  between  end  sills. 

N.  15.  Between  cars  to  adjust  couplers;  couplers  passed  and  man  was  siiueeied. 

N.  16.  Cutting  off  cars;  sudden  application  of  air  threw  man  off  car. 

N.  17.  Uft-rod  struck  man  in  chest. 

18.  Finger  ring  caught  in  coupler  chain  and  pulled  man  under  engine. 

19.  Coupling  engine  to  empty  ladles;  finger  caught. 

1.  Uncoupling  cars  on  curve;  caught  head  between  buffers. 

2.  Torpedo  exploded,  cutting  kg. 

3.  Lumber  shifted,  catching  Angers. 

4.  Mitten  caught,  catching  flnger. 

5.  Coupling  on  curve;  caught  between  end  sills. 

6.  Pinched  finger  in  chain. 

7.  Caught  between  car  bodies  on  short  curve. 

8.  Head  caugiit  between  end  sills  while  cutting  off  cars. 

9.  Knuckle  broke  and  flew  against  leg. 
D.  10.  Trying  to  adjust  coupler  on  inside  short  curve;  leg  bruised. 
D.  11.  Uncoupling  cars;  stepped  on  nail. 
D.  12.  Mitten  froze  to  coupler;  finger  crushed. 
D.  13.  Sprained  wrist  in  pulling  lever  up. 
D.  H.  Lifting  lever,  glove  caught,  throwing  man  down. 
D.  15.  Foot  caught  tietween  pilot  and  angle  cock. 
I).  16.  Board  from  roof  fell  off,  striking  man  on  hand. 
]).  17.  Conplen  passed,  catching  man  between  sills. 
D.  IH.  Heel  of  rubber  caught  on  spike;  wheel  ran  over  foot. 

Tablk  No.  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


N. 

N. 

D. 
D. 
D. 
D. 
D. 
D. 
D. 
D. 
D. 


Injuries. 

Train- 
men. 

Train- 
men In 
yards. 

Yard 
train- 
men. 

Other 

eni- 

I>loyiH»n. 

Lfw  of  feet 

2 

1 
1 
3 
7 

ft 
1 
4 
1 
0 
1 
1 
4 

bj«?  o(  legs 

Loss  of  arms 

1 

I/»w  of  hsnds 

1 

1 

Um  of  fingers 

1 

U)S8  of  toes 

Fmctured  skull 

Fractured  leg 

1 

ft 

1 
27 
27 

6 

6 
U 
8ft 
87 

1 
12 

1 
3 
6 
2 
22 
19 
2 
G 
9 

40 

69 

1 

6 

1 

Fractured  arm 

Fractured  collar  bone  or  ribs 

12 

8 

46 

31 

8 

24 

21 

48 

142 

•> 

Fiactured  other  bones 

( onturion  of  head  or  body 

•» 

Contunlon  or  laceration  of  feet 

2 

Contusion  or  laceration  of  toes 

Contusion  or  laceration  of  legs 

Contusion  or  laceration  of  arms 

1 

Contusion  or  laceration  of  hands 

2 

Contusion  or  laceration  of  fingers 

U 

Dirtocation 

Internal  inJozleB 

23 

1 

14 


Table  No.  3a. — Injuries  in  ampling  and  uncoupling  cars — Continued. 


Injuries. 


Sprains 

shock 

HUcellaneous. 


Kille<I. 


Total  injnrieff 


Total  killed  and  injured. 


Train- 
men. 


9 

1 
9 


Train- 
men in 
yards. 


8 


Yard 
train- 
men. 


Other 
em- 
ploy eeik 


15    . 

1  :. 

5  ; 

^1. 


262  ' 

28 


195 
14 


40b 


24 


290 


209 


44S 


23 


RECAPITULATION. 

Killed  Sr» 

Injured >"•" 

Toftil  killed  and  injured 971 

Table  No.  4. — Details  of  Table  1 — Causes  of  accidents  to  employees  dassified  {CS  and  C7) 

as  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


C6 


1 
2 
3 
4 


Cll 


G 

7 

8 

9 

10 

11 
12 
13 
14 
15 

16 

17 
18 


Ganaee. 


Fell  from  roof  of  box  car  by  reason  of — 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 

subclass  3 

While  setting  brakes 

Fell  from— 

Coal  car 

FreJRht  car  other  than  box  or  coal  car 

Kii^i lie  or  tender , 

I'Hsst'nKcr  car 

EuKines,  tcndcm,  or  cars  (all  kinds)  not  in 

motion 

MLscellaneous  causes 

Not  clearly  ex  plained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  oil  moving  trains 

Jumping  from  engines  or  cars  anticipating  colli- 

Mon,  derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

handholilM  and  sill  steps 

(letting  on  or  oil  moving  engine 

Caught  In  frog,  guard  rail,  or  switch 


Train- 
men. 


■ 

• 

•O 

"S 

& 

t-^ 

9 

3 

r? 

M 

C 

>-4 

6 
4 


7 
11 
11 


84 
42 


7 

...I       1 
U  I    113 

...J        1 


4 

45 
6 
3 


8« 

90 

62 

IW 

228 

41 


Total 


37 
6  I    245 
1 


76  |1,201 


Train- 
men in 
yards. 


1 

14 
3 
1 


4 
1 


26 


t 


3 
6 
5 


66 
26 

8 
1 

56 
1 

59 

&2 

7 

61 

102 

13 

18 

155 

2 


Yard 
trainmen 
(switch- 
ing 
crews). 


■8 


7 
2 


10 


5 

16 
2 
2 


£ 

S3 


Other  em- 
ployees. 


T3 


8 


6 
5 

8 


127 
61 

4 

2 

40 
1 

18 
60 
35 
86 
193 

14 

43 

168 

8 


1 
'2' 


1  ' 

1 

6 

6 

8 


626 


53  ,    883 


1 
I 
I 


19 
i 

4 

6 

15 

4 

17 

16 
11 

(u 
7^ 


I 
57 


35 
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[Public— No.  171.] 

AN  ACT  requiring  common  carriers  engaged  In  interstate  commerce  to  make  full  reports  of  all  acci- 
dents to  the  Interstate  Commerce  Commission. 

Be  it  enacted  hi/  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  asseiFiUedj  It  shall  be  the  duty  of  the  general  inanager,  Buperintendent,  or 
other  proper  oflicer  of  every  common  carrier  engaged  in  interstate  commerce  by  rail- 
road to  make  to  the  Interstate  Commerce  Com  mission,  at  its  office  in  Washington, 
Disiitrict  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leav(;B  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  sennce  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisd^'**"^"   °^-U  be  punished  by  a  fine  of 
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not  more  than  one  handred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ins:  which  it  ahall  fail  to  make  sach  report  after  the  time  herein  specified  for  making 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  ovi<lence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
aetioa  for  damaees  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorixea  to  prescribe  for 
Horh  common  carriers  a  method  and  form  for  making  the  reports  in  tuo  foregoing 
etx-tion  provided. 

Approved,  March  3,  1901. 

SPECIAI.  IKFOBMATION  OONTAINSD  IK  PBBOEBIKO  BULLETINS. 

Kach  accident  bulletin  contains  tables  showing  the  numl>er  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  clas8ifie<l  according  to  cau.'ie 
(see  Table  No.  1);  also  tables  showing  cost  of  the  different  classics  of  train  a<ri- 
dents.  The  caases  of  accidents  to  employees  in  (H)upling  and  uncoupling  and 
in  falling  from  cars,  etc.,  are  further  clussiHeil  in  Tables  No.  3  and  No.  4.  The 
most  serious  collisions  and  derailments  are  dealt  with  in  a  8up))lementary  tabic 
(Class  A)  showing  the  caa*<cs  in  sonic  detail.  Each  bulletin  is  for  three  inonthn, 
and  No.  1  was  for  the  quarter  ending  September  30,  IWl.  The  bulletin  for  the 
quarter  ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables 
showing  the  same  infonnation  for  the  whole  of  the  fisc*al  year  ending  on  that  date. 

Bulletin  No.  1  contains  brief  nott*s  on  the  causes  of  coupler  accidents,  explanatory  of 
Table  No.  3.  Table  No.  4  La  supplementtnl  by  similar  notes.  In  this  (|uarter 
special  mention  was  made  of  130  casualties  due  to  o})erating  trains  in  which  air 
brakes  were  U8e<l  on  only  a  ])ortion  of  the  cat's. 

Balletin  No.  4  has  comments  on  collisions  occurring  where  the  trainmen  had  workeil 
very  long  hours.  In  this  bulletin  a  table  is  given  showing  the  deaths  und 
injuries  due  to  trains  parting.  The  table  shows  that  nearly  all  of  the  coupler 
faUaree  which  resulted  in  a  collision  or  derailment  were  reported  as  <lue  to  "cauhc 
unknown." 

Bulletin  No.  5  contains  a  table  showing  the  cause  (as  re|H)rte<l)  of  each  coupling 
accident  in  the  quarter.     The  ta))le  fills  12  pag^s. 

Bulletin  No.  6  contains  a  table  giving  notes  on  the  causes  of  the  10  rear  collisions 
which  occurre<l  in  this  quarter  on  railroads  where  the  bl(K*k  system  is  in  use. 
Comment  is  made  on  the  large  increasi*  in  the  uuuilx*r  of  accidents  to  men  in 
coupling  as  compared  with  previous  (juarters. 

Bulletin  No.  7  contains  a  note  on  the  cause  of  a  rear  collision  due  to  tlie  inade<iuacy 
of  the  time^interval  rule. 

Bulletin  No.  8  explains  in  detail  the  causes  of  two  buttinj;  collisions.  In  one  of  these 
collisions  a  conductor  gave  a  hand  signal  to  stop,  which  was  taken  by  theen>;ine- 
man  to  mean  '*go  ahead.*'  In  another  ctise  the  men  in  charge  of  a  train  read 
"No.  2"  when  the  order  was  written  **9erotul  No.  2.**  This  bulletin  contains  a 
special  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude,  which 
were  caused  by  mistakes  in  connection  with  time-tables  or  telegraphic  orders. 

Bulletin  No.  9  records  two  collisions  in  which  44  iwrsons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  tlie  other  to  gross  negli.LTi'Uce  of  an 
engineman  who  failed  to  keep  the  air  brakes  in  working  onler.  Keferenco  is 
made  to  the  deraihnent  of  four  fast  mail  trains  by  reason  of  reckless  sp<'e(l. 

Bulletin  No.  10  records  the  death  of  147  pa^^sengei's  in  collb*ions  and  derailments — 
more  than  three  times  the  average  nund>er  killed  during  the  nine  preceding 
quarters.  One  derailment,  due  to  an  accidental  o])struction,  killed  05  jmssengers, 
and  six  other  accidents  caused  106  deaths.  The  causes  of  the  derailment  men- 
tioned and  of  four  of  the  worst  collisions  are  explained  at  length. 

Bulletin  No.  11  contains  a  note  on  one  butting  collision  which  resulted  in  the  deatlis 
of  18  passengers  and  injuries  to  37,  the  collision  being  caused  by  failure  to  iden- 
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Table  No.  3. — Details  of  Table  1 — Causes  of  accidents  to  employees  in  coupling  and 

uncoupling  cars. 


<  -m- 


Sub- 
class. 


1 
2 
3 
4 
5 
6 
7 


9 
10 

11 
12 

13 
14 

15 

16 

17 
18 
19 
20 

21 


22 
23 
24 

25 

26 
27 
28 


Causes. 


Train- 
men. 


i4 


Adjusting  coupler  with  foot 

Adj usting  coupler,  <;ars  accidentally  started ;    1 

Careless  manipulation  of  uncoupling  lever i . . . 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  linlc  and  pin,  or  chain | . . . 

Coupling  damaged  cars 1 

Coupling  with  chain  or  other  emergency  appliance 

on  curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 

because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 

and  body  of  car 

Uncoupling  without  using  lever  (unnecessary) !    1 

Uncoupling  without  using  lever,  uncoupling  lever  . 

not  in  working  order j    2 

Foot  caught  in  frog,  s wi  tch ,  or  guard  rail I    3 

Opening  or  closing  knuckle  when  cars  were  near 

together,  miscalculated  speed 2 

Opening  knuckle  when  cars  were  near  together, 

engine  accidentally  started ' 

Opening  knuckle,  part  of  defective  coupler  fell  on  ' 

foot 


Opening  knuckle,  lost  footing ;    4 

Riding  on  car  to  uncouple,  slipped  off |    2 

Struck  by  object  at  side  of  tracK 

Caught  by  unexpected  movement  of  car,  due  to  i 
slack  ninning  in '    1 

Caught  by  unexpected  movement  of  car,  due  to  i 
mistake  or  misunderstanding  in  giving  hand  sig- 
nals   

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 
rule 

Hand  caught  between  projecting  load  and  end  of 
nex t  car 

No  witness  (fatal  injury ) 

Other  causes  (see  detailed  list  below ) 

Unexplained 


Total 


•s 


19 
8 
2 
1 

14 

2 

1 
2 

39 
9 

18 
6 

29 

3 

4 
7 


4 
24 


16 

7 

13 
4 


20 
3 


28  1    262 


Train- 
men in 
yards. 


2 
1 


2 
1 


14 


9 


13 
2 
5 


1 
9 


2 
1 

36 
4 

37 
1 

22 

1 

3 
7 
1 
3 

12 

2 
8 
6 

2 

3 


Yard 

trainmen 
(switch- 
ing 
crews). 


18 
1 


Other  em- 
ployees. 


i4 


2 

4 

4 

4 

1 

•  •  « 

2 
3 


4 
1 


2 
1 
1 


195  ,  38 


s 


«H/    > .  •  < 
14 

4 

4 

5 
25 


36 

5 

10 

11 

8 

9 

26 

9 

18 
9 

0 

6 


26 
1 


405 


u 


72 
9 

1 

•  «  *  •  f 

1 

«  ■  •  • 

44 

6 

.... 

1 
1 

1 


1 
1 


1 

k  •  ■ 

1 

'i 


24 


0. 

1. 

0. 

2. 

0. 

3. 

0. 

4. 

0. 

5. 

0. 

6. 

0. 

7. 

0. 

8. 

o. 

9. 

0. 

10. 

0. 

11. 

0. 

12. 

0. 

13. 

0. 

14. 

0. 

15. 

0. 

16. 

0. 

17. 

DeUdU  of  injuries  included  in  table  No.  5,  subclass  No.  S7. 

Standing  on  car.  rcachilig  down  for  lever,  sprained  back. 

Cutting  off  engine,  foot  slightly  bruised. 

Uncoupling  from  platform,  caught  hand  between  vestibules. 

Caught  hand  between  deadwood  and  tank. 

Coupling  engine  to  passenger  train,  had  to  raise  buffer  by  hand;  hand  mashed. 

Struck  thigh  against  end  of  car. 

Struck  by  piece  of  exploding  torpedo. 

Killed:  lever  caught  in  trousers  and  threw  man  down  on  rail. 

Making  coupling  between  weed-burner  and  caboose;  couplers  passed,  sqneexlng  man  between 

cars, 
nand  slipped  in  using  lever  at  side  of  car. 
Lumps  of  coal  fell  on  head. 

Adjusting  couplers  on  curve;  caught  between  tender  and  coach. 
Adjusting  worn  coupler,  finger  crushed. 
Caught  leg,  bruising  it. 

Grasped  brake;  brake  released,  twisting  arm. 
Ties  fell  off  car,  bruising  head  and  face. 
Lump  of  coal  fell  on  head. 
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0. 18.  UnconpUng  two  engines,  hand  struck  by  the  release  rod. 

0.  19.  Coupling  engines  together,  caUght  hand. 

0.  20.  Cutting  off  car,  wrist  injured  by  rupture  of  air  hose. 

0.  21.  Killed;  uncoupling  caboose,  hand  hold  gave  way;  man  fell  under  train. 

O.  22.  Lever  struck  man  in  side. 

0.  23.  Cutting  off  car;  fell  off  and  sprained  wrist. 

0.  24.  Fingers  mashed:  carelessn««. 

0.  25.  Slabs  fell  off  car  and  struck  hands. 

N.    1.  Placed  hand  back  of  couplers;  hand  lacerated. 

N.    2.  Couplers  slipped. 

N.   3.  Struck  in  side  by  lever. 

N.    4.  Coupling  to  engine;  coupler  was  too  low. 

N.    5.  Hand  caught  between  lift-rod  and  car. 

K.    6.  Piece  of  coupler  broke  off  and  struck  man  on  head. 

X.    7.  Coupling  on  curve,  drawbars  passed;  man  squeezed  between  engine  and  car. 

N.    8.  Opening  knuckle:  e>tecl  sliver  penetrated  hand. 

N.    9.  Killed:  engine,  after  being  uncoupled,  backed. 

N.  10.  Knuckle  flew  up  and  struck  man  on  elbow. 

N.  11.  Lump  of  coal  fell  off  car. 

K.  12.  Coupling  on  curve;  drawbars  passed. 

X.  13.  Door  of  car  fell  on  foot. 

K.  14.  Caught  between  end  sills. 

S.  15.  Between  cars  to  adjust  couplers;  couplers  passed  and  man  was  squeezed. 

K.  16.  Cutting  off  cars;  sudden  application  of  air  threw  man  off  car. 

X.  17.  Lift-rod  struck  man  in  chest. 

N.  18.  Finger  ring  caught  in  coupler  chain  and  pulled  man  under  engine. 

N.  19.  Coupling  engine  to  empty  ladles;  finger  caught. 

D.    1.  Uncoupling  cars  on  curve;  caught  head  between  buffers. 

D.    2.  Torpedo  exploded,  cutting  leg. 

D.    3.  Lumber  shifted,  catching  Angers. 

D.    4.  Mitt€n  caught,  catching  finger. 

D.    5.  Coupling  on  curve;  caught  between  end  sills. 

D.    6.  Pinched  finger  in  chain. 

D.    7.  Caught  between  car  bodies  on  short  curve. 

D.    8.  Head  caugut  between  end  sills  while  cutting  off  cars. 

D.    9.  Knuckle  broke  and  flew  against  leg. 

D.  10.  Trying  to  adjust  coupler  on  inside  short  curve;  leg  bruised. 

D.  11.  Uncoupling  cars;  stepped  on  nail. 

D.  12.  Mitten  froze  to  coupler;  flnger  crushed. 

D.  13.  Sprained  wrist  in  pulling  lever  up. 

D.  14.  Lifting  lever,  glove  caught,  throwing  man  down. 

D.  15.  Foot  caught  between  pilot  and  angle  cock. 

D.  IC  Board  from  roof  fell  off,  striking  man  on  hand. 

D.  17.  Couplers  passed,  catching  man  between  sills. 

D.  18.  Heel  of  rubber  caught  on  spike;  wheel  ran  over  foot. 

Table  No.  3a. — Xalure  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 

Train- 
men. 

Train- 
men in 
yards. 

Yard 
train- 
men. 

Other 
em- 
ployees. 

Loss  of  feet 

2 

1 
1 
3 
7 

5 

1 
4 
1 
9 
1 
1 
4 

Lo6s  of  lesrs 

liOss  of  armii ^  ^  x .  x  w  x . . 

1 

Loss  of  bands 

1 
1 

Lo«8  of  flmrers 

1 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

1 

6 

6 

1 

27 

27 

6 

5 

16 

85 

hi 

1 

12 

1 
8 
6 
2 
22 
19 

i 

9 

40 

69 

1 

5 

] 

Fractured  arm 

Fractured  collar  bone  or  ribs 

12 
3 

46 
31 

8 

24 

21 

48 

142 

23' 

•> 

Fractured  other  bones 

Contusion  of  head  or  body 

•> 

Contusion  or  laceration  of  feet 

2 

Contusion  or  laceration  of  toes 

Contusion  or  laceration  of  leirs 

Contusion  or  lacen^tion  of  Armsf  .,,.,.,.,.,r.. 

1 

CV»ntQlriOfl  or  laneratinu  of  handH ,,,,,,.,  ^ ,, , 

2 

Contusion  or  laceration  of  flniircrs 

9 

Dislocation 

Internal  tnjuriefl 

1 
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Table  No.  3a. — InjurUs  in  coupling  and  uncoupling  cars — Continued. 


Injuries. 


Sprains. 
Sbocic . . 


Miscellaneous. 


Killed 


Total  injuries 


Total  killed  aud  injured. 


Train- 
men. 


9 

1 
9 


Train- 
men in 
yards. 


262 
28 


290 


8 
"6 


Yard 
train- 
men. 


Other 
em- 
ployees 


15 
1 
5 


195 
14 


405 

88 


24 
6 


209 


44S 


29 


RECAPITULATION, 

Killed &•> 

Injured f^ 

Total  killed  and  injured 971 

Table  No.  4. — Details  of  Table  1 — Ckiuses  of  accidents  to  employees  classified  (OS  and  C7) 

as  falling  from  and  getting  on  or  off  cars  and  engines. 


m 

Sub- 
Class. 

Causes. 

Train- 
men. 

Train- 
men in 
yards. 

Ysrd 
trainmen 
(switch- 
ing 
crews). 

Oth< 
plo 

.  1 
1  ' 

•  •  •  ■ 

irem- 
yees. 

i 

1 

* 

•  •  •  • 

■  •  •  • 

•  •  w  • 

1 

«  •  •  • 

1 

■  •  •  • 

•  *  •  • 

•  •  ■  ■ 

1 

14 
8 
1 

•  »  •  » 

•  •  •  « 

4 
1 

i 

s 

8 
6 
5 

66 
26 

3 

1 

•  M    •    • 

•  •    •    • 

1 

7 

i 

»-4 

1 

> 

1 
2 
3 
4 

5 

G 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

7 
11 
11 

84 
42 

7 

1 

113 

1 

86 

90 

62 

134 

228 

41 

37 
245 

1        1 

6 
5 

1 

Ice  or  snow 

1 

Parting  of  train 

8   — . 

1 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
flubclasH  3 

5 
4 

1 

i*y7 

2 

1 

19 
4 

Cfi 

While  setting  brakes 

2        61 

1 

Fell  from— 

Coal  car 

4 

Freight  car  other  than  box  or  coal  car 

1    I '         9 

6 

£nir  ne  or  tender 

11 

1 

60 

62 

7 

61 

102 

13 

18 

10 

40 

l.'S 

Passenger  car 

1    

4 
47 

Engines,  tenders,  or  cars  (all  kinds)  not  in 
motion 

18 

5        6» 

16        85 

2  .      ftfi 

1 
1 
6 
6 
8 

•  •  •  • 

•  »  •  ■ 

8 

11 

Miscellaneous  causes 

4 

45 
6 
3 

It. 

12 

Not  clearly  explained 

12 

13 

14 
15 

16 

17 
m 

Slipped  getting  on  moving  trains  or  cars 

67 

Jumpinsr  off  movinar  trains 

2 

T1» 

70 
6 

1 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  accident 

1    — 
14 

C7 

Fell  from  engines  or  cars  by  reason  of  defective 
handholds  and  sill  nteps 

4.^ 

Getting  on  or  off  moving  engine 

6 

155       8  '     1CA 

o7 

Cauirht  in  f  roar,  iruard  rail,  or  switch 

2    .... 

8 

Total 

35 



76 

|1,201 

26 

626  1  ^       »» 

331 

[Public— No.  171.] 

AN  ACT  requiring  common  carriers  engaged  In  interstate  commerce  to  make  full  reports  of  all  acci- 
dents to  the  Interstate  Commerce  Commission. 

Be  it  enacted  hy  the  Senate  and  House  of  liepreseiitatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent^  or 
other  i^roper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by  rail- 
road to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington. 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collifiionsol  trains  or  where 
any  train  or  part  of  a  train  accidentally  leavcR  the  track,  and  of  all  accidents  which 
mavoiTur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
an({  actually  on  auty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
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not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making 
the  same. 

Sec,  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  parpoee  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damaees  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Ck)mmiB8ion  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SPECIAIi  INFOSICATION  CONTAIKED  IN  PBECEDINa  BULLETINS. 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killeil  and  injured,  and  these  figures  are  classified  according  to  cause 
(see  Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  acci- 
denta  The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and 
in  idling  from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The 
most  serious  collisions  and  derailments  are  dealt  with  in  a  supplementary  table 
(Class  A)  showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  month b, 
and  No.  1  was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the 
quarter  ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables 
showing  the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  1  contains  brief  notes  on  the  causes  of  coupler  accidents,  explanatory  of 
Table  No.  3.  Table  No.  4  is  supplemented  by  similar  notes.  In  this  quarter 
special  mention  was  made  of  130  casualties  due  to  operating  trains  in  which  air 
brakes  were  use<l  on  only  a  portion  of  the  cars. 

Bulletin  No.  4  has  comments  on  collisions  occurring  where  the  trainmen  had  worked 
very  long  hours.  In  this  bulletin  a  table  is  given  showing  the  deaths  and 
injuries  due  to  trains  parting.  The  table  shows  that  nearly  all  of  the  coupler 
failures  which  resulted  in  a  collision  or  derailment  were  reported  as  due  to  "cauFe 
unknown." 

Bulletin  No.  5  contains  a  table  showing  the  cause  (as  reported)  of  each  coupling 
accident  in  the  quarter.    The  table  fills  12  pages. 

Bulletin  No.  6  contains  a  table  giving  notes  on  the  causes  of  the  16  rear  collisions 
which  occurred  in  this  quarter  on  railroads  where  the  block  system  is  in  use. 
Comment  is  made  on  the  large  increase  in  the  number  of  accidents  to  men  in 
coupling  as  compared  with  previous  quarters. 

Bulletin  No.  7  contains  a  note  on  the  cause  of  a  rear  collision  due  to  the  inadequacy 
of  the  time-interval  rule. 

Bulletin  No.  8  explains  in  detail  the  causes  of  two  butting  collisions.  In  one  of  these 
collisions  a  conductor  gave  a  hand  signal  to  stop,  which  was  taken  by  the  engine- 
man  to  mean  **go  ahead.'*  In  another  case  the  men  in  charge  of  a  train  read 
"No.  2"  when  the  order  was  written  *^8€cvnd  No.  2."  This  bulletin  contains  a 
special  list  of  all  the  collisions  of  the  quarter,  of  whatever  magnitude,  which 
were  caused  by  mistakes  in  connection  with  time-tables  or  telegraphic  orders. 

Bulletin  No.  9  records  two  collisions  in  which  44  j>ersons  were  killed,  one  due  to 
careless  handling  of  a  telegraphic  order  and  the  other  to  gross  negligence  of  an 
engineman  who  failed  to  keep  the  air  brakes  in  working  order.  Reference  is 
made  to  the  derailment  of  four  fast  mail  trains  by  reason  of  reckless  speed. 

Bulletin  No.  10  records  the  death  of  147  passengers  in  collisions  and  derailments — 
more  than  three  times  the  average  number  killed  during  the  nine  preceding 
quarters.  One  derailment,  due  to  an  accidental  obstruction,  killed  65  jxassengers, 
and  six  other  accidents  caused  106  deaths.  The  causes  of  the  derailment  men- 
tioned and  of  four  of  the  worst  collisions  are  explained  at  length. 

Bulletin  No.  11  contains  a  note  on  one  butting  collision  which  resulted  in  the  deaths 
of  18  passengers  and  injuries  to  37,  the  collision  being  caused  by  failure  to  iden- 
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tify  a  freight  train  on  a  side  track  at  night;  but,  aside  from  this,  the  quarter'a 
totals  are  in  nearly  every  case  less  than  in  preceding  quarters.  Two  coetly  acci- 
dents were  caused  by  air-brake  failures  which  were  due  to  extreme  cold  weather. 
Mention  is  made  of  a  fourth  error  like  that  shown  in  Bulletin  No.  8  (readers 
overlooked  the  word  " second*' ). 

Bulletin  No.  12  records  one  derailment,  killing  7  passengers,  due  to  the  Mlure  of  an 
eugineman  to  reduce  speed  on  entering  a  side  track,  according  to  a  telegraphic 
order  which  had  been  delivered  to  him.  This  bulletin  contains  summaries  of 
the  casualties,  collisions,  and  derailments  for  the  three  years  ending  June  30, 
1904. 

Bulletin  No.  13  records  the  death  of  228  passengers  in  collisions  and  derailments — ^a 
number  far  greater  than  had  been  reported  in  any  previous  quarter.  One  derail- 
ment caused  the  death  of  88  persons  (passengers  and  employees);  one  collision, 
63;  another,  24;  another,  18;  and  a  fourth,  16.  The  circumstances  of  these 
unusually  serious  accidents  are  given  in  detail.  One  of  these  collisions,  and 
another  not  so  disastrous  to  life  and  limb,  occurred  under  somewhat  unusnal 
circumstances,  due  to  the  complicated  nature  of  the  regulations  under  which  the 
trains  were  run. 

Bulletin  No.  14  records  three  collisions,  in  which  48  persons  were  killed.  The  caoses 
of  these  are  explained.  In  one  the  men  in  charge  of  a  freight  train,  which  was 
sidetracked,  neglected  to  observe  signals  on  passing  passenger  trains.  In  another 
an  operator  recopying  a  telegraphic  order  made  a  mistake  in  writing  the  number 
of  minutes.  In  a  third  an  operator  failed  to  deliver  a  meeting  order,  having 
acknowledged  the  receipt  of  it  without  first  setting  his  signal  in  the  stop  position. 

Bulletin  No.  15  records  a  remarkable  rear  collision  of  passenger  trains,  causing  tlie 
death  of  7  persons,  in  which  an  engineman  of  long  experience  and  good  record 
disregarded  two  automatic  block  signals.  Particulars  are  given  of  butting  colli- 
sions of  freight  trains,  due  to  complicated  combinations  of  n^ligence  and  mis- 
conduct. In  this  bulletin  the  causes  of  accidents  to  employees  in  coupling  and 
uncoupling  cars  are  classified  more  in  detail  than  in  former  bulletins,  so  as  to 
show  more  clearly  the  circumstances  under  which  the  injuries  occurred.  Many 
cases,  however,  could  not  be  classified  satisfactorily.  A  table  is  given  also 
showing  the  nature  of  the  injuries  to  employees  in  coupling  and  uncoupling  cars. 
Out  of  790  nonfatal  injuries,  281  were  contusions  or  lacerations  of  fingers. 

Bulletin  No.  16  records  a  butting  collision,  killing  26  persons,  and  two  derailments, 
which  together  caused  42  deaths.  The  collision  was  due  to  the  unaccountable 
negligence  of  five  men  on  a  freight  train,  all  of  whom  were  killed.  One  of  the 
derailments  was  due  to  a  misplaced  facing  point  switch  (and  the  party  respon- 
sible was  not  detected).  The  other  was  due  to  the  accidental  obstruction  of  the 
path  of  a  fast  passenger  train  by  the  wreck  of  a  freight  train,  which  had  been 
caused  by  the  sudden  stoppage  of  a  long  train  by  the  application  of  the  air  brakes 
on  the  front  portion  only.  This  bulletin  gives  the  total  casualties  for  four  years. 
For  the  twelve  months  ending  with  Bulletin  16  the  number  of  passengers  killed 
in  train  accidents  reached  the  unprecedented  total  of  350.  The  fatal  coupling 
atxidents  of  the  year  aggregated  243,  as  compared  with  278  in  the  year  preceding. 

Bulletin  No.  17  records  one  collision,  killing  6  and  injuring  35  persons,  and  one 
derailment,  killing  15  and  injuring  28.  The  collision,  occurring  1  a.  m.,  was  dne 
to  groHS  negligence  on  the  part  of  the  men  in  charge  of  a  freight  train.  The 
derailment  was  due  to  an  open  draw.  The  drawbridge  was  not  pro\'ided  with 
interlocked  signals,  and  the  engineman  was  not  adequately  acquainted  with  the 
line  of  the  road.  A  collision  and  a  derailment  are  reported  which  were  due  to 
the  lack  of  suitable  detector  bars  at  switches  and  a  collision  which  was  due  to 
failure  of  ** controlled  manual"  block  signal  working. 
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Accident  Bulletjn  No.  jg. 

RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DUSINO  THE 


THREE  MONTHS  ENDING  MARCH  31,  igo6, 


The  nmnber  of  persons  killed  in  train  accidents  during  the  months 
of  January,  February,  and  March,  1906,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission  imder 
the  ''accident  law''  of  March  3,  1901,  was  274,  and  of  injin^ed  3,969. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  nmnber  of  casualties  up  to  1,126  killed  and  17,170 
injured.  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers  and  (b)  employees  on  duty." 

TABL.B  No.  1. — Summary  of  casualties  to  persons,  January,  February,  March,  1906.  ^c 
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13 
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859 
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l,(iSl 
1,998 

1 

« 

a  In  table  No.  1  the  passengers  have  been  divkied  into  three  classes,  and  to  make  comparisons  with 
the  passenger  casualties  in  former  years  it  will  Ix?  necessary  to  take  the  numbers  shown  in  the  third 
douole  column  of  the  table.  Class  a  includes  all  ordinary  passengers.  Class  b  includes  passengers 
traveling  on  freight  trains.  Class  bb  includes  persons  who  are  customarily  carried  on  trains  under 
ppeciai  arrangements,  such  as  postal  clerks  and  express  messengers,  cmjiloyees  on  i^uUman  cars,  news- 
boys, live-stock  tenders,  and  men  in  charge  of  frcrght. 

ft  Table  No.  1  is  continued  on  next  page. 

c  Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employw  injured  from 
performing  his  accustomed  service  for  more  than  three  days  in  the  aggr^ate  during  the'  ten  days  inmac- 
diately  following  the  accident  arc  not  reported. 
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Table  No.  1. — Summary  of  easttaUies  to  persona,  January,  February,  March,  1906 — 

OoDtinued. 
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Whue  doing  othes  work  about  trains  or  while 
attending  switches 

4,116 
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structures  at  side  of  track,  etc 

372 

Falling  from  cars  or  engines  or  while  getting 
on  or  off 

3,406 

Other  causes 

4,234 

Total  (other  than  train  accidents) 

144 

2,326 

351 
379 

4,458 

800 

12,342 

852 

13,201 

Total  all  classes 

176 

2,537 

4,670 

1,012 

14,503 

1,126 

17,170 

The  number  of  casualties  reported  as  occurring  in  the  quarter  under 
review  is  large.  As  in  Bulletin  18,  the  increases  over  the  totals  for 
the  corresponding  quarter  of  the  preceding  year  are  nearly  all  very 
large.  Many  of  the  present  totals  are  smaller  than  those  in  the  cor- 
responding columns  three  months  ago,  but  this  is  a  comparison  that 
affords  scant  ground  for  congratulation,  because  the  changes  are  not 
large  enough  to  indicate  a  tendency.  The  only  sure  conclusion  that 
can  be  reached  from  these  statistical  comparisons,  in  whatever  aspect 
they  are  taken,  is  that  the  Government  should  investigate  the  disas- 
trous collisions,  derailments,  and  other  accidents  on  which  they  are 
based,  and  set  forth  in  immistakable  terms  their  causes  and  remedies. 
The  worst  accident  in  the  present  quarter's  record,  collision  No.  29, 
Table  2a,  causing  34  deaths  and  24  injuries,  was  due  to  a  striking 
failure  of  the  train-dispatching  system.  A  telegraph  operator  at  a 
small  and  lonely  station  who  had  been  on  duty  all  day  and  more  than 
half  the  night  fell  asleep,  and,  on  awakening,  misinformed  the  train 
dispatcher  as  to  what  had  occurred  while  he  had  slept.  On  some 
railroads  the  train-dispatching  rules  require  that  the  telegraph  oper- 
ator's train-order  signal  shall  always  be  set  to  indicate  ''stop"  except 
when,  on  the  approach  of  a  train,  the  operator,  by  pulling  a  lever  or  a 
.^^ord,  changes  it  to  the  ''proceed"  position.  This  rule  is  designed  to 
insure  that  no  train  shall  pass  a  station  except  when  the  operator  at 
that  station  is  awake  and  attentive  to  duty.  This  rule  was  not  in 
force  at  this  place.  It  is  sometimes  advocated  that  the  superior 
train — the  one  which  by  the  order  is  to  have  its  right  to  the  track 
bridged — must  receive  the  order  and  acknowledge  its  receipt  in 
writing  before  the  order  is  delivered  to  the  opposing  or  inferior  train. 


Neither  of  these  ideas  finds  universal  acceptance,  however;  and,  in 
view  of  the  differences  of  opinion  among  railroad  officers  on  the  points 
involved,  and  on  other  details  of  train  dispatching,  it  is  pertinent  to 
observe  that  the  block  system,  repeatedly  advocated  by  the  Commis- 
sion, is  the  true  means  that  ought  to  be  adopted  for  the  prevention 
of  such  distressing  disasters  as  that  here  recorded. 

The  details  of  this  and  certain  other  notable  accidents  are  given 
})elow.  The  report  of  collision  No.  8  includes  an  example  of  flagrantly 
excessive  working  hours. 

The  total  number  of  collisions  and  derailments  was  3,490  (1,921  col- 
lisions and  1,569  derailments),  of  which  289  collisions  and  167  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,924,785.  Given  more  in 
detail,  these  facts  appear  as  below: 

Table  No.  2. — Collisions  and  derailments. 
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1,310 
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2,924,785 
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3,554 

Followiog  is  the  usual  list  of  Class  A  train  ac-cidentA — all  ia  which 
the  damage  is  reporli^  at  S10,000  or  over;  notable  cases  in  which 
passengers  arc  killed,  and  tho^<e  doing  damage  less  than  $10,000  aud 
down  (o  S2,000,  wherever  the  cirr.umstances  or  the  cause  may  be  of 
partici'ilar  interest: 

Table  2a. — Causes  of  forty-six  j>romii\n\t  train  accidents  {Close  A). 
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Table  2a. — Causes  offorii^-eix  praminerU  train  accidents  {Class  A) — CootiDued. 
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P.andP 2 


P.  and  F. 
P.  and  P. 


3G 

18 


17,780 
18,000 


1     39  '  19,630 


P.andP !    3 


F.  and  F. 


8  '  20,000 


t- 


Total  coin-     79  39G   358,500 
sums. 


20 
43 

3 
30 

6 
G2 


3       3     27,000     70 


I 


P.andP 34     24     51,249     03 


Cause. 


Ranaway  freight  cars;  had  been  left  standing  on 
grade  with  only  air  brakes  to  hold  them;  men  in 
charge  of  train  on  duty  15^  hours. 

Cars  of  freight  train  left  standing  on  siding  (1  a.  m.) 
while  engine  was  switching,  ran  out  on  main  truck 
and  met  pasaeo^  train. 

Air  brakes  inelTective;  angle  cock  had  not  been  Ripened 
behind  third  car. 

Runner  of  empty  engine  miscalculated  time  and  pl.ure 
to  meet  opposing  passenger  train. 

Signalman  gave  false  ctear  l>l'ck  sign:  1.  (Sex*  note 
In  text  lieiow.) 

Agent  and  operator  failed  to  deliver  order  to  c.ist- 
Dound  train;  operator,  27  years  old,  2  months' 
experience,  went  off  duty  without  informing  up  nt 
that  there  were  orders  to  deliver  to  2  trains;  agent 
delivered  to  only  1  train. 

Eastbound  train  ran  post  meeting  point;  engino- 
man  forgot  order;  conductor,  taking  up  ti*  k<'t.s, 
discovered  cngineman's  error,  but  not  soon  enough. 

Engineman  westbound  forgot  about  one  of  tw«)  ca*,t- 
bound  trains  he  was  to  meet;  conductor  and  two 
brakeman  slept  while  waiting  at  meeting  point  und 
assumed  engineman  had  waited  for  two  trains. 

Operator,  2  a.  m.,  on  duty  19  hours;  acc*»pled  order 
after  train  had  passed.     (Sec  note  in  text  below. 


DERAILMENTS. 


2 
3 
4 
5 


'  I 
8 

9 


10 

D 

11 

D 

12 

D 

13 

D 

14 

D 

15 

D 

P. 
p, 

F. 


0 
3 
0 


2  ;  S2,000     10 


I 


10 


P •    0     4cS 


2,100 


25 


0  I  2,300  24 

40  2,500  '  96 

I  I 

17  2,500  92 


3,732 


28  ,    6,512 
25  !     9,917 


11,735 


5    izjrn 

5  Hi,«iOO 

6  ■  17,:i00 


P 2       2  '  18.800 

P 2  i'20     42,700 


ToUl  derailments  . .   20  20h  ir».T,i21 


Total  collisions  and 
derailments. 


09   (J04    321,720 


82 
93 
74 


10,725  '  91 


76 
47 

vSO 

49 


87 


Movable-point  frog  out  of  place,  rod  having  ))oen 
broken.  Signalman  hold  blameworthy  for  not  hav- 
ing discovered  the  fault  by  the  lightening  of  the  load 
on  the  lever. 

Switch  maliciously  misplaced:  speed  of  train  05  miles 
an  hour,  yet  no  injuries  rei)orted. 

Broken  whw»l,  due  to  sticking  of  brake,  caused  by  de- 
fect in  triple  valve. 

Unexplained;  speed  35  miles  an  hour;  3  cars  over- 
turned. 

Work  train  carrying  laborers  derailed  nt  culvert 
washed  out  by  "flood.  Water  in  crwk  was  raised 
suddenly  by  melting  of  snow;  ice  gorge  filled  oiyen- 
ingltencath  track,  and  water  then  found  its  way  to 
culvert  1.000  feet  east  of  ])ridge. 

Worn  tires  on  driving  whwls  of  engine,  combined  with 
slight  overelevation  of  stock  rail  of  switch. 

Switch  loosened  by  mail  bag  thrown  off  from  car, 
breaking  switch  stand. 

Rails  jjprend.  Track  in  "fair"  condition;  curve  0*': 
8up«»rplevation,  6inche«;  weight  of  engine,  87J  tons; 
si)ecd,  45  miles  an  hour. 

Washout  caused  by  river  changing  Its  course  after  a 
ra'm  storm;  engineman  was  not  properly  observ- 
ing slow  order. 

Broken  rail;  internal  defect. 

Unexplained. 

Washout. 

Runaway  on  Z\  percent  descending grado:  train  of  52 
cars  was  started  from  summit  too  rapi<ily.  Kiigiin>- 
man'8exi>»riencc,  4  years  as  fireman  and  2  month.s  as 
engineman. 

Occurred  11  a.  m.;  burned  bridge. 

Accidental  obstruction;  wi'stlniund  traek  obstructed 
by  wnvk  due  t<i  rear  collision  a  momont  iM'fore  on 
eastl)ound  track.     (See  ct>lIision  No.  14.) 
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Collision  No.  29,  causing  the  death  of  31  passengers  and  a  money 
loss  (besides  the  damages  paid  on  account  of  deaths  and  personal 
injuries)  of  over  $50,000,  was  due  to  the  nondelivery  of  a  meeting 
order  sent  by  the  train  dispatcher.  The  collision  occurred  about  2 
a.  m.,  and  a  blinding  snowstorm  prevailed  at  the  time.  Immediately 
after  the  collision  the  wreck  took  fire,  and  eight  cars — passenger,  mail, 
and  baggage — were  burned  up.  A  portion  of  the  deaths  were 
caused  by  the  fire.  The  westbound  train  ran  past  the  meeting 
point  which  had  been  fixed  by  the  dispatcher,  for  the  reason,  as 
before  stated,  that  the  meeting  order  was  not  delivered.  The  west- 
bound train,  ninning  from  A  to  G,  had  been  ordered  to  meet  the 
eastbound  at  E,  but  it  was  found  that  the  eastboxmd  train  was  gaining 
time  over  the  westbound,  and  it  was  decided  to  change  the  meeting 
point  to  D,  and  an  order  to  this  effect  was  sent  to  the  eastboimd  train 
at  F  and  to  the  westbound  at  C.  The  nondelivery  of  the  order  was 
due  to  the  fact  that  the  telegraph  operator  at  C  accepted  it  from  the 
dispatcher  after  the  train  had  passed.  The  dispatcher,  depending  on 
the  station  operators  for  knowledge  as  to  the  whereabouts  of  all  trains, 
inquired  of  the  operator  at  C  if  the  westbound  train  (No.  3)  had 
])assed.  The  operator  replied  that  it  had  not,  and  the  dispatcher  at 
once  instructed  him  to  display  his  stop  signal.  But  it  tmned  out  that 
the  train  had  passed  while  the  operator  had  been  asleep,  and  the 
information  given  by  him  to  the  dispatcher  after  he  awoke  was,  there- 
fore, false.  This  operator  had  been  on  duty  all  day  the  day  before, 
and  then  served  at  night  in  place  of  the  regular  night  operator — nine- 
teen hours  in  all,  except  for  the  time  occupied  at  meals.  It  is  esti- 
mated that  he  had  been  asleep  only  about  one  minute.  He  had 
worked  an  excessive  length  of  time  to  accommodate  his  fellow- 
operator  and  without  the  permission  or  knowledge  of  his  superin- 
tendent. He  had  been  in  service  at  C  one  week,  for  this  company 
two  months,  and  for  other  companies  nearly  two  years.  He  is 
reported  as  being  proficient  and  habitually  attentive  to  duty. 

Collision  No.  6  was  due  to  practically  the  same  cause  as  No.  29. 

Collision  No.  5,  occurring  at  4  a.  m.  in  a  severe  blizzard,  was  due  to 
a  mistake  in  conveying  orders  over  a  telephone  line.  Communica- 
tion with  the  dispatcher's  office  had  been  cut  off,  and  the  trainmaster, 
a  dispatcher  of  twenty-five  years'  experience,  telephoned  to  the 
engineman  of  the  superior  (passenger)  train  to  stop  at  H  for  orders, 
but  the  engineman  did  not  so  understand  the  message  and  proceeded 
beyond  the  point  where  the  orders  were  to  be  delivered  and  where  he 
was  to  have  met  the  opposing  train.  The  train  master  asserts  that 
he  got  a  response  ^'all  right,''  spoken  twice;  but  he  did  not  caiise  his 
order  to  be  written  down  by  the  engineman,  nor  did  he  have  it  repeated 
or  delivered  to  the  conductor  of  the  train.     Having  got  his  worthless 


"all  right"  from  the  engineman,  he  sent  the  order  in  regular  form  to 
the  inferior  train. 

Collision  No.  la  appears  to  have  been  due  to  a  confusion  of  dis- 
patcher's orders  on  the  part  of  an  engineman,  and  is  notable  as  illus- 
trating the  failure  of  a  safeguard  which  has  come  into  use  within 
recent  years,  the  safeguard  of  requiring  the  conductor  of  a  train  to 
notify  the  engineman  on  approaching  a  meeting  point.  In  the 
present  case  this  notification  was  given,  but  did  not  produce  the 
intended  result.  Eastbound  trains  ordinarily  have  the  right  of  track 
over  westbound;  but  in  this  case  the  westbound  passenger  train  had 
been  made  superior  to  eastboimd  trains  for  about  58  miles.  At  D, 
within  this  district,  the  westbound  train  received  orders  to  wait  at  G 
until  9.15  p.  m.  The  eastbound  train  therefore  had  right  of  track 
to  C  until  that  hour,  or  until  such  time  as  it  should  be  able  to  reach  the 
side  track  C  and  get  out  of  the  way  of  the  westboimd  train;  but  there 
was  also  a  westbound  freight  train  waiting  at  C,  and  the  eastboimd 
train  had  orders  to  wait  at  C  until  9.05  p.  m.  for  this  freight. 

The  eastbound  train  came  on  at  9.10  p.  m.,  and  having  fulfilled 
the  order  as  regards  the  freight  train  had  no  other  train  to  look  out 
for  except  the  westboimd  passenger.  The  westbound  passenger  was 
at  a  standstill  about  600  feet  east  of  the  west  switch,  and  with  this 
standing  train  the  eastbound  train  collided.  It  would  appear  that 
the  engineman  of  the  eastboimd  forgot  entirely  about  the  west- 
bound passenger  train  or  mistakenly  calculated  that  he  was  to  meet 
it  at  another  station  farther  east.  He  asserted  that  the  air-brake 
pipe  had  been  closed  back  of  the  second  car  of  his  train,  and  that  this 
was  the  cause  of  his  approaching  the  station  at  high  speed,  but  the 
officers  of  the  road  reject  this  explanation.  The  station  next  east 
of  C  was  the  usual  meeting  point  for  the  two  passenger  trains.  The 
conductor  of  No.  2,  on  approaching  C,  gave  the  proper  signal  by  air 
whistle  to  remind  the  engineman  that  C  was  a  meeting  point;  but  it 
is  believed  that  the  engineman  took  this  as  applying  to  his  order  to 
wait  for  the  freight.  He  acknowledged  the  conductor's  signal,  but 
did  not  make  the  reduction  of  speed  which  it  required.  The  signal 
given  by  the  conductor  conveyed  no  information  as  to  what  or  how 
many  trains  were  to  be  met  at  that  station  and  therefore  did  not  pro- 
vide for  the  contingency  of  an  engineraan's  forgetfulness  as  to  how 
many  trains  he  was  to  look  out  for  at  a  given  point.  This  engineman 
had  been  in  the  service  twenty  years. 

In  collision  No.  Ih  {orij  passengers  were  injured,  most  of  them  not 
very  seriously,  by  a  combination  of  neglects,  failures,  and  unfavorable 
circumstances.  The  train  was  a  special,  occupied  by  a  company  of 
firemen  being  taken  home  after  extinguishing  a  fire.  The  train  (two 
cars)  was  being  pushed  from  a  side  track  to  the  main  track,  when  it 
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was  struck  by  a  through  freight  train.  The  conductor  of  the  special 
had  instructed  a  block  signalman  to  protect  this  switching  move- 
ment, but  the  signalman  went  off  duty  without  informing  the  man 
who  relieved  him,  and  this  man  allowed  the  though  freight  train  to 
proceed.  The  conductor  of  the  passenger  train  threw  a  lever  to  put 
in  the  stop  position  a  semaphore  signal  connected  with  the  switch  at 
which  he  was  at  work;  but  this  signal  did  not  move  to  the  stop  posi- 
tion, for  the  reason,  it  is  said,  that  a  wire  controlling  it  had  been 
lengthened  by  the  heat  from  the  fire,  which  had  been  raging  near  by. 
The  conductor  and  the  engineman  of  the  special  passenger  train,  as 
well  as  the  signalman,  were  dismissed,  as  it  was  their  duty  under 
the  rules  to  send  back  a  flagman,  notwithstanding  the  arrangement 
with  the  block  signalman. 

Collision  No.  8  was  due  to  a  freight  train  running  uncontroUed  on  a 
steep  grade  in  consequence  of  both  the  engineman  and  the  fireman 
falling  asleep.  This  fireman  had  been  in  the  service  only  one  month, 
but  the  engineman  had  had  long  experience.  Both  of  these  men  had 
worked  very  unreasonably  long  hours.  Taking  the  engineman's  record 
from  the  third  day  before  the  collision,  his  periods  on  and  off  duty 
were  as  follows:  Off  13  hours,  on  14^  hours;  off  4 J  hours,  on  14  hours: 
off  4 J  hours,  on  22  hours;  off  4  hours  and  on  10}  hours  at  the  time  of 
the  collision.  It  is  to  be  observed  that  this  is  the  record  as  shown  on 
the  call  books.  The  short  periods  off  duty  could  not  be  availed  of 
entirely  for  sleep.  The  report  says  that  after  the  22-hour  tour  of 
work  the  engineman  requested  that  he  be  called  for  a  certain  train, 
this  for  the  purpose  of  reaching  his  home  sooner  (and  he  was  thus 
called),  and  that  he  could  have  been  relieved  by  another  engineman 
if  he  had  made  a  request  to  that  effect. 

Collision  No.  17  was  due  to  a  misunderstanding  or  neglect  concern- 
ing the  time  at  which  a  southbound  train  should  clear  the  track  for  a 
northbound.  The  northbound  train,  due  at  B  at  3.54  p.  m.,  was 
authorized  to  run  fifteen  minutes  late,  or  to  leave  B  at  4.09.  The 
southbound  train,  due  at  B  at  4.04,  was  behind  time,  but  the  con- 
ductor and  engineman  were  aiming  to  reach  the  station  at  4.09.  These 
men  assert  that  the  collision,  which  occurred  at  a  point  about  1,000 
feet  north  of  the  station,  happened  at  about  4.08,  and  though  the 
evidence  is  conflicting  the  preponderence  is  in  favor  of  this  statement. 
The  northbound  train,  however,  should  have  waited  at  the  station, 
if  necessary,  until  4.12,  as,  according  to  a  regular  rule,  a  stop  of  three 
minutes  should  have  been  made,  if  necessary,  to  allow  for  a  possible 
error  on  the  part  of  the  men  in  charge  of  the  southbound  train.  This 
three-minute  rule  applied  not  only  at  schedule  meeting  stations,  but 
to  meeting  stations  made  by  train  dispatchers^  special  orders. 

Collision  No.  25  was  due  to  the  gross  negligence  of  a  block  signal- 
man, an  engineman,  and  a  conductor,  and  the  contributory  negligence 
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of  several  other  enrployees.  The  collision  was  between  easibound 
passenger  train  No.  2  and  westbound  frei^t  train  No.  7,  both  running 
at  full  speed.  The  wreck  took  fire  and  three  cars  were  burned  up. 
These  tr^ns  had  both  been  ordered  by  the  train  dispatcher  to  meet 
at  B,  but  No.  2  passed  B,  and  the  collision  occurred  between  B  and 
A.  No.  7  was  flowed  to  proceed  from  A  to  B  by  reason  of  the  negli- 
gence of  the  signalman  at  A,  who  set  his  signal  in  the  ^'proceed" 
position  and  subsequently  fell  asleep.  The  eastbound  train  passed 
B  because  the  block  signal  at  that  station  was  cleared  for  it,  no  infor- 
mation having  been  received  from  A  concerning  train  No.  7,  and 
because  both  the  engineman  and  the  conductor  of  train  No-  2  care- 
lessly assumed  that  train  No.  9,  standing  on  the  side  track  at  that 
station,  was  No.  7,  the  one  which  they  were  to  meet.  Hie  engine- 
man  of  the  eastbound  train  was  killed. 

The  conductor  evidently  took  no  pains  to  identify  the  train  on  the 
side  track.  The  signal  for  eastbound  trains  at  B  was  in  the  proceed 
position,  because  no  communication  had  been  received  from  the 
block-signal  operator  at  A,  and  because  the  meeting  order  for  the 
trains  had  not  been  sent  to  B.  The  signalman  at  A  was  employed  as 
brakeman  five  years  ago;  he  lost  an  arm  three  years  ago  and  was  then 
employed  as  signalman.  Communication  from  station  to  station 
was  by  telephone.  The  report  says  that  this  signalman  had  been  on 
duty  eleven  hours,  after  a  suitable  period  of  rest.  Although  this  signal- 
man was  primarily  at  fault  for  permitting  the  westbound  train  to  pass 
A,  the  engineman  of  that  train  is  also  blameworthy,  for  imder  the  rule 
he  should  not  have  accepted  a  clear  signal  unless  he  saw  the  signal 
moved  from  the  stop  to  the  clear  position.  This  rule  he  disregarded 
and  accepted  an  all-right  signal  which  had  been  set  at  "all  right"  by 
the  signalnmn  some  time  before. 
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Table  No.  3. — Details  of  Table  1 — Causes  of  accidents  to  employees  in  coupling  and 

uncoupling  cars. 


Sub- 
class. 


1 
2 
3 
4 

5 
6 
7 

8 

9 
10 

11 
12 

13 
14 

15 

16 

17 
18 
19 
20 

21 

22 
23 
24 

25 

26 
27 
28 


Causes. 


Adjusting  coupler  with  foot 

Adjusting  coupler,  cars  aocident^y  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  (main 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance 
on  curve  too  sharp  for  automatic  coupling : . . 

Coupling  with  chain  or  other  emergency  appliance 
because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 
and  body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  lever  not  in  work- 
ing order 

Foot  caught  In  frog,  switch,  or  guard  rail 

Opening  or  closing  knuckle  when  cars  were  near 
together,  miscalculated  speed 

Opening  knuckle  when  cars  were  near  together, 
engine  accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on 


Opening  knuckle,  lost  footing 

Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  tracic •. 

Caught  by  unexpected  movement  of  car,  due  to 

slack  running  in 

Caught  by  unexpected  movement  of  car,  due  to  mis- 

taKe  or  misunderstanding  in  giving  hand  signals  , 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 

rule 


Hand  caught  between  projecting  load  and  end 

next  car 

No  w^ltncss  (fatal  injurj') 

Other  causes  (see  detailed  list  below) 

Unexplained 


of 


Train- 
men. 


■s 


1 
1 

3 


1 
2 


Total 24 


9 

"a 


24 
8 
2 
1 
4 

12 


1 
3 

64 
4 

30 
3 

34 

6 

5 
6 
1 
1 

19 

3 

14 

7 

10 

4 


17 
2 


287 


Train- 
men in 
yards. 


1 


2 
4 


3 

"4" 


1 
3 


19 


9 


11 
5 
1 
1 


8 
1 


24 
1 

33 
6 

16 

2 

1 
4 
3 
4 

12 

3 

7 

12 

2 

3 


Yard 

trainmen 
(switch- 
ing 
crews) . 


I 


I 


Other  em- 
ployees. 


■s 


27 

15  ... 

9 
30 


-a 

E 


19 


1 
5 


2 
1 
1 


5 
2 


1 
5 


11 
2 


173     38 


26 
4 


494 


I 
1 


98 
8 





I 

64 
3 

1 

48 

.... 

4 

12 

6 

1 

5 
2 

8 

32 

2 
34 
15 

8 

111, 


1 

i 


1 


5 

29 


J. 

1. 

J. 

2. 

J. 

3. 

J. 

4. 

J. 

5. 

J. 

6. 

J. 

7. 

J. 

8. 

J. 

9. 

J. 

10. 

J. 

11. 

J. 

12. 

J. 

13. 

J. 

14. 

J. 

15. 

J. 

16. 

J. 

17. 

J. 

18. 

F. 

1. 

F. 

2. 

Details  of  injuries  included  in  Table  No.  3,  subclass  No.  fH. 

Trjrlng  to  adjust  coupler. 

Coupling  engine  to  car,  caught  head  between  air  hose  and  air  pipe. 

Coupling  engine  to  way  car.  hand  caught. 

Foot  caught  between  coupler  and  dead  wood. 

Fingers  caught  between  couplers. 

Foot  caught  in  crossing  plank. 

Raising  lock-pin  Icvcr  with  shoulder,  collar  bono  split. 

Drawheads  passed,  ends  of  Angers  mashed. 

Uncoupling  coach,  strained  back  lifting  on  lever. 

Jammed  between  end  sills  of  cars  on  curve. 

Uncoupling  engine  from  train. 

Hand  slipped  off  grab  iron,  fell. 

Piece  of  drawbar  flew  off. 

Air  hose  struck  face. 

Bump€<l  head  against  car. 

Hand  caught  between  drawheads. 

Drawheads  passed,  leg  caught. 

Stepped  on  slab,  slipped. 

Adjusting  drawheads,  mashed  finger. 

Couplings  slipped  by,  caught  between  car  bodies. 
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F.    3.  Uncoupling  engine,  steam  hose  stnKk  hand. 

F.    4.  Foot  caught  under  brake  beam. 

F.    5.  Coupling  engine  to  car,  8lipi>ed  and  fell  into  ash  pit. 

F.    6.  Coupling  engine  to  car,  caught  foot  under  pilot. 

F.    7.  Turned  ankle  on  rail. 

F.    &  Stepped  out  from  between  cars  into  a  hole  in  bridge. 

F.    9.  Leaning  forward  to  reach  lever,  strained  arm. 

F.  10.  Slipped  and  fell. 

F.  II.  Stepping  out  from  between  cars,  stumbled  over  pile  of  coal. 

F.  12.  Letting  down  drawhead,  caught  hand  under  drawhead. 

F.  13.  TTnooupling  engine  from  train,  caught  between  stock  chute  and  tender. 

F.  14.  Sudden  larch  of  cars  caused  fall. 

F.  15.  Attempted  to  close  knuckle  to  prevent  cars  coupling,  finger  lacerated. 

F.  16.  Lump  of  coal  fell  from  tank  and  struck  thigh. 

F.  17.  Lift  lever  flew  up. 

F.  IS.  Drawheads  passed,  caught  between  engine  and  car. 

F.  19.  Coat  caught  in  handle  of  lever. 

F.  20.  Caught  between  cars  on  curve. 

F.  21.  Stepped  on  pebble. 

If.   1.  Thrown  down  by  shock  when  cars  came  together. 

If .   2.  Drawheads  passed,  body  squeezed. 

M.   3.  Pole  fell  on  foot. 

M.   4.  Holding  to  brake  wheel;  brakes  were  applied,  twisting  hand* 

If.  5.  Olove  caught  on  coupler,  hand  mashed. 

If.   6.  Piece  of  coal  fell  off  car  on  foot. 

If.  7.  Hand  carelessly  resting  on  drawhead,  mashed. 

If.  8.  Hot  metal  splashed  out  of  car  on  foot. 

If.  9.  Struck  leg  against  footboard  of  engine. 

If.  10.  Coupling  engine  to  flat  car  loaded  with  lumber;  load  shifted  ^catching  hand. 

If.  11.  Cars  jolted;  lost  balance,  fell. 

If.  12.  Stepped  on  rail,  foot  crushed. 

If.  13.  Standing  on  footboard  of  engine,  foot  caught. 

If .  14.  Standing  on  footboard  of  engine,  foot  caught  between  pilot  and  footboard. 

If.  15.  Stepped  on  stone,  spraining  ankle. 

If.  16.  Stepped  on  naU. 

If.  17.  Piece  of  drawhead  broke  off,  struck  face. 

II.  18.  Lever  fell  on  hand. 

If.  19.  Apron  fell  and  struck  head. 

If.  20.  When  cars  came  together  load  shifted,  bruising  body. 

Table  No.  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 


Loss  of  feet 

Loss  of  legs 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  body 

Contusion  or  laceration  of  feet. . . 
Contusion  or  laceration  of  toes. . . 
Contusion  or  laceration  of  legs. . . 
Contusion  or  laceration  of  arms . . 
Contusion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingors, 

DlHlocation 

Internal  injuries 

Sprains 


I 


Shock 

Miscellaneous . 


Train- 
men. 


Train- 
men in 
yards. 


3 

3 

11 


1 
4 

1 
1 
5 
1 


Yard 
train- 
men. 


Other 
em- 
ployees. 


4  ', 

1  ' 
3    . 

2  . 
12    . 

1    . 


4 

1 
3 

G 

9 

2 

3 

1 

13  .... 

2 

1 

«  .... 

17 

15 

45 

2 

29 

15 

41 

3 

5 

3 

»• 

/ 

1 

8 

7 

13 

1 

20 

8 

29 

1 

34 

29 

01 

7 

104 

52 

im  1 

8 

1 

1 
17 

10 

38 

2 

8 

3 

32  1 

1 

KiUed 


Total  injuries. 


Total  killed  and  injured, 


9 


287 
24 


173 

19 


311 


192 


U 


494 
38 


532 


1 


29 
3 


32 
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RECAPITULATION. 

Total  killed 84 

Total  injured 983 

Total  killed  and  injured 1 , 067 

Table  No.  4. — Details  of  Table  1 — Causes  cf  accidents  to  employees  classified  {C6  and  CT)  as 

faltingfrom  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


C6 


1 
2 
3 
4 


C7 


G 
7 
8 
9 
10 

11 
12 
13 
14 
15 

16 

17 
IS 


Causes. 


Train- 

Train- 
men in 

men. 

yards. 

• 

•9 

a 

•s 

ure 

s 

=3 

Yard 
trainmen 
(switch- 
ing 

crewa) . 


.2 

9 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train '    1 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 

subclass  3 , , 

While  setting  brakes i    3 

Fell  from—  I 

Coal  car 1 

Freight  car  other  than  box  or  coal  car-. 1 

Engine  or  tender i    9 

Passenger  car '    2 

Engines,  tenders,  or  cars  (all  kinds)  not  in  mo-  | 

tion ? 1    1 

Miscellaneous  causes 0 

Not  clearly  explained 43 

Slipped  getting  on  moving  trains  or  cars i    5 

Jumping  off  moving  trains !    2 

Jumping  from  engines*  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  stops ;    1 

Getting  on  or  off  moving  engine 5 

Caught  in  frog,  guard  rail,  or  switch — 


9 

26 

7 


73 
42 

7 

5 

109 

2 

125 
111 
67 
124 
222 

43 

38 
274  j 

1 


2 
19 


4 

14 
3 


50 

16 

I 

2 

44 

2 

45 
36 
25 
54 
122 


14 
143 


Total 86  1,275  !  28 


580 


5 
6 


3 

11 

3 

3 


46 


3 

20 

7 


82 
54 

7 
4 

38 


Other 

em- 

pioycses. 


•2 


1 
1 


I 


20 
93 

40 

72 

191 

20 

» 

201 

4 


4 

4  i 
S 
5 


I 


886     27 


17 

4 

f. 

4 

17 

♦  » 

37 

ay 

17 
91 


1 

348 


[Public— No.  171.] 

AN  ACT  requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all  acci- 
dents to  the  Interstate  Commerce  Commiaaioii. 

Be  it  enacted  hy  the  Senate  and  House  of  Representatives  of  the  United  States  of  America  in 
Congress  assembled.  It  shall  be  the  duty  of  the  general  manager,  superintendent,  or  other 
proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by  raiboad  to  make 
to  tue  Interstate  Commerce  Commission,  at  its  office  in  Washington,  District  of  Columbiii.  a 
monthly  report,  under  oath,  of  all  collisions  of  trains  or  where  any  train  or  part  of  a  train 
accidentally  leaves  the  track,  and  of  all  accidents  which  may  occur  to  its  passengers  or 
employees  while  in  the  service  of  such  common  carrier  and  actually  on  duty,  which  report 
shall  state  the  nature  and  causes  thereof  and  the  circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days  after  the 
end  of  anv  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  conviction  thereof  by 
a  court  of  competent  jurisdiction,  shall  r>e  punished  by  a  fine  of  not  more  than  one  hundred 
dollars  for  each  and  every'  offense  and  for  every  day  during  which  it  shall  fail  to  make  such 
report  after  the  time  heroin  specified  for  making  the  same. 

Sec.  .3.  Tiiat  poither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence  or  used 
for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or  action  for  damages 
growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for  mirh 
common  carriers  a  metliod  and  form  for  making  the  reports  in  the  foregoing  section  provided. 

Approved,  March  3,  1901. 
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8PECIAI4  INFORMATION  CONTAINED  IN  PBECEDING  BUIiLETINS.  a 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  employees 
killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see  Table  No.  1); 
also  tables  showing  cost  of  the  different  classes  of  train  accidents.  The  causes  of  acci- 
dents to  employees  in  coupling  and  imcoupling  and  in  falling  from  cars,  etc.,  are  further 
classified  in  Tables  No.  3  and  No.  4.  The  most  serious  collisions  and  derailments  are 
dealt  with  in  a  supplementary  table  (Class  A)  showing  the  causes  in  some  detail.  Each 
bulletin  is  for  three  months,  and  No.  1  was  for  the  quarter  ending  September  30,  1901. 
The  bulletin  for  the  quarter  ending  June  30  contains,  in  addition  to  the  quarterly 
statistics,  tables  showing  the  same  information  for  the  whole  of  the  fiscal  year  ending  on 
that  date. 

Bulletin  No.  17  records  one  collision,  kiUing  6  and  injuring  35  persons,  and  one  derailment, 
killing  15  and  injuring  28.  The  collision,  occurring  at  1  a.  m.,  was  due  to  gross  negligence 
on  the  part  of  the  men  in  charge  of  a  freight  train.  The  derailment  was  due  to  an  open 
draw.  The  drawbridge  was  not  provided  with  interlocked  signals,  and  the  engineman 
was  not  adequately  acquainted  with  the  line  of  the  road.  A  collision  and  a  derailment 
are  reported  which  were  due  to  the  lack  of  suitable  detector  bars  at  switches  and  a 
collision  which  was  due  to  failure  of  "  controlled  manual "  block  signal  working. 

Bulletin  No.  18  shows  total  casualties  much  larger  than  in  the  preceding  quarters,  due  largely 
no  doubt  to  an  enormous  increase  in  traffic.  Many  accidents  are  reported  in  which 
the  men  had  been  on  duty  excessively  long  hours.  One  collision,  killing  17  persons,  was 
due  to  the  error  of  an  engineman  of  five  months'  experience,  who  ran  past  five  warning 
signals.  Another  collision,  killing  10  persons,  was  due  to  the  failure  of  the  men  in 
charge  of  a  freight  train  to  identify  opposing  passenger  trains.  One  derailment  of  a 
passenger  train,  killing  13  persons,  was  reported  as  due  to  some  cause  that  could  not  bo 
discovered. 

o  For  notes  on  Bulletins  1  to  16,  inclusive,  see  Bulletin  No.  17  or  No.  18. 

o 
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Accident  Bulletin  No.  20. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DUBINO  THE 


THREE  MONTHS  ENDING  JUNE  30, 1906. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April,  May,  and  June,  1906,  as  shown  in  reports  made  by  the  rail- 
road companies  to  the  Interstate  Commerce  Commission,  under  the 
''accident  law"  of  March  3,  1901,  was  194,  and  of  injured  3,031. 
Accidents  of  other  kinds,  including  those  sustained  by  employees  while 
at  work  and  by  passengers  in  getting  on  or  off  cars,  etc. ,  bring  the 
total  number  of  casualties  up  to  16,937  (933  killed  and  16,004  injured). 
These  accidents  are  classified  in  the  following  table.  These  reports 
deal  only  with  {a)  passengers  and  (J)  employees  on  duty.^ 


Tablb  No.  1. — OaauaUia  to  perMna — Aprils  May 

,  and  June, 

1906,^ 

c 

Passengers 
(aandb). 

Persons  car- 
ried under 
agreement, 
etc.  (bb). 

ToUl  (a,b. 
and  bb). 

■s 

i 

Inmen. 

Trainmen 
in  yards. 

5 
16 

• 

1-1 

1 

1 

M 

11 
16 

• 

a 

• 

1 

•2 

3 

• 

1 

9 

5 

CollisioDs 

735 
507 

16 

6 
1 

104 

889 
668 

20 

60 
62 

11 

468 
829 

215 

U 
8 

150 

Derailments 

S9 

Iliacellaneoofl  train  aoddents,  includ- 
ing looomotiye  boiler  explosions . . . 

4 

49 

*  1- 

Total  train  accidents 

Oonpling  or  anooupling 

20 

1,268 

7          169  1  27 

1,417 

118 

1,002 

14 

1 

238 

21 
17 

28 

66 

41 

274 

1,761 

201 

982 
121 

14 

9 

8 

20 
17 

169 

Wtaue  doing  other  work  about  trains  , 
or  while  attending  switches i 



663 

Coming   in  contact  with  overhead 
bridges,  structures  at  side  of  track, 
etc 

4 

87 
12 

10 
456 

•  •  •  • 



2 

16 
49 

4 

87 
18 

12 

472 
bTJ 

61 

Falling  from  ears  or  engines  or  while 
setting  on  or  off 

602 

Other  causes 

628 

1 

74 

Total  (other  than  train  acci- 
dents)   

ft3 

994 

1 

67 

64 

1.061 

172 

8,339 

63 

1.459 

Total  all  classes 

73 

2,252 

ft 

226 

81 

2,478 

286 

4,841 

77 

1,697 

a  In  Table  No.  1  the  passengers  have  been  divided  into  three  classes,  and  to  make  comparisons  with 
the  passenger  casualties  in  former  years  it  will  be  necessary  to  take  the  numbers  shown  in  the  third 
double  column  of  the  table.  Class  a  includes  all  ordinary  passengers.  Class  b  includes  passengers 
traveling  on  freight  trains.  Class  bb  includes  persons  who  are  customarily  carried  on  trains  under 
special  arrangements,  such  as  postal  clerks  and  express  messengers,  employees  on  Pullman  cars, 
newsbovs^ive-stock  tenders,  and  men  in  charge  of  freight. 

b  Table  NO.  1  is  continued  on  next  page. 

0  Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee  injured 
from  performing  his  accustomed  service  for  more  than  three  days  in  the  aggregate  during  the  ten 
days  immediately  following  the  accident  are  not  reported. 
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Tablb  No.  1. — OasualHes  to  per9on9 — AprUf  May,  and  June,  1906 — Oontinued. 


Collisions , 

Derailments 

Miscellaneous  train  accidents,  includ- 
ing locomotiye  boiler  explodons  . . 

Total  train  accidents 

Coupling  or  uncoupling 

While  doing  other  work  about  trains, 

or  while  attending  switches 

Coming  in  contact  with   overhead 

bridges,  structures  at  side  of  track, 

etc 

Falling  from  cars  or  engines  or  while 

setting  on  or  off 

Other  causes 

Total  (other  than  train  acci- 
dents)   

Total  all  classes 


Yard  trainmen 

(switching 

crews). 


s 


6 

7 

3 


16 


29 
16 


S6 
17 


100 


116 


1 


101 
46 


23 


170 


Other  em- 

ployees. 

ed. 

• 

^^ 

^3 

Kil 

9 

117 

11 

62 

4 

25 

24 

204 

Total  em- 
ployees. 


76 
78 

18 


167 


856 
609 

90 

780 
78 


1,858 


2,028       374 


4 
80 

2 

43 
271 


24 
757 

20 

884 
4,071 


350 


6,256 


5,460 


68 
72 

35 

164 
346 


685 


852 


a 


826 
476 

312 


1,614 


818 
8,790 

872 

2.506 
4,339 


11,912 


13.526 


Total  peiaons 
reported. 


■2 

a 


87 
89 

18 


194 


68 
72 

89 

201 
860 


739 


983 


1,065 
1,084 

332 


3,081 


818 
8,790 

384 

8.070 
4,916 


12,973 


16,004 


The  total  Dumber  of  persons  recorded  in  this  bulletin  as  killed  (933) 
is  less  than  in  the  Xv^i  preceding  quarter,  but  it  is  more  than  in  the 
corresponding  quarter  of  1906.  The  same  is  true  of  the  numbers  of 
employees  killed  in  coupling  accidents.  In  considering  train  accidents 
alone,  however,  there  ia  a  gratifying  diminution  both  in  passengers 
killed  and  employees  killed,  compared  with  either  of  the  two  earlier 
quarters  mentioned.     These  comparisons,  tabulated,  are: 


1.  Passengers  killed  in  train  accidents... 

2.  Employees  killed  in  train  accidents... 

8.  Employees  killed,  coupling 

4.  Total  paswngers  and  employees  killed 


1906.  Bulle- 
tin 20,  April, 
May,  June 


1906.  Bulle- 
tin 19,  Janu- 
ary, Febru- 
ary, March. 


1905.  Bulle- 
tin 16,  April. 
May,  June. 


In  the  first  of  these  items  the  totals  have  been  swelled  by  great  dis- 
asters in  nearly  every  quarter  for  two  years.  In  Bulletin  16  there 
are  two  well  remembered  derailments,  killing  34  passengers,  and  in 
Bulletin  19  one  collision,  killing  34  passengers  and  employees.  In  the 
present  bulletin  this  feature  is  not  so  bad,  yet  there  is  one  disastrous 
butting  collision  of  passenger  trains  that  killed  10  passengers  and 
employees,  and  one  derailment  killing  9  passengers. 

The  total  number  of  collisions  and  derailments  was  3,103  (1,688  col- 
lisions and  1,515  derailments),  of  which  173  collisions  and  153  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $2,373,924.  Given  more  in 
detail,  these  facts  appear  as  follows: 


Tablb  No.  2. — CoUisiona  and  deraUmenU. 


Colliidons,  rear 

Colllsioxifl,  butting 

Colllsiozis,  trains  separating 
CollialoiiB,  mlflcellaneouii ... 


Number. 


340 
170 
168 
910 


T^tal. 


Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  doe  to  negligence  of  trainmen,  signalmen,  etc . 
Derailments  due  to  unforeseen  obstruction  of  track,  etc  . . . 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 


Total 

Total  collisiona  and  derailments. 


1,588 


291 

664 

87 

62 

17 

394 


1,515 


3,103 


Loss. 


9324,929 

224.196 

61,454 

852,512 


963,091 


286,351 
581,428 
103,148 
98,546 
19,602 
371,758 


1,410,833 


2,373,924 


Persons 
kiUed. 


31 
17 


39 


87 


9 

9 

14 

14 

1 

42 


89 


176 


Persons 
injured. 


537 

520 

97 

511 


1,665 


321 
152 
152 
78 
17 
314 


1,034 


2,699 


NoTV.— Collisions  and  derailments  wbich  cause  no  death  or  personal  injury  and  which  cause  not 


pel 
over  flSO  damage  to  the  property  of  the  railroad  are  not  reported. 

Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  110,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 

Tablb  2(t, — Causes  of  thirty  prominent  train  accidents  ( Class  A), 

[NoTK.~R  stands  for  rear  collision:  B,  butting  collision;  M,  miscellaneous  collisions;  D,  Derailment; 
P,  passenger  train;  F,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


No. 


1 
2 


3 

4 
5 
6 
7 

8 

9 
10 
11 

12 

18 

14 


Kind  of  train. , 


B 
B 
B 
R 
R 


B 
B 
B 

B 

B 
B 


FandF 0 

FandF 1 


PandP 0 

PandP :  10 

FandF 1 


PandF 
PandF 


0 
1 


0 
4 


38 


$700 
2,187 


2,500 


38       4,000 


4,000 


1       4,436 


21 


FandF ,    0 


PandF 

0 

23 

PandP 

1 

10 

F  and  F 

1 

4 

Fand  F 

PandP 
Pand  F 


Total 


4.800 


6,200 


7,000 
10,377 
10,082 


fit 


o 


V  S 


2 
21 


49 
22 
27 
51 
23 

50 

47 
48 
53 


Cause. 


0       1  I  12,000  I  28 

0       5  I  12,050  '  45 
0     80  '  14,579     67 


15   187  1 101.  Oil  , 

I        I  I 


Approached  station  too  fast:  miaijudged  distance. 
Too  high  Hpeed  in  fog.    Englneman  did  not  see  flag- 
man.   Engineman,  who  was  killed,  had  been  on 

duty  17  hourii  30  minuter*, 
operator  omitted  two  words  in  writing  a  meeting 

order. 
Pilot  misinterpreted  dispatcher's  order.    See  note  in 

text  below. 
Operator  failed  to  deliver  order.     See  note  in  text 

below. 
En^ioeman,  27  years'  experience,  ran  past  automatic 

signal  indicating  stop. 
Clear  block  Hignal  given  to  passenger  train  while  an 

empty  engine  was  in  block  section.     See  note  in 

text  below. 
Engineman  ran  past   automatic   signal  indicating 

stop.    Brakeman  rising  on  engine  discharged  for 

not  .seeing  signal  and  taking  mensures  to  stop  tmln. 
Operator,  3  months*   experience,  failed  to  deliver 

dispatcher's  order. 
Men  in   charge  of    sonth-bound   train   overlooked 

meeting  point. 
Conductor,  engineman.  and  whole  crew  (on  duty 

16    hours)   overlooked     meeting    orders;    orders 

delivered  to  them  only  30  minutes  before. 
Conductor  and  engineman,  east  bound,  misread  or- 

dern. 
North  bound  encroached  on  time  of  south  bound. 
Signalman  failed  to  put  block  signal  in  ntop  position 

after  paaaage  of  work  train.    See  note  in  text  below. 
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Table  2a. — Causes  of  thirty  prominent  train  aeddenta  {OoM  A) — Contiiined. 

DERAILMENTS. 


No. 


8 
4 


6 
7 

8 
9 


10 

11 
12 

18 


14 

15 
16 


Glass. 


Kind  of  train. 


D 

p 

D 

F 

D 

F 

D 

F 

D 

P 

D 

P 

D 

P 

D 

p 

D 

P 

D 

P 

D 

P 

D 

F 

D 

P 

D 

F 

D 

P 

D 

P 

Tota 

ToU 
de 

1 

1  collisions  and 
railments 

•—1 

a 
1 

• 

8 

Damage  to  en- 
gines,    cars, 
and  roadway. 

M      Reference      to 
^             record. 

$1,265 

0 

0 

2.800 

59 

0 

0 

5,110 

17 

1 

1 

0,500 

58 

9 

18 

6,710 

40 

0 
0 

4 

0 

7,825 
8,000 

14 
88 

0 
0 

0 
2 

10,000 
10,000 

67 
43 

1 

85 

11,000 

68 

0 
0 

21 
0 

12,500 
18,400 

64 
82 

2 

2 

16,000 

12 

0 

8 

18,600 

88 

0 
0 

0 
2 

21,700 
27,900 

72 
4 

14 

96 

179,800 

29 

283 

280,911 

Cause. 


Two  cars  of  a  passenger  train  having  been  detached 
at  a  junction  ran  back  down  grade  and  were  de- 
railed at  a  curve.  Brake  connections  defective; 
one  bolt  missinf ;  one  hook  so  weak  that  it  straight- 
ened out.  BraKeman  set  hand  brakes,  bat  these 
defects  thwarted  his  work. 

Ran  off  derailing  switch.  Air  brakes  inoperative; 
brake-pipe  cocxa  had  been  malidoosly  closed  in 
three  places;  conductor  had  not  properly  tested 
air  brakes. 

Air  brakes  failed  on  steep  grade;  brake  pipe  found 
closed  near  engine;  cause  not  explained.  Engine- 
man  disobeyed  rule  to  stop  at  head  of  grade. 

Air  brakes  failed  on  3.4  per  cent  grade.  Brakes  not 
tested  after  detaching  helping  engine;  conductor 
and  engineman  discnarged;  conductor's  service, 
as  such,  three  months;  engineman's,  as  sach,  tvro 
months. 

Unexplained.  Speed,  12  miles  an  hour.  A  switch  at 
the  point  of  derailment  found  broken  may  have 
been  the  cause. 

Overhead  bridge  burned  and  fell  on  track. 

Rail  maliciously  misplaced,  presumably  by  dissatie- 
fled  track  laborers. 

Loose  wheel. 

Unexplained.  Speed,  60  to  60  miles  an  hour  on  1  per 
cent  descending  grade.  Derailment  occurred  on 
bridge;  track  In  good  condition. 

Misplaced  switch;  left  misplaced  by  men  of  freight 
train  over  an  hour  before.    See  note  in  text  below. 

Excessive  speed  on  track  not  well  ballasted. 

Steel  dump  car  with  top-heavy  load;  speed,  80  mllos 
an  hour. 

Runaway;  air  brakes  ineffective.  Conjectured  that 
angle  cock  had  been  closed  purposely  or  accident- 
ally by  a  tramp. 

Runaway  on  8  per  cent  grade.  See  note  In  text 
below. 

Open  draw.    See  note  in  text  below. 

Ran  into  wreck  of  freight  trains.    (Oollisioii  No.  1. ) 


CollisioD  No.  4  occurred  about  11  p.  m.,  and  was  between  two  pas- 
senger trains  running  on  a  single-track  branch  line,  in  consequence  of 
an  obstruction  on  the  double-track  main  line,  which  was  their  usual 
route.  Being  on  an  unusual  route  the  enginemen  were  guided  by 
*' pilot  men,"  and  the  pilot  man,  being  the  only  person  on  the  train 
fully  acquainted  with  the  road,  was  chiefly  responsible  for  seeing  that 
the  movement  of  the  train  was  made  in  conformity  to  the  rules.  The 
pilot  of  the  west-bound  train  was  mainly  at  fault.  He  had  received  a 
dispatcher's  order  to  run  to  a  signal  tower  designated  "ST,"  which 
was  at  the  end  of  the  double-track  section  of  the  branch,  and  at  this 
tower  he  was  to  receive  further  orders,  or,  in  the  absence  of  such 
orders,  to  wait  there.  When  he  arrived  at ''  S  T  "  the  telegraph  oper- 
ator at  the  tower  delivered  to  him  a  message  in  regard  to  reducing 


speed  over  a  piece  of  new  track  which  he  was  to  traverse,  and  he 
carelessly  took  it  for  granted  that  this  message  was  the  dispatcher's 
order  which  he  was  expecting,  and  he  proceeded  with  his  train  (on  the 
single-track  line).  As  soon  as  he  read  the  order  and  found  that  it  did 
not  give  him  any  right  to  proceed,  he  stopt  the  train  and  sent  the  fire- 
man back  to  consult  the  conductor.  The  conductor,  however,  on 
receiving  the  order  to  run  to  '^S  T"  had  misread  it,  taking  it  for  an 
order  to  run  to  '^  S  J,"  which  was  the  name  of  a  tower  some  distance 
beyond.  The  conductor  therefore  sent  back  word  by  the  fireman  that 
his  order  was  the  same  as  that  which  had  been  given  to  the  pilotman, 
and^that  it  gave  the  train  the  right  of  road  to  "S  J."  On  this  the 
pilot  assumed  that  he  himself  had  been  mistaken  in  reading  his  order, 
and  proceeded,  tho  with  a  doubt  in  his  mind.  Before  he  had  set- 
tled the  doubt,  however,  the  east-bound  train  was  met,  and  the  wreck 
occurred.  The  report  says  that  the  dispatcher's  order  was  plainly 
written,  and  that  there  was  no  reason  for  mistaking  the  ^^T"  for  a 
"  J."  The  conductor  and  the  pilot  were  both  experienced  men.  The 
conductor  had  been  on  duty  about  three  hours.  The  engineman  had 
been  on  duty  all  day,  about  fourteen  hours,  except  that  in  the  middle 
of  the  day  his  train  was  laid  up  about  five  hours  at  the  terminus  of 
its  run. 

In  the  case  of  collision  No.  5  the  operator  who  failed  to  deliver  a 
meeting  order  and  thereby  caused  a  collision  had  at  the  time  three 
other  orders  for  delivery  to  the  same  train.  The  rules  require  that  the 
operator  report  to  the  dispatcher  the  numbers  of  orders  to  be  delivered 
to  a  given  train,  and  also  that  he  deliver  to  the  conductor  of  the  train 
a  clearance  card  on  which  the  numbers  of  the  orders  are  entered. 
Concerning  one  of  the  four  orders  there  was  some  discussion  between 
the  dispatcher  and  the  operator,  and  the  operator  definitely  stated  that 
he  had  that  order;  but  he  neglected  to  enter  it  on  the  clearance  card. 
The  rules  also  require  that  meeting  orders  shall  be  sent  to  the  operator 
at  the  station  where  the  trains  are  to  meet,  but  in  this  case  the  dis- 
patcher, being  unable  to  get  a  response  from  the  operator  at  the 
meeting  point,  neglected  to  carry  out  the  rule. 

Collision  No.  7  appears  to  have  been  due  to  carelessness  in  the 
management  of  permissive  block  signaling.  The  passenger  train  was 
given  a  clear  block  signal  when  the  block  was  occupied  by  an  empty 
engine  which  had  preceded  the  passenger  train.  This  engine  was  run- 
ning on  a  caution  card  on  account  of  the  presence  of  still  another  engine 
in  the  block  ahead  of  it.  It  appears  that  the  signalman  at  the  outgoing 
end  of  the  block  had  not  been  advised,  or  denied  having  been  advised, 
of  the  entrance  of  the  second  engine,  and  he  authorized  the  giving  of 
a  clear  signal  to  the  passenger  train  before  the  block  was  clear. 

Collision  No.  14  was  due  to  confusion  at  a  block-signal  tower  where 
trains  pass  from  a  two-track  line  to  a  three-track  line.     A  work  train 
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past  to  the  northernmost  track  of  the  three-track  line  and  stopt  The 
next  following  train,  a  fast  passenger  train,  was  due  in  about  fifteen 
minutes,  and  it  should  have  been  run  on  to  the  middle  track  of  the  three- 
track  line;  but  the  signalman  neglected  to  return  the  signal  to  the  stop 
position  after  the  passage  of  the  work  train,  and  the  fast  train  when  it 
came  on  therefore  received  a  clear  signal  for  the  northernmost  track,  the 
one  occupied  by  the  work  train.  It  appears  that  there  was  no  track  cir- 
cuit or  other  arrangement  to  insure  the  movement  of  the  signal  from 
the  clear  to  the  stop  position  after  the  passage  of  the  work  train.  It 
was  the  duty  of  the  flagman  of  the  work  train,  according  to  the  rules, 
to  go  back  with  a  flag  so  as  to  be  ready  to  stop  the  passenger  train, 
but  it  appears  that  he  depended  on  the  signalman  in  the  cabin  to  pro- 
vide this  protection — tho  without  looking  at  the  signal  to  see  whether 
or  not  the  signalman  had  actually  done  so. 

Derailment  No.  10  was  a  disaster  to  a  fast  passenger  train  which  i^an 
thru  a  misplaced  switch  that  could  be  seen  by  the  engineman  only  a 
few  seconds  before  he  reached  it — that  is  to  say,  about  500  feet  away. 
The  switch  had  been  left  in  the  wrong  position  by  a  brakeman  of  a 
freight  train  something  over  one  hour  before.  The  station  agent  is 
censured  by  the  superintendent  for  not  noticing  that  the  switch  had 
been  left  in  the  wrong  position.  There  was  no  distant  signal  con- 
nected with  the  switch.  The  negligent  brakeman  had  been  in  tlie 
service  about  two  years.  The  conductor  of  the  freight  train  had  been 
in  the  service  seventeen  years,  but  his  record  was  quite  faulty. 

Derailment  No.  14  was  primarily  due  to  the  runaway  of  a  heavy  train 
on  a  8  per  cent  grade,  tho  the  damage  is  believed  to  have  been  immedi- 
ately due  to  the  breaking  of  a  wheel;  but  the  whole  trouble  could 
undoubtedly  have  been  prevented  if  the  conductor  of  the  train  had  made 
proper  use  of  the  air  brakes.  The  train  consisted  of  37  cars  of  ore, 
27  of  them  being  steel  cars  carrying  60  tons  each,  and  10  of  them 
wooden  cars  carrying  26  tons  each.  Shortly  after  beginning  the  de- 
scent of  the  grade  the  speed  became  uncontrollable.  It  is  believed 
that  a  tramp  rode  on  one  of  the  cars  and  that  he,  without  knowing 
what  he  was  doing,  moved  the  handle  of  an  angle  cock  so  as  to  close 
the  train  line  air  pipe  near  the  engine.  The  increase  in  the  speed 
occurred  so  rapidly  that  all  of  the  three  men  on  the  front  of  the  train 
jumped  off;  but  the  train  reached  a  safety  siding  before  the  speed  got 
above  36  miles  an  hour,  and  therefore  it  should  have  been  stopt  without 
serious  damage.  Marks  on  the  ties  showed,  however,  that  one  of  the 
cars  had  been  off  the  track  for  nearly  a  mile,  and  this  car  had  the  brokeji 
wheel.  The  broken  wheel  knocked  the  switch  rails  out  of  place,  caus- 
ing the  derailment  of  the  following  cars.  Before  the  broken  car 
jumped  the  track  the  conductor  had  detached  the  caboose  from  the 
train,  after  closing  the  angle  cocks  in  the  air  pipe  both  of  the  caboose 
and  of  the  last  freight  car.     If,  instead  of  doing  this,  he  had  applied 


9 

the  air  brakes,  in  all  probability  he  would  have  been  able  to  stop  the 
train  or  greatly  to  check  its  speed. 

Derailment  No.  15  was  caused  bv  the  carelessness  of  the  attendant 
at  a  drawbridge,  who  opened  the  draw  for  the  passage  of  a  vessel  when 
the  passenger  train  was  approaching  and  after  the  engine  of  the  train 
had  past  the  stop  signal.  This  signal  was  about  one-third  mile  away 
from  the  bridge,  and  it  appears  that  the  bridge  tender  set  it  in  the  stop 
position  immediately  after  the  engine  had  past  it.  The  signal  being  so 
far  away  from  the  bridge,  and  there  being  no  lock  to  prevent  the 
attendant  from  moving  the  draw  after  the  train  had  past  the  signal, 
there  was  time  to  move  the  draw  a  few  feet  after  the  signal  had  been 
set  and  before  the  train  reached  the  draw  span.  Tho  the  train  ran 
upon  the  partly  opened  draw  and  the  engine  sank  in  the  river,  all  of 
the  occupants  of  the  train  escaped  without  serious  injury. 

Tablb  No.  3. — DetaiU  of  IkMe  1 — Causes  of  accidents  to  employees  in  coupling  and 

unooujding  cars. 


Sub- 
claaB. 


1 
2 
8 

4 
6 
6 

7 

9 
10 

11 
12 

18 
14 

15 

16 

17 
IB 
19 
20 

21 


22 
23 


25 

26 
27 
28 


Adluating  coupler  with  foot 

Adj  ustin^  conpler,  can  accidentally  itarted 

Careleflfl  manipalatlon  of  nnooupling  lever 

Can  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  can 

Coupling  with  chain  or  other  emeigency  appliance 

on  curre  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 

becaiue  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingen  or  hand  caught  between  uncoupling  lever 

and  body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever 

not  in  working  order 

Foot  caught  in  frog,  switch,  or  guard  rail 

Opening  or  closing  knuckle  when  can  were  near 

together,  miscalculated  speed 

Opening  knuckle  when  care  were  near  together, 

engine  accidentally  started 

opening  knuckle,  part  of  defective  coupler  fell  on 

foot 


Opening  knuckle,  lost  footinsr 

Biding  on  car  to  uncouple,  suptoff 

Struck  by  obj  ect  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to 
slack  running  in 

Caught  by  unexpected  movement  of  car,  due  to 
mistake  or  mlsundeiBtanding  in  giving  hand  sig- 
nals  


Uncoupling  moving  can  and  loHt  footing 

Parts  hard  to  move,  causing  delay 

Went  between  care  unneceasarlly  and  contrary  to 
rule. 


Hand  caught  between  projecting  load  and  end  of 

next  car 

No  witness  (fatal  injury) 

Other  causes  (see  detailed  list  below) 

Unexplained 


Train- 
men. 


•8 


8 
8 


1 
1 


8 
1 


Total 21 


1 

0 


84 
6 
2 
2 

4 
7 


48 
7 

82 
8 

22 

2 

8 
7 
8 
6 

19 

6 
11 
10 

12 

7 


0 
9 


274 


Train- 
men in 
yards. 


I 


1 
2 
2 

1 

1 

"2 


16 

4 
4 
1 
1 
8 


25 

6 

25 

2 

14 

5 

1 
8 


5 

17 

4 
7 
1 

8 

2 


4 

1 


Yaid 

trainmen 

(switch- 

ing 
crews). 


? 


1 
6 


1 
2 


2 

2 


2 
8 


1 
1 


SO 

10 

8 


8 
19 


70 
10 

57 


87 

7 

1 
6 
8 
8 

17 

5 

18 

8 

15 

6 


11 
8 


14 


159     29  I    856 


other  em- 
ployees. 


■s 


2 


8 
1 


6 
2 


8 


8 


1 
2 


2 
1 


24 
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DetaiU  of  vnjuriea  indvded  in  Table  No.  S,  tubdaas  No.  i7. 

A.  1.  Foot  caught  by  engine  pilot. 

A.  2.  Holding;  up  drawbar  on  engine;  finger  caught. 

A.  3.  Engine  struck  car  too  hard,  pushing  man  af^ainst  tank. 

A.  4.  Struck  by  corner  of  car. 

A.  5.  Glove  caught  while  uncoupling. 

A.  6.  Uncoupling;  scalded  by  water  from  engine  stack. 

A.  7.  Struck  hand  against  corner  of  car. 

A.  8.  Pin  lifter  ^  ^ruck  man  over  eye. 

A.  9.  Foot  squeezed  by  sliding  hood. 

M.  1.  Plank  fell  from  top  of  car  on  head. 

M.  2.  On  footboard  of  engine;  drawheads  past 

M.  3.  Torpedo  exploded. 

M.  4.  On  pilot  of  engine;  pilot  ran  under  brakebeom  of  car. 

M.  5.  Caught  by  projecting  load. 

M.  6.  Struck  by  air  hose. 

M.  7.  Caught  by  projecting  log. 

M.  8.  Air  hose  struck  face. 

M.  9.  Piece  of  coal  fell  from  car. 

M.  10.  Arm  caught  in  grab  iron. 

M.  11.  On  pilot  of  engine;  couplers  paat. 

J.  1.  Lip  of  drawbar  broke  off,  striking  man  in  groixL 

J.  2.  Board  fell  from  roof  of  car  on  head. 

J.  3.  Caught  foot  under  wheel  and  fell  across  rail., 

J.  4.  Straightening  pin  chain;  slipt. 

J.  5.  Head  struck  grab  iron. 

J.  6.  Struck  by  lever  handle. 

J.  7.  Put  foot  on  rail;  run  over. 

J.  8.  Unhooking  draft  chain;  caught  hand  in  chain. 

J.  9.  Engine  struck  car  too  hard,  causing  man  to  fall  against  pilot 

J.  10.  Manipulating  coupler  while  riding  on  car;  lost  balance. 


Table  .^o.  3a.. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling 

OOBTM. 

Injuries. 

Train- 
men. 

Train- 
men in 
jrards. 

Yaid 
train- 
men. 

Other 
em- 
ployees. 

Los8  of  feet 

10 

8 

5 
2 
8 
2 
14 
1 

Los8  of  legs 

LoRH  of  arms 

1 
2 
6 
2 

Loss  of  hands 

2 
6 
1 

Loss  of  finfrera 

Loss  of  toes 

. 

Fractured  skull 

Fractured  lee 

8 
8 
4 

5 
82 
81 
8 
5 
17 
84 
89 

2 

2 

5 

6 

49 

80 

2 

17 

14 

57 

127 

1 

7 

7 

Fractured  arm 

2 

1 

4 

18 

14 

2 

9 

9 

25 

54 

Fractured  collar  bone  or  ribs 

Fractured  other  Inmcs 

Contusion  of  head  or  body 

6 

Contusion  or  laceration  of  feet 

1 

Contusion  or  laceration  of  t^K's 

Con  tusion  or  laceration  of  lesrs 

Contusion  or  laceration  of  arms 

8 

Contusion  or  laceration  of  hands 

2 

Contusion  or  laceration  of  fingers 

10 

Dislocation 

Internal  injuries 

8 

11 

4 

4 

I 

Soraina 

1 

Shock ..                      .                   .      . 

Miscellaneous 

8 

2 

8 

Total  injuries 

274 
21 

159 
14 

856 

29 

24 

Killed 

4 

Total  killed  and  Injured 

295 

173 

885 

28 

^ 

RECAPITULATION. 

Killed  68 

Injured 813 

Total  killed  and  injured SSI 


11 


Tablb  No.  4. — Details  of  Table  1 — Ca^ues  of  accidents  to  employees  classified  ( 08  and  C7) 

as  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 

OanfleSi 

• 

Train- 
men. 

Train- 
men in 
yards. 

Yard 
trainmen 
(switch- 
ing 
crews). 

Other  em- 
ployees. 

1 

• 

• 

■  •  •  • 

B 

1 

• 

i 

a 

1 

•  ■  •  • 

1 
5 

"6* 

1 
1 

2 

4 

8 

10 

7 

•  •  ■  • 

2 

• 
c 

1 
2 
3 
4 

Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

10 

1 

7 

71 
82 

6 
28 
74 

6 

65 
195 

8S 
117 
117 

48 

26 
100 

1 

5 

12 

1 
6 

76 
52 

5 
13 
32 

5 

loeorsnow 

1 

Partlnjr  of  train 

1 

2 
6 

1 

•  •  •  » 

.... 

8 

«  •  •  • 

"5" 
2 
8 
2 

•  ■  •  • 

•  •  •  « 

8 

8 

29 
24 

8 

17 
41 

1 

38 
111 
27 
42 
46 

10 

18 

86 

1 

2 

8 
4 

•  »•  • 

1 
6 

1 

Derailment,  collision,  or  shock  due  to  abnor- 
mal moYements  of  cars  other  than  those  In 
sabclajw  8 

18 

W 

6 

wbtie  Wrttinnr  braken 

4 

6 
7 
8 
9 
10 

Fell  from— 

Coal  car 

4 

FrelRht  car  other  than  box  or  coal  car 

1 
7 

24 

Kninne  nr  tender 

13 

Passenger  car 

4 

Engines,  tenders,  or  cars  (all  kinds)  not  In 
motion 

•  •  •  • 

4 

11 

•  •  *  • 

2 

1 

«  •  •  • 

36 

16 
164 
46 
68 
74 

7 

86 
121 

1 

31 

11 

Miscellaneous  causes 

12 

17 

6 

2 

8 

96 

12 

Not  ci^*^i*iy  explaine'l 

29 

[13 
14 
15 

16 

17 
1A 

Slipt  gettinjr  on  moving  trains  or  cars 

56 

Jnmnimr  off  mOV^Pflr  t'H^ii'? 

66 

Jnmpins;  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  accident 

4 

C7< 

Fell  from  engines  or  cars  by  reason  of  defective 
handhnldfl  and  idll  pUnm 

1 

Oet^iJnfr  on  o'  off  inf»vinir  endne 

8 

37 

Cauirbt  in  froir.  tniard  rail,  or  Fwitch 

1 

*-■ 

Total 

65 

982 

20 

502 

780 

43 

384 

YEARLY  TABLES. 

This  bulletin  completes  the  publication  of  the  accident  records  under 
the  law  of  March  3,  1901,  for  five  years,  and  the  following  table  (A) 
^ives  the  aggregates  for  the  year  ending  June  30,  1906,  of  the  items 
which  are  given  in  Table  No.  1  of  the  quarterly  returns.  The  total 
number  of  casualties  shown  in  Table  A  is  70,934  (4,225  killed  and 
66,709  injured). 

This  table  includes  the  following  statistics  which  did  not  appear  in 
the  quarterly  bulletins,  the  reports  from  which  they  are  taken  having 
been  received  after  the  bulletins  were  printed:  Four  employees  killed 
and  3  passengers  and  28  employees  injured;  damage  to  railroad 
companies'  property,  $2,278. 

The  totals  of  these  yearly  tables  are  not  comparable  with  those  given 
in  the  Commission's  Annual  Statistical  Reports,  for  the  reason  that 
the  monthly  reports  deal  only  with  accidents  to  passengers  and  to 
employees  while  actually  on  duty.  The  monthly  reports  take  no 
account  of  accidents  to  "  other  persons."  These  appear  in  the  Annual 
Reports  and  include  casualties  at  highway  crossings  to  trespassers, 
to  persons  walking  along  the  track,  accidents  to  employees  in  shops 
remote  from  the  railroad,  and  all  other  accidents  not  occurring  to 
passengers  and  to  employees  actually  on  duty. 
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From  Table  B,  next  following,  comparisons  may  be  made  for  the 
last  four  years. 

Tabus  B. — Ocuualties  to  pcLnengers  and  employees^  years  ending  June  SO, 


1906. 

1905. 

1904. 

1903. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

Paasengen: 

In  tmin  accidents 

Other  causes 

182 
236 

6,778 
4,407 

360 
187 

6,496 
3,542 

270 
160 

4,945 
8,132 

164 
167 

4.424 
2,549 

Total 

418 

11,185 

637 

10,040 

420 

8,077 

321 

6,973 

Employees: 

In  train  accidents 

In  coupling  accidents. . . 
Overhead  obstractionB, 
etc 

879 
811 

1S2 

713 
1,772 

7,483 
3,503 

1,497 
11,253 
81,788 

796 
243 

92 

633 

1,496 

7,062 
3,110 

1,185 

9,237 

24,842 

844 

278 

116 

700 

1.429 

6.990 
8,441 

1,210 

9,871 

22.254 

896 
253 

98 

678 
1,314 

6,440 
2.788 

992 

Falling  from  cars,  etc. . . 
Other  causes 

8,025 
20,759 

Total 

3,807 

66,524 

3,261 

45,426 

8,367 

43,266 

3,238 

89,004 

Total  nassengers  and 
employees 

4,225 

66,709 

3.798 

56,466 

3,787 

61,848 

3,664 

46,977 

The  following  tables  are  self-explanatory,  being  consolidations  of 
the  quarterly  tables  giving  the  same  classes  of  facts: 

Table  C. — CoUisions  and  deraiiments;  damage  to  cars,  engines,  and  roadway;  years  end- 
ing June  SO, 


Num- 
ber. 


Collisions,  rear i  1,722 

Col  lisions,  butting I  866 

Collisions,  trains  sepcurat-  i 

inn 901 


iSd 


ColliiBions,  miscellaneous . . !  3. 7U5 


Total I  7,194 


Derailments  due  to  defects  | 
of  roadway,  etc ■  1, 287 

I>erailments  due  to  defects 
of  equipment 2,811 

Derailments  due  to  negli- 
gence of  trainmen,  sig-  I 
nalmen,  etc 391 

Derailments  due  to  unfore- 
seen obstruction  of  track, 
etc 300 

Derailments  due  to  ma- 
licious obstruction  of 
track,  etc 65 

Derailments  due  to  mis- 
cellaneous causes 1, 407 


Total. 


Total  collisions  and 
derailments 


6,261 


13,456 


1906. 


1905. 


Loss. 


Persona 
killed. 


11,720,365 
1,599,668 

369,156 
1,640,669 


6,319.768 


918,066 
2,226,158 

318,067 

472,653 

106,869 
1,297,643 


5,339,431 


10,669,189 


Persons 
injured. 


169 
261 


175  ' 


604 


2,427 
2,733 

375 
2,379 


Num- 
ber. 


1,493 
707 

972 
3,052 


Loss. 


$l,4r.3,012 

1.451,906 

440,495 
1,493,641 


Persons 
killed. 


• 

38 

1,608 

1,007 

42 

802 

2,605 

54 

494 

841 

76 

466 

332 

16 

94           76 

147 

1.318 

1,010 

873  I      4.772 


PersonH 
injured. 


I 
152 
304 

11  ' 
111 


l,849,aM 

608 

777,433 

5. 

2,068,620 

40 

272,264 

40 

676,001 

177 

142,761 

84 

925,533 

115 

6,371     4,862,002  i  4oC 


2,085 
2,453 

369 
2, 201 


7.111 


1,446 
79H 

418 

646 

196 
1,334 


4,838 


977       12.686  |11,696  I  9,711,6.%  |      1,064  I      11.949 
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Tablb  D. — Causes  of  accideiiU  to  employees  in  coupling  and  uncoupling  cars,  year  ending 

June  SO,  1906, 


8iU»- 
class, 


1 
2 
3 
4 
6 
6 
7 

8 

9 
10 

11 
12 

18 
14 

16 

16 

17 
18 
19 
20 

21 


22 
23 
24 

26 

26 
27 
28 


OatueB. 


Ad^ listing  coupler  with  foot 

Adjusting  coupler,  care  accidentally  started. 
Careless  manipulation  of  uncoupling  lever. . 
Cars  not  equipped  with  automatic  coupler  . . 
Coupler  broken,  using  link  and  pin  or  chain. 
Coupling  damaged  cars 


Coupling  with  chain  or  other  emergency  appli- 
ance on  curve  too  sharp  for  automatic  coupling .. 

Coupling  with  chain  or  other  emergency  appli- 
ance because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 
andbody  of  car 

Uncoupling  without  using  lever  (unnecessaryj 

Uncoupling  without  using  lever,  uncoupling  lever 
not  in  working  order 

Foot  caught  In  frog,  switch,  or  guard  rail 

Opening  or  closing  knuckle  when  cars  were  near 
together,  miscalculated  speed 

Opening  knuckle  when  cars  were  near  together, 
engine  accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on 
foot 


Opening  knuckle,  lost  footing 

Riding  on  car  to  uncouple,  slipt  off 

Struck  bv  object  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to 
slack  running  in 

Caught  by  unexpected  movement  of  car,  due  to 
mistake  or  misundentanding  in  giving  hand  sig- 
nals   

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 
rule 

Hand  caught  between  projecting  load  and  end  of 
next  car 

No  witness  (fatal  Injury) 

Other  causes 

Unexplained , 


Total 


Train- 
men. 


■g 


1 
2 

9 


8 

8 

10 


12 
4 
1 

8 


4 

6 


6 


16 
8 
1 

101 


100 

26 

7 

7 

20 

43 

8 

2 
10 

206 
32 

104 
14 

102 

IS 

14 

24 

4 

18 

78 


10 
50 
28 

48 

18 


Train- 
men in 
yards. 


60 
17 

1,060 


2 
6 

8 


8 


3 
8 
2 

8 

2 

12 

8 


65 


64 
16 
16 
4 
8 
29 


2 
5 

116 
18 

121 
12 

66 

9 

11 

16 

6 

16 

64 


12 
28 
24 

12 

8 


88 
7 

696 


Yard 
trainmen 
(switch- 
ing 
crews). 


1 
6 


2 
19 


7 
16 

12 

1 


6 
4 

4 

8 


2 

13 

2 

6 

1 

11 
8 
2 

130 


120 
56 
22 
9 
28 
89 

38 

1 
13 

306 
3L 

212 
19 

148 

26 

26 
32 

17 
42 

96 


18 
90 
43 

41 

29 


96 
8 

1,646 


Other  em- 
ployees. 


1 
1 


1 
1 
1 


3 
1 


16 


4 
2 

1 


3 

8 


1 
S 

22 
3 

6 
1 

12 


1 
8 


2 
2 
2 


11 
S 

102 
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Table  Dx. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars,  year  ending 

June  SO,  1906, 


Injnried. 


LooB  of  feet 

homotlegB 

UMBof  arms 

Lo«  of  hands 

LoM  of  flngen 

Loss  of  toes 

Fiactured  Bknll 

Pmctured  leg 

FractOTed  arm 

Practnred  collar  bone  or  rlbe 

Fractured  other  bones 

Contnaioii  of  head  or  bodv 

Contusion  or  laceration  of  feet 

Contusion  or  laceration  of  toes  . . . 
Contusion  or  laceration  of  legs  . . . 
Contusion  or  laceration  of  arms . . 
Contusion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingers 

Dislocation 

Internal  injuries 

Sprains 

Shock. 


Train- 
men. 


17 
3 
6 
8 

32 
3 


Train- 
men in 
yards. 


Ifiscellaneous. 


KiUed 


Total  injuries. 


11  I 
's^  ' 

16 

9 

97 

113 

17 

24 

64 

188 

866 

2 

45 

88 

1 

26 


1,060 
101 


Total  killed  and  injured. 


1.161 


6 
5 
2 
4 

16 
5 


2 

8 
8 

76 

69 

11 

27 

89 

121 

228 

2 

30 

10 

1 

19 


Yard 

Other 

train- 

em- 

men. 

ployees. 

18 

1 

6 
14 

1 

t: 

4"^ 

1 

3    

2  1 

11  '                 1 

16                   3 

38 

4 

16 

695 
65 


760 


190 

147 

25 

66 

91 

223 

647 

2 

78 

68 

1 

29 


1,646 
130 


1,776 


13 
8 
1 
2 
8 
17 
31 


5 
8 


3 


102 
15 


117 


RECAPITULATION . 

Total  killed 811 

Total  injured 3,503 

ToUl  killed  and  injured 8,814 

Table  E. — Causes  of  accidents  to  employees  classified  ( C6  and  C7)  as  falling  from  and 
getting  on  or  off  cars  and  engines,  year  ending  June  SO,  1906. 


Sub- 
class. 

Caoses. 

Train- 
men. 

Ti 

m( 

y« 



•s 

a 

« 

1 
1 

2 

\ 

1 

1 
8 

1 

10 
41 
10 

8 

*  •  •  • 

•  ■  •  • 

13 

1  1 

98 

-ain- 
m  in 
irds. 

Yard 
trainmen 
(switch- 
ing 
crew.s) . 

Other  em- 
ployees. 

i 

1 

■ 

a- 

• 

13 
21 
18 

181 

87 

11 

23 

190 

4 

173 
242 
99 
219 
852 

89 

73 

5&1 

3 

i 

•  ■  •  • 

1 

t 

a 
"-» 

a 

1— t 

25 
26 

i 

1 
1 

3 
15 

•  •  *  • 

2 
8 
6 
1 

3 
11 
23 
27 
25 

•  •  «  • 

•  •  *  a 

18 

t 

t-4 

■ 

1 

2 
8 

4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 

Defect  In  car 

31 
38 
33 

312 

152 

27 

36 

873 

12 

344 
478 
264 
495 
756 

169 

124 

788 

4 

9 

Ice  or  sn  ow 

4 

Partinir  of  train , . . , 

2 

14 
16 

3 

4 

35 

2 

139 

21 

8 

4 

2 

28 

3         26 

22  '    371 
15       202 

1  i       18 

8 

Derailment,  collision,  or  Hhock  due  to  abnor- 
mal moyements  of  care  other  than  tho^e  hi 
subclass  8 

82 

CS 

While  setting  brakes 

13 

Fell  f  rom— 

Coal  car 

18 

Frfilght  car  other  than  b<»x  or  onal  c'^r , 

2 
28 

•  •  •  • 

24 

127 

2 

68 

51 

Engine  or  tender 

56 

piufs^nger  c^T.  

16 

Enginn,  tenders,  or  cars  (all  kindM)  not  in 
motion 

165 

11 
VI 

Miscellaneous  causes 

Not  clearly  explained 

16  '    384 
46       169 

167 
76 

13 
14 
15 

16 

17 
18 

Slipt  getting  on  moving  trains  or  cars 

8 
9 

1 

1 
22 

303 
676 

66 

144 

628 
8 

237 

Jumping  On  moving  trains 

292 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  nccitlont 

22 

C7 

Fell  from  engines  or  cars  by  reason  of  defective 
handholds  and  sill  steps 

3 

Getting  on  or  off  moving  engine 

Caught  in  frnff.  guard  rail .  or  switch ..........  ^ ' 

191 
8 

^w  -w 

Total 

305 

1 

17) 

4.436 

1 

2,252 

."1.156    114 

1.410 

1  '        '         II 
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[Public— No.  171.] 

AN  ACT  Requiring  common  carriers  cdk aged  in  Intenstate  commerce  to  make  fall  leports  of  all 

accidents  to  the  interstate  Commerce  Commission. 

Be  il  enacted  by  the  Senate  and  House  of  Hepresentativis  of  the  United  States  of  America 
in  Congress  assembled.  It  ehall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  oflScer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Ck)mmerce  Commission,  at  its  office  in  Wa8hing:ton, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  i>art  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occ^ir  to  its  passengers  or  emplovees  while  in  the  service  of  such  common  carrier 
and  act  ially  on  duty,  ^'liich  report  shall  state  the  nature  and  causes  thereof,  and  the 
circuir  ntances  connected  therewith. 

Sec  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  ihe  end  of  any  month  shall  be  deemed  ^It^  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  tne  time  herein  specified  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  snj  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  tne  foregoinfir 
section  provided. 

Approved,  March  3,  1901. 


SPECIAL  INFOBKATION  OONTAINEI)  IN  PBEOEDINa  BXTIXBTINB.a 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  employees 
killed  and  injured,  and  these  figures  are  classified  accordmg  to  cause  (see  Table  No. 
1 ) ;  also  tables  showing  cost  of  the  different  classes  of  train  accidents.  The  causes  of 
accidents  to  employees  in  coupling  and  uncoupling  and  in  falling  from  cars,  etc., 
are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serious  collisions  and 
derailments  are  dealt  with  in  a  supplementary  table  (Class  A)  showing  the  caueea 
in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1  was  for  the  quar- 
ter ending  September  30, 1901.  The  bulletin  for  the  quarter  ending  June  30  con- 
tains, in  aiddition  to  the  Quarterly  statistics,  tables  showing  the  same  information 
for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  records  one  collision,  killing  6  and  injuring  35  persons,  and  one  derail- 
ment, killing  15  and  injuring  28.  The  collision,  occumng  at  la.  m.,  wasdae 
to  gross  negligence  on  the  part  of  the  men  in  charge  of  a  freight  train.  The 
derailment  was  due  to  an  open  draw.    The  drawbridge  was  not  provided  with 

interlocked  signals,  and  the  engineman  was  not  adequately  acquainted  with  the 
line  of  the  road.  A  collision  and  a  derailment  are  reported  which  were  due  to 
the  lack  of  suitable  detector  bars  at  switches  and  a  collision  which  was  due  to 
failure  of  "controlled  manual''  block  signal  working. 

Bulletin  No.  18  shows  total  casualties  much  lai^rthan  in  the  preceding  quartere,  due 
largely  no  doubt  to  an  enormous  increase  m  traffic.  Many  accidents  are  reported 
in  which  the  men  had  been  on  duty  excessively  long  hours.  One  collision,  kill- 
ing 17  persons,  was  due  to  the  error  of  an  engineman  of  five  months'  experience, 
who  ran  past  five  warning  signals.  Another  collision,  killing  10  persons,  was 
due  to  the  failure  of  the  men  in  charge  of  a  freight  train  to  identify  opposing 
passenger  trains.  One  derailment  of  a  passenger  train,  killing  13  persons,  was 
reported  as  due  to  some  cause  that  could  not  be  discovered. 

BuUetm  No.  19  is  like  Bulletin  18  in  showing  a  lar^  number  of  casnaltieB.  One 
butting  collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24 
injuries  and  $50,000  damages,  besides  the  oamages  for  deaths  and  injuries  of 

gersons.    One  collision  was  due  to  the  nejgligence  of  men  who  had  been  worketi 
agrantly  long  hours.    Particulars  are  given  of  a  number  of  ooUisionB  due  to 
complicated  and  unusual  causes. 


a  For  notes  on  Bulletins  1  to  16,  inclusive,  see  Bulletin  No.  17  or  No.  18. 
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Accident  Bulletin  No.  21. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING   THB 


THRBB   MONTHS   ENDING   SEPTEMBER   30,    1906. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1906,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  "accident  law"  of  March  3,  1901,  was  267,  and  of  injured,  3,891. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  19,850  (1,182  killed  and 
18,668  injured).  These  accidents  are  classified  in  the  following  table. 
These  reports  deal  only  with  {a)  passengers  and  (J)  employees  on  duty.^ 

Table  No.   1. — CatuaUies  to  persoru,  Jtdy,  Augiut,  and  September,  1906,  ^  « 


Coll  isions 

Demilments 

MiscellBneouB  train  accidentfl.  incladlng 
locomotive-boiler  ezplosiona 


Total  train  accidentfl 


Coupling  or  uncoupling 

While  doing  other  work  about  trains  or 
whi le  attending  switches 

Coming  In  contact  with  overhead  bridges, 
Btmctnre^  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  get- 
ting on  or  ofT 

Other  causes 


Total  (other  than  train  accidents). 


Passen- 
gers. 


Persons 
carried  un- 
der agree- 
ment or 
contract. 


Total  ( a,  b, 
and  bb). 


25 
16 


41 


36 
11 


1 

9 

a 


902 
811 

16 


1.728 


13 

551 
727 


49  j  1,291 


i4 


2 
9 


i 


•2 


5.    !  - 


69 
107 


11 


6 
2 


180 


21 
76 


27 
25 


52 


42 
13 


99     58 


I 

9 

"a 


Train  men. 


I 


971 
918  ' 


72 
61 


19       10 


1.906  I  143 


15 
572 


1.390 


32 
21 
22 

84 

68 


Train  men 
in  yards. 


578 
384 

252 


I 


1.209 


• 

• 

? 

g 

? 
•^ 

14 

191 

8 

60 

1 

68 

23 

319 

295 
2.182 
211  I 


12 

12 

1 


1,240  >     30 
190       33 


227  I  4.118  '    88 


Total  all  claaaea I  90  j  3.019     20        279   110     3,298     370     5,327     111 


174 

724 

65 

587 
84 


1.634 


1,953 


a  In  Table  No.  1  the  pa<isengers  have  been  divided  into  three  classcn.  Class  a  includes  all  ordinary 
pa«engers.  Class  b  includes  passengers  traveling  on  freight  trains.  Class  bb  includes  persons  who 
are  customarily  carried  on  trains  under  special  arrangements,  such  as  postal  clerks  and  express  mes- 
sengers, employees  on  Pullman  rars.  newsboys,  live-stock  lenders,  and  men  in  charge  of  freight. 

&  Table  No.  1  is  continued  on  next  page. 

cAcctdents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee  injured 
from  performing  his  accnstoraod  service  for  more  than  three  days  in  the  aggregate  during  the  ten 
days  immediateiy  following  the  accident  are  not  reported. 

(3) 


Table  No.  1. — CaguaUies  to  penonSf  July^  AugutUf  a$id  September ^  1906 — Ckintinued. 


Collisions 

Derailments 

Miscellaneous  train  accidents,  Including 
locomotiye-boiler  explosions 


Total  train  accidents 


CouDling  or  uncoupling 

While  doing  other  work  about  trains  or 
while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  get- 
ting on  or  off 

Other  causes 


Total  (other  than  train  accidents). 


Total  all  classes 141 


1 

Yard  train   , 
men  (switch- 
ing crews). 

Other  em- 
ployees. 

Total  em- 
ployees. 

Total  all 
penons. 

7 
6 

1 

a 
ft 

i4 

• 

•I 

t 

s 

Injured. 

1 

s 

« 

1 

114 
67 

22 
6 

152 
66 

115 
80 

1,090 
577 

142 
105 

2.001 
1.495 

7 

S4 

2 

22 

20 

876 

20 

395 

i      19 

215 

80 

240 

215 

1,968 

267 

3.891 

33 

451 

4 

22 

81 

942 

81 

942 

14 

787 

■      26 

789 

78 

4,482 

73 

4.432 

7 

107 

'        2 

14 

82 

397 

35 

412 

42 
26 

800 
83 

88 
855 

899 
4,283 

,    189 
'    4^ 

8,026 
4.590 

■  13,387 

281 
495 

S.5M 
5,398 

122 

2,178 

.    420 

5,457 

857 

915 

14,777 

141 

i 

2,398 

450 

5,697 

1,072 

15,370 

1.1S2 

IS.  668 

1 

. 

_ 



The  totals  in  Table  No.  1  continue  large.  In  some  few  details  there 
are  small  decreases  from  the  corresponding  quarter  one  year  ago,  but 
in  general  there  is  no  improvement.  The  causes  of  the  great  losses 
of  life  and  property  here  shown  have  been  repeatedly  discussed  in 
preceding  bulletins.  The  number  of  passengers  killed  in  train  acci- 
dents (52  in  this  quarter)  is  large,  though  it  includes  the  results  of  only 
three  particularly  notable  cases,  namely,  collision  No.  28  and  derail- 
ments 10  and  12.  The  comparison  with  Quarterly  Bulletin  No.  17 
(a  year  ago)  and  also  with  Bulletin  20  shows  the  following  numbers 
killed: 


1.  Passengers  killed  in  train  accidents 

2.  PajKsengers  killed,  all  causes 

8.  Employees  killed  in  train  accidents 

4.  Employees  killed  in  coupling 

5.  Total  passengers  and  employees  killed,  all  causes 


Bulletin  21. 

BulleUn  20. 

Bulletin  17. 

52 

27 

43 

110 

81 

122 

215 

167 

229 

81 

68 

74 

1,182 

988 

1,058 

The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  3,672  (1,891  collisions  and  1,781  derailments),  of 
which  269  collisions  and  201  derailments  affected  passenger  trains. 
The  damage  to  cars^  engines,  and  roadway  by  these  accidents  amounted 
to  $2,932,760.     Given  more  in  detail,  these  facts  appear  as  below: 

Table  No.  2. — CoUitians  and  derailments. 


Collisions,  rear 

CollisioDS,  buttin^r 

Collisions,  trains  separating 
Collisions,  miscellaneous  . . . 


Total. 


Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  eauipment 

Derailments  due  to  negligence  of  trainmen ,  signalmen,  etc . 
Derailments  due  to  unforeseen  obstruction  of  track,  etc. . . 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 


Total 

Total  collisions  and  derailments . 


Number. 


Loss. 


424 

257 

18S 

1,027 


1,891 


t»88,807 

428,762 

92, 787 

464,684 


1,375,040 


318 
808 
118 
98 
18 
426 


256,625 
620,560 
138,880 
146,814 
26,924 
368,967 


Persons 
killed. 


Persons 
Injured. 


40  I 
59  i 
4 
39 


142 


14 
19 
19 
17 
5 
31 


463 

708 

8S 

762 


2,001 


853 
224 
167 
270 
19 
472 


1,781  I    1,557,720 


105 


1,4U5 


8,672  I    2,932.760 


247 


3,49(> 


Note.— Collisions  snd  derailments  whicli  cause  no  death  or  personal  injur>'  and  which  cause  not 
over  fl50  damage  to  the  property  of  the  railroad  are  not  reported. 

Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which  pas- 
sengers are  killed,  and  those  doing  damage  less  than  $10,000  and  down 
to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of  particular 
interest: 

Tabl£  2«. — Causes  of  forty-five  prominent  train  accidents  {Class  A). 

[Note.— R.  stands  for  rear  collision:  B..  butting  collision;  M..  miscellaneous  collisions:  D.,  derail- 
ment; P..  passenger  train;  F.,  freight  and  miscellaneous  trains.] 

(COLLISIONS. 


No.  I 


1 
2 


i 


Kind  of  train. 

■s 

1 

Kil 

F.and  F 

2 

2 

1 

P.  andF 0      0 


3 

B 

F.  and  F 

..     1 

16 

4 

R 

F.  and  F 

..     0 

0 

5 

R 

r.  and  F.... 

..      0 

3 

6 

R 

F.and  F 

..      0 

1 

7 

R 

P.  and  F 

..      2 

6 

98 


^  *  > 
2"! 


h 


c'g 


a  o 


Cause. 


& 


$440     86 


600     15 


2. 800     45 

2. 5I»     78 


2.700     53 
3,000       4 


3.045     64 


Two  passengers  killed  iu  freight  caboose.  Train 
standing  at  station  (1  a.  m.)  with  indistinct  tail 
lightM. 

ColliHion  at  crossing.  Signalman  disconnected  inter- 
locking HO  that  signals  could  be  set  clear  for  both 
roads  at  the  same  time  and  went  out  for  a  social 
evening.  While  he  was  gone,  yard  men  disobeyed 
his  verbal  instnictions  not  to  enter  upon  the  cros5»- 
InK. 

Conductor  of  work  train  failed  to  arrange  for  flag 
protection;  16  lalK>rer»  injured. 

Block-signal  operator  became  confused  and  gave 
false  clear  signal;  cngineman  approached  station, 
disregarding  rule  to  run  under  control. 

Flagman  mt-tlook  whistle  signal  to  go  out,  interpret- 
ing it  to  mean  come  in. 

Automatic  block  signal  showed  clear  falsely-  cause 
not  discovered,  but  believed  to  bt-  rt^idual  mag- 
netism due  to  lightning. 

Wrong  signal  given  at  interlot'kiug.  See  note  in 
text  below. 


6 

Table  2a. — Ccnuei  offorty-five  prominent  train  accident*  ( Cta»  A ) — Con  tinned. 

COLLISIONS—Contlxiued. 


No. 


15 


1 


-25 


26 


27 

28 
29 


80 

31 
S2 


t> 


8       B 


10  B 

11  R 


Kind  of  train. 


F. and  F. 


9 


"3* 


F.  and  F. 

F.  and  F. 
F. and  F 


0 


7  I  16 

2  I    8 
1  I    2 


12       B       F.  and  F 


2  c'O 


el 


Cause. 


13.113  ,  99 


3,420  I  61 


8,600 
8,700 


8,700 


r^       B     IF.  and  F |    ll    2'    8,720 


14       M    I  F.  and  F 
14a     B     '  F.  and  F 


B       P.  and  H 


16  I    R       K.  and  F 

17  I    B     ,  F.  and  F. 


18  ;   M   '  F 


19  '  R     I  P.  and  P, 

I 
I 

20  '  B       F.  and  F. 

21  B       F.  and  F. 

22  I  M    :  P.  and  F. 

23  B     '  F.  and  F. 

24  M 


2 
2 
0 
1 


8,960 
8,980 


5  I    4,200 


51 
57 


97 

6 

41 
89 

80 


0  I    4,900     90 


1  i    5,018 


6,600 


55 


46 


M 


B 


M 

B 
B 


P.  and  P. 
P.  and  F. 
F.  and  F. 

F.  and  F. 

P.  and  F. 
F  and  F . 


B       P  and  F 


R    I  P  and  F 
B    I  F  and  F 


8     86  '    7,085  95 

7,880  ,  54 

10,000  60 

4     85     11.000  91 

4       2     12.000  18 


2  I    3  ,  12,750 


8  I  12.800 


7       1      18.450 


I 


0      0  '  13,600 

17     56     14,600 
2  •    5     15.000 


81  I 
79 
92  ' 

94  I 

I 

12  I 
8  I 


I 


2       4     16.083       8 


0  I    0     16,885 
8       5     29.200 


Total 


66  226  256.529 


87 
98 


Extra  train,  waiting  on  side  track  for  two  trains, 
started  out  after  passage  of  one  train;  had  answered 
whistle  signal  oi  the  passing  train. 

Fast  running  under  permissive  hlock  signal.  See 
note  in  text  below. 

False  clear  block  signal.    Bee  note  in  text  below. 

Occurred  3  a.  m.  Signalman  at  B  (3  months'  experi- 
ence) gave  false  clear  signal.  The  signalman  at  C. 
a  man  of  6  months'  experience,  claims  that  he  told 
B  to  give  a  permiaeilve  signal.  The  flagman  of  the 
leading  train  was  killed  while  sitting  in  hia caboose. 

Operator,  with  4  train  orders  in  nis  nnmrnstnn. 
delivered  wrong  one  to  a  conductor:  haa  sent  con- 
ductor's signature  to  dispatcher  before  train  ar- 
rived. 

Butting  collision  of  extra  trains.  Dispatcher  (4 
yeanr  experience)  forgot  both  and  i^ent  meeting 
orders  to  neither. 

Cars  broke  away  from  rear  of  train  and  ran  back  down 
grade.    See  note  in  text  below. 

Error  in  order.  Dispatcher  sent  it  "Right  over  27." 
Operator,  20  years  9  months  of  age,  copied  it  "Right 
over  26."  and  dispatcher  did  not  detect  wrong 
repetition. 

Mistake  in  order.  Receiving  operator  omitted  two 
words,  and  dispatcher  failed  to  check  the  error  in 
the  repetition. 

Inefficient  flagving;  train  apnroached  station  not 
under  control.  Men  on  leading  train  on  duty  22 
hours ;  on  following  train,  19  hours. 

Continued  trip  after  losing  right  to  road  by  betng  12 
hours  late.  Engineman  1  month  in  the  service; 
conductor,  4  months. 

Train  parted:  rear  portion  ran  into  forward;  82  cars 
in  train,  only  10  air- braked.  Conductor  intrusted 
making  up  of  train  to  brakeman:  this  brakeman 
killed. 

Failure  of  air  brakes.  Angle  cock  closed  in  middle 
of  train.    Report  says  cause  unknown. 

Engineman  overlooked  meeting  order.  See  note  In 
text  below. 

Mistake  in  writing  name  of  station  in  train  order. 
Operator  (experienced)  can  not  explain. 

Freight  train  switching  on  main  track  on  time  of 
passenger  train. 

Engineman, southbound. overlooked  meeting  order; 
conductor  slow  in  applying  brakes. 

Passenger  train  on  siding  drifted  out  onto  main 
track  while  engineman  was  reading  orders;  train 
stnick  by  express  train  passing  in  same  direction. 

Freight  train  on  siding  broke  in  two:  14  cars  ran 
back  down  grade.  Conductor  and  brakeman  tried 
to  stop  cars,  but  brakes  were  defective. 

Engineman  overlooked  orders;  engineman  and  con- 
ductor killed.  A  brakeman  called  engineman's 
attention,  but  while  he  read  order  to  verify  brake- 
man's  assertion,  collision  occurred. 

Collision  at  meeting  point.  Southbound  approached 
not  under  control.    See  note  in  text  below. 

Confusion  of  orders.    See  note  in  text  below. 

Conductor,  engineman,  and  flagman  forgot  meeting 
order.  Flagman  had  signed  for  conductor;  con- 
ductor asleep  in  caboose  at  time  of  collision. 

Misinterpretation  of  orders;  conductor  and  engine> 
man,  on  duty  18  hours;  used  main  track  until  9.30 
when  order  gave  them  only  till  9. 

Train  stalled  35  minutes  failed  to  flag.  Men  on  duty 
14  hours  35  minutes. 

Conductor  and  engineman  of  extra  train  overlooked 
regular. 


Tabui  2a. — 0atuie9  off&rty-five  prominerU  train  accidentn  {Class  A ) — CVmtinued. 

DERAILMENT8. 


No. 


;  S 


2  >    D 


8 

4 
5 

6 

7 

8 

9 
10 
11 

12 


D 

D 

D 
D 


D 
D 
D 


1 

Kind  of  train. 

Killed. 
Injured. 

p 

0 

0 

0 

0 

0 

2 
0 

2 

0 
7 
6 

9 

7 

1 

12 

8 
32 

4 

86 

2 

0 
40 
60 

43 

F 

p 

F 

p 

p 

p 

F 

F 

p 

P 

P.... 

» »-  g 

,i^  aS  * 

5  ■'2 


&«?    ^ 


Si! 


Q  0$ 


Total  derailments. . 

Total    derailmentfl 
and  collisions  . . . . 


12.600 

4,050 

5.100 

6,700 

6,000 

7,000 
8,200 

8.780 

11.600 
18,265 
38,000 

57.300 


35 


83 


20 


105 

106 

115 
102 

34 

21 

23 

108 

101 


Cause. 


Misplaced  switch.  Switch  tender,  having  Beveral 
switches  to  watch,  forgot  this  one;  on  duty  18 
hours,  the  yard  being  short  of  men. 

Passenger  car  and  9  freight  cars  ran  away  down 
steep  grade.  Conductor  and  brakeman  carelessly 
left  cars  with  hand  brakes  not  properly  set. 

Track  out  of  gauge  i  inch;  engine  swayed  so  vi- 
olently as  to  break  a  splice  bar.  Speed,  50  mile& 
an  hour;  center  of  boiler  9  feet  6  inches  above  rail. 

Freight  cars  ran  back  down  3  per  cent  grade;  brake- 
man  neglected  to  set  enough  hand  bmkes. 

Washout;  6.45  a.  m.:  section  foreman  blaimed  for  not 
goinsr  out  promptly  in  storm. 

Open  draw;  engineman  (good  record)  killed. 

Ran  into  burning  trestle  bridge,  6.50  a.  m.  Fire 
probably  set  by  spark  from  a  locomotive. 

Runaway  on  steep  grade;  engineman  lost  his  hetul 
and  did  not  recharge  air  reservoir. 

Bridge  knocked  down  by  boom  of  steam  shovel. 

Excessive  speed.    See  note  in  text  below. 

Pile  bridge  weakened  by  high  water.  Bridge  rebuilt 
in  1904;  17i  feet  high,  spans  15  feet. 

Misplaced  switch.  Switch  light  not  burning,  having 
been  extinguished  by  high  wind.  Train  approached 
at  60  miles  an  hour. 


Collision  No.  28,  the  worst  in  the  list,  killing  17  persons,  was 
between  an  eastbound  passenger  train  and  a  westbound  freight.  The 
collision  occurred  between  R  and  H  (H  being  6  miles  east  of  R). 
At  R  the  night  operator  held  an  order  for  the  passenger  train  to  meet 
the  freight  at  R,  but  while  he  was  outside  of  his  office  with  this  order, 
intending  to  deliver  it  to  the  men  in  charge  of  the  pasvsenger  train, 
the  day  operator,  who  had  gone  off  duty  a  short  time  before,  went 
hack  into  the  office  and,  hearing  a  call  from  the  dispatcher,  took  an 
order  annulling  the  one  which  had  been  carried  out.  This  order  would 
have  the  effect  of  permitting  the  train  to  proceed,  but  without  waiting 
for  the  final  approval  (''complete")  of  the  dispatcher,  which,  under 
the  rule,  is  absolutely  necessary  before  it  is  permissible  to  act  on  an 
order,  he  shouted  through  the  window  to  the  operator  outside  to 
permit  the  train  to  proceed.  This  was  done,  and  the  train  went  on  to 
its  destruction.  The  westbound  train  had,  meanwhile,  passed  H, 
because  the  original  order,  to  meet  at  R,  as  delivored  to  that  train, 
was  still  in  force. 

The  operator  who  recklessly  allowed  the  eastbound  train  to  proceed 
on  the  authority  of  an  order  which  had  not  been  approva^d  was  21  years 
old,  and  had  been  in  the  service  of  the  company  over  four  years. 

Collision  No.  7.  occuiTed  at  about  10  p.  m.,  and  was  due  to  confusion 
at  an  interlocking  tower  on  a  four-track  line.     A  locomotive  (without 
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train)  approaching  on  the  eastbound  passenger  track  was  to  have  been 
diverted  to  the  freight  track,  and  (after  the  engine  had  stopped)  the 
switches  and  signals  were  so  set.  After  the  engine  started  the  lever- 
man  began  to  set  the  signals  and  switches  for  a  following  passenger 
train  (approaching  on  the  same  passenger  track),  but  acted  so  quickly 
that  he  threw  the  cross-over  switch  before  the  empty  engine  reached 
it,  though  it  had  passed  the  signal.  The  engineman,  seeing  the  mis- 
take, stopped ;  but  knowing  the  passenger  train  was  due  he  started 
ahead  again  slowly,  thinking  the  signal  was  meant  to  direct  him  to 
proceed  to  the  limits  of  the  interlocking.  The  levcrman  then  signalled 
the  engine  to  stop,  and  immediately  followed  this  with  a  signal  to  set 
back.  The  engineman,  not  being  satisfied  with  this,  whistled  for  sig- 
nals again.  He  was  then  given  a  violent  signal  to  back  up,  the  lever- 
man  believing  the  engine  to  be  on  the  freight  track,  to  which  he 
supposed  it  had  crossed.  The  engineman  started  to  back  his  engine, 
but  just  then  saw  the  passenger  train  approaching  at  a  high  speed. 
He  reversed  his  engine,  starting  it  in  the  same  direction  as  the  passen- 
ger train  was  running,  and  ,by  so  doing  lessened  the  shock  of  the  col- 
lision considerably,  though  the  passenger  train  was  running  about  50 
miles  an  hour  when  it  struck.  Both  the  leverman  and  the  signalman 
(his  superior)  were  men  of  experience,  but  both  of  them  thought  that 
the  empty  engine  passed  the  tower  on  the  freight  track. 

Collison  No.  9  in  which  a  work  train,  not  in  motion,  was  run  into  at 
the  rear  by  a  following  freight  train,  killing  7  and  injuring  12  of  the 
workmen  on  the  work  train,  was  due  to  the  excessive  speed  at  which 
the  freight  train  was  running.  The  work  train  had  stopped  to  take 
water  and  the  freight  tmn  had  been  allowed  to  proceed  into  the  block 
section  under  a  permissive  signal,  which  required  the  engineman  to 
run  at  a  rate  of  speed  suflSciently  low  to  avoid  the  possibility  of  collid- 
ing with  any  standing  train;  but  this  requirement  was  violated.  The 
experience  of  this  engineman  was  one  year  eight  months. 

Collision  No.  10  was  due  to  what  appears  to  have  been  gross  care- 
lessness on  the  part  of  a  block  signalman  on  a  single-track  line.  After 
giving  a  clear  signal  to  a  northbound  train,  the  train  was  delayed  so 
*  that  it  could  not  accept  and  use  the  signal.  The  train  dispatcher 
then  directed  the  signalman  to  change  the  signal  to  stop,  but  he  did 
not  do  so,  and  the  northbound  train  soon  afterwards  started  and 
collided  with  a  southbound  which  had  been  admitted  to  the  block 
section  under  the  authority  of  the  train  dispatcher  after  he  had  ordered 
the  change  from  "  clear  "to  "  stop."  The  signalman  absconded  imme- 
diately after  committing  this  error. 

Collision  No.  14,  occurring  at  night,  was  due  to  a  defect  in  coupling 
apparatus  and  to  cars  being  left  standing  on  a  steep  grade  without 
HufBcient  hand  brakes  being  set  to  hold  them.  A  train  of  eleven  can* 
and  a  caboose  arrived  at  W.,  and  entered  a  sidetrack  to  unload  freight. 
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In  moving  the  train  back  a  shoil  distance,  the  eleventh  car  became 
uncoupled  from  the  tenth,  and  with  the  cabooi^e  behind  it  ran  back 
down  grade  5  miles  to  the  point  of  collision.  The  train  men  were  busy 
unloading  freight  and  did  not  discover  the  breakaway  until  too  late  to 
stop  the  detached  cars.  The  separation  of  the  caboose  and  express  car 
from  the  rest  of  the  train  was  due  to  the  clevis  of  the  lock  pin  of  the 
coupler  of  the  freight  car  ahead  becoming  caught  on  the  buffer  of  the 
express  car,  lifting  the  pin.  The  report  indicates  that  the  hand  brake 
was  set  on  the  caboose,  but  that  this  was  not  sufficient  to  prevent  the 
two  cars  from  running  down  the  grade.  The  collision  wrecked  the 
express  car  and  the  caboose,  and  the  wreck  took  fire.  The  damage 
due  to  the  collision  and  fire  together  amounted  to  $3,930. 

Collision  No.  20  was  a  butting  collision  due  to  forgetf ulness  on  the 
part  of  an  engineman  21  years  old,  who  had  been  on  duty  thirty-nine 
hours  and  twenty -five  minutes.  He  had  received  a  meeting  order,  but 
had  put  it  into  his  pocket  without  reading  it.  He  ran  past  the  meet- 
ing place  and  struck  the  opposing  train  at  about  12  miles  an  hour. 
This  engineman  had  been  in  the  service  four  years,  having  been 
appointed  fireman  at  the  age  of  17,  and  had  been  an  engineman  about 
ten  months.  He  had  been  on  duty  from  11  p.  m.  on  Friday  until  2.50 
p.m.  on  Sunda}'.  The  conductor,  who  had  been  on  duty  the  same 
length  of  time,  tried  to  signal  the  engineman  to  stop.  If,  instead  of 
this,  he  had  applied  the  air  brakes  he  might  have  prevented  the  collision. 

(Jollision  No.  27,  causing  damage  to  engines  and  cars  amounting  to 
$13,600,  was  due  apparently  to  extraordinary  carelessness  in  running 
a  heavy  freight  train  down  a  steep  grade,  depending  entirely  on  the 
hand  brakes  as  a  means  of  controlling  the  speed.  It  was  a  southbound 
freight  train.  The  air  brakes  had  been  made  unserviceable  by  the 
breaking  of  the  reversing  rod  of  the  air  pump  on  the  engine.  The 
conductor  notified  the  train  dispatcher  at  A  that  he  should  not  dare  to 
start  for  B,  the  grade  being  124  feet  per  riiile,  descending,  unless  the 
up  freight,  which  he  expected  to  meet  at  B,  could  take  the  side  track 
(the  rule  requiring  that  ordinarily  southbound  trains  should  take  the 
siding).  The  dispatcher,  who  had  been  on  this  division  only  three 
weeks,  at  once  gave  the  desired  order,  and  the  southbound  train  pro- 
ceeded. It  consisted  of  61  cars,  17  of  them  loaded.  The  conductor, 
two  brakemen,  and  the  fireman  manned  the  brakes,  but  they  were 
unable  to  control  the  train,  and  it  struck  the  northbound  train,  at  about 
15  miles  an  hour,  just  as  the  latter  was  entering  the  side  track  at  B. 
The  wreck  took  fire,  presumably  from  the  wrecked  engine,  and  the 
damage  was  largely  due  to  the  fire.  The  dispatcher,  who  should  have 
ordered  the  southbound  train  held  until  another  engine  could  be  pro- 
cured, which  would  not  have  been  long,  had  had  twenty  years'  experi- 
ence  on   other   roads.     The   conductor  and   the   engineman   of    the 
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8outhbound  train,  as  well  as  the  two  brakemeD,  had  had  long  experi- 
ence on  trains.     They  had  been  on  duty  only  a  few  hours. 

Derailment  No.  10  occurred  on  a  10  degree  curve  (superelevation  5i 
inches)  at  the  exit  of  a  tunnel,  and  the  engine  and  first  two  cars  fell  into 
a  lake,  the  engine  and  tender  being  entirely  submerged.  A  gas  tank 
of  the  baggage  car  exploded  and  set  fire  to  the  smoking  car,  burning 
several  persons.  The  tender  was  the  first  vehicle  to  jump  the  track, 
but  as  no  defect  could  be  found  in  its  wheels  or  running  gear,  the 
conclusion  is  that  the  derailment  was  due  to  excessive  speed.  The 
train  was  running  at  abour  45  miles  an  hour.  The  engineman  was 
killed,  his  body  being  found  in  the  cab  of  the  locomotive  at  the  bottom 
of  the  lake.     Of  the  other  persons  killed,  8  were  passengers. 

Tablb  No.  3. — IktaiU  of  Table  No.  I — Causes  of  accidents  to  employees  in  eoupHng  and 

uncoupling  cars. 


Sub- 
cla.HB. 


Causes. 


Train- 
men. 


Train- 
men In 
yards. 


1 

2 
3 
4 
6 
6 
7 


9 
10 

11  • 

12  j 

13 
14 

16 

17 
18 
19 

ao 

21 


22 
28 
24 

25 

26 

27 
28 


1 


Adjusting  coupler  with  foot 

Adjusting  coupler,  cars  accidentally  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling-damageil  cars 

Coupling  with  chain  or  other  emergency  appliance 

on  curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 

because  of  uneven  track 

Coupling  or  uncoupling  safety  chainn 

Fingers  or  hand  caught  between  uncoupling  lever 

and  body  of  car 

Uncoupling  without  UMing  lever  (unnecessary) i . . . 

Uncoupling  without  using  lever,  uncoupling  lever  | 

not  in  working  order '    1 

Foot  caught  i n  frog,  switch,  or  guard  rail i    2 

Opening  or  closing  knuckle  when  cars  were  near  ! 

together,  miscalculated  speed 1 

Opening  knuckle  when  cars  were  near  together, 

engine  accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on 

foot 


Opening  knuckle,  lost  f(X)ting 8 

Riding  on  car  to  uncouple,  slipped  off '    4 

Struck.by  object  at  side  of  track |    1 

Caught  by  unexpected  movement  of  car,  due  to  } 

slack  running  in !    4 

Caught  by  unexpected  movement  of  car,  due  to 
mistake  or  misunderstanding  in  giving  hand  sig- 
nals   


Uncoupling  moving  cars  and  lost  f(M>ting 

Parts  hard  to  move,  causing  delay 

Went  between  cjirs  unnecessarily  and  contrary  to 
rule 


Hand  caught  between  projecting  load  and  end  of 

next  car 

No  wltne«-s  ( fatal  injury) 

Other  causes  (see  detailed  list  below) 

Unexplained 


3 


•s 


5    lii 


19 


4 
5 


14 
6 
1 


19 

4 

7 

7 

12 

h 


t>8 

10  : 


1 

2 


2 

"l" 


Yard 
trainmen 
(switch- 
ing 
crews) . 


Other  em- 
ployees. 


i5   ;  ^ 


12 
5 
2 
2 
4 
9 


27 

6 


16 


3 
5 

3 


4 
3 


8 
S 


I 


3    ^ 


34 

6 

4 

8 

10 

21 

11 

4 

6 

«8 
7 


1 

3 

*  a  *  ■ 

•  •  a  « 
«  •  •  • 

t 

9 

1 
1 

2 

1 

«  •  •  • 

w  ■  •  • 

«  •  ■  ■ 

1 

43 
2 

"i' 

29 

1 

4 

6  1 

66 
5 

22 

*  • .  • 

18 

4 

29 

1 

. .  .-1 

4 

1 

5 

1 
6 
9 
9 

•  •  •  • 

1 

1 
4 

1 
2 

2 

•  •  ■  • 

8 
17 

7 
11 

>  •  «  •  I 


.1 
1 

I 

8 


2 

•  •  ■  • 

7 
11 

1  .. 

...  .i 

2 

•   ■   B  ■ 

23 

2 

•  •   «   • 
■  •  •  ■ 
«   ■   •  • 

7 
14 
15 

....'.. 

*  •  •  • 

*  ■  •  • 

2 

19 
5 

■  •  a  * 

t 

? 

•  >  •  • 



19 
8 

•  •  •  • 

I   .. 

1 

Total 32   295  12   174  33   4.M 
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DeUtiU  ofinjurifHinrluded  in  Table  No.  3^  suhdasg  No.  S7, 

J.  1.  Jar  caused  brake  wheel  to  fall  on  head. 

J.  2.  Stepped  on  switch  stand;  sprained  ankle. 

J.  3.  Raising  lever;  was  raptured. 

J.  4.  Standing  on  car;  knocked  off  by  sadden  moyement  of  car. 

J.  5.  Put  foot  on  rail;  run  over. 

J.  6.  Draw  head  broken,  and  piece  struck  hand. 

J.  7.  Glove  caught. 

J.  8.  On  inside  of  sharp  curve;  squeezed. 

J.  9.  Stepped  in  hole. 

J.  10.  Stepped  on  nail. 

J.  11.  Gave  locking  dog  sudden  jerk  and  tore  hand. 

J.  12.  Adjusting  coupler;  strack  hand  with  bolt. 

A.    1.  Lever  chain  broke  and  struck  hand. 

A.    2.  Car  door  fell  on  head. 

A.    3.  Cut  foot  on  broken  glass. 

A.    4.  Struck  by  air  hose. 

A.    5.  Piece  of  coal  fell  on  head. 

A.    6.  Lost  footing  and  fell  on  track. 

A.    7.  Load  of  rails  shifted,  catching  hand. 

A.    8.  Lever  flew  up  and  struck  \f^. 

A.    9.  Stepped  into  water  box,  scalding  foot. 

A.  10.  Lump  of  coal  struck  head. 

A.  11.  Lever  on  gravel  car  struck  hand. 

A.  12.  Timber  fell  from  car,  breaking  leg. 
S.  1.  Piece  of  coal  fell  on  heel. 
8.  2.  Clothes  caught  on  car;  stomach  crushed. 
S.  3.  Lever  flew  up  and  struck  chest 
S.  4.  Stepped  on  nail. 

S.  5.  Jar  of  coupling  caused  acid  to  fly  in  face. 
R.  6.  Stepped  in  a  hole. 
8.  7.  Struck  in  neck  by  lever. 
S.  8.  Piece  of  scrap  fell,  cutting  chest. 

8.  9.  Opening  knuckle;  assistant  jerked  lever,  catting  finger. 
S.  10.  Lever  flew  over,  striking  hand. 
8.  11.  Lock  pin  lever  caught  hand. 
S.  12.  Struck  bv  lever  in  side. 
S.  13.  Strack  arm  against  comer  of  car. 
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Tablb  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 


Lobs  of  feet 

L068  of  leg& 

L1O8S  of  arms 

Lo«9  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  body 

Ck>ntusion  or  laceration  01  feet  . . . 
Contusion  or  laceration  of  toes  . . . 
Contusion  or  laceration  of  legs  . . . 
Contusion  or  laceration  of  arniM  . . 
Contusion  or  laceration  of  hands . 
Contusion  or  laceration  of  fingers. 

Dislocation 

Internal  injuries 

Sprains 

Shock 

Miscellaneous 


Train- 
men. 


8 

2 
2 


Train- 
men in 
yards. 


16 
4 


1 
1 
7 
7 

38 
25 
6 
18 
21 
47 
95 
1 


6 


I 


8 
2 
9 
1 


Yard 

train- 
men. 


1 
4 

1 

27 

15 

2 

7 

6 

29 

60 


1 
2 


Other 
em- 
ployees. 


8 
4 
4 
8 
19 
4 


2 
6 
7 

10 
63 
87 
10 
25 
24 
64 
145 


6 
8 


6 
4 
1 


Killed 


Total  injuries 


296 
g'i 


IV4 
12 


Total  killed  and  injured. 


827 


186 


451 
S3 


484 


'4 


26 


RECAPITULATION. 


Total  killed.. 
Total  Injured 


Total  killed  and  injured 


81 
1.023 


Table  No.  4. — Details  of  Table  No,  J. — Causes  of  accidents  to  employees  classified  ( <tS 
and  (y?)  lis  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


C& 


1 
2 
8 
4 


C7 


6 

am 

I 

8 

9 

10 

11 
12 
13 
14 
16 

16 

17 
18 


Causes. 


Train- 

Train- 
men in 

men. 

yards. 

•s 

red. 

i  ,  1 

s 

9 

c 
1—1 

^  1 

2. 

i-4 

Yard 
erews). 


4) 


Fell  from  roof  of  box  car  by  reason  of — 

Defect  In  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclass  3 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in  mo- 
tion   

Miscellaneous  oau-nes 

Not  clearly  explained 

Slipped  getting  on  moving  tmins  or  ears 

Jumping  off  moving  trains 

Jumping  from  engines  or  ears  anticipating  colli- 

slon.  derailment,  or  other  accident 

Fell  from  engines  or  ears  by  reason  of  defective 

handholds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


2 

i' 


6 
1 


10 


7 

18 
3 


11 

25 

6 

8 

1 


8 


57 
29 

8 

49 

128 

13 

61 
256 

70 
134 
188 

53 

37 

195 

4 


Total 1  84   1,240 


4 

2 
8 
1 


3 


8 
2 

1  ' 
2 


•  •  •  • 
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86 
28 

8 
21 
60 

1 

88 
182 
89 
46 
60 

8 


5  I 

2 


2 
4 

2 

1 
8 
5 
8 


....1 

22 

•  •  •  * 

4 

85 

6 

•  •  •  •  I 

4 

1 

SO 

687 

42 

14 

201 

45 

65 

114 

13 

40 

108 

4 


71 

9  1  ' 

17  2  1 

32  2  i 

1  !  1  , 


1 

2 
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[Public— No.  171.] 

AN  ACT  Baqoiiing  cxnnmon  carrlen  enrared  in  inteiBtate  commerce  to  make  full  reports  of  all 

accidents  to  the  Interstate  Commerce  Gommisslon. 

Be  U  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
luav  occur  to  its  oassengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  auty,  which  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

See.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
nc>t  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

8bc.  3.  That  neither  said  report  nor  an  v  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sbc.  4.  That  the  Interstate  Commene  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  tne  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SFECIAIi  IKFOBMATION  CONTAINED  IN  PRECEDING  BULLETINS.'' 

Each  accident  bulletin  contains  tables  showingthe  numl)er  of  passengersand  employees 
killed  and  injured,  andthes<e  figures  are  classified  according  to  cause  (see  Taole  No. 
1 ) ;  also  tables  showing  cost  of  the  different  classes  of  train  accidents.  The  causes  of 
accidents  to  em|>loyees  in  coupling  and  uncoupling  and  in  falling  from  cars,  etc.. 
are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serious  collisions  and 
derailments  are  dealt  with  in  a  supplementary  table  (('lass  A)  showing  the  causes 
in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1  was  for  the  (]uar- 
ter  ending  8ef)tember  30, 1901.  The  bulletin  for  the  quarter  ending  June  30  con- 
tains, in  addition  to  the  ouarterly  statistics,  tables  showing  the  same  information 
for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  records  one  collision,  killing  6  and  injuring  35  persons,  and  one  derail 
ment,  killing  15  and  injuring  28.  The  collision,  occurrmg  at  1  a.  m.,  was  due 
to  gross  negligence  on  the  part  of  the  men  in  charge  of  a  freight  train.  The 
derailment  was  due  to  an  open  draw.  The  drawbridge  was  not  provided  with 
interlocked  signals,  and  the  engineman  was  not  adequately  acquainted  with  the 
line  of  the  roful.  A  collision  and  a  derailment  are  reported  which  were  due  to 
the  lack  of  suitable  detector  bars  at  switches  and  a  collision  which  was  due  to 
failure  of  '* controlled  manual"  block  signal  working. 

Bulletin  No.  18  shows  total  casualties  much  larger  than  in  the  preceding  quarters,  due 
largely  no  doubt  to  an  enormous  increase  in  traffic.  Many  accidents  are  reported 
in  which  the  men  had  been  on  duty  excessively  long  hours.  One  collipion,  kill- 
ing 17  persons,  was  due  to  the  error  of  an  engineman  of  five  months'  experience, 
who  ran  past  ^ve  warning  signals.  Another  collision,  killing  10  personn,  was 
due  to  the  failure  of  the  men  in  charge  of  a  freight  train  to  identify  opposing 
passenger  trains.  One  derailment  of  a  pai^^nenger  train,  killing  13  persons,  was 
reported  as  due  to  some  cause  that  could  not  be  discovered. 

Bulletin  No.  19  is  Uke  Bulletin  18  in  showing  a  large  number  of  casualties.  One 
butting  collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24 
injuries  and  $50,000  damages,  besides  the  aamages  for  deaths  and  injuries  of 
persons.  One  collision  was  due  to  the  negligence  of  men  who  had  been  worked 
flagrantly  long  hours.  Particulars  are  given  of  a  numl)er  of  collisions  due  to 
complicated  and  unusual  causes. 

Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  (quarter  of  the 

Srevious  year,  but  the  number  of  passengers  and  employees  killed  in  train  acci- 
ents  was  considerably  smaller.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  dispatcher's 
order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caustMi  9  deatlis  and  18  injuries. 

tf  For  notes  on  Bulletins  1  to  16,  inclusive,  see  Bulletin  No.  17  or  No.  18. 
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Accident  Bulletin  No.  22. 


RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING   THB 


THREE  MONTHS  ENDING  DECEMBER  31,  1906. 


The  number  of  persons  killed  in  train  accidents  during  the  no^onths  of 
October,  November,  and  December,  1906,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
tiie  "accident  law"  of  March  3,  1901,  was  474  and  of  injured  4,940. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  ofF  the  cars,  etc. , 
bring  the  total  number  of  casualties  up  to  20,944  (1,430  killed  and  19,514 
injured).  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers  and  (J)  employees  on  duty.* 

Tablk  No.  l.  —  Ca9ualiiea  to  perBons,  October^  November^  and  December ^  1906.^  c 


Passengers 
(a  andb). 


■8 


Collisions , 

Derailments 

Miscellaneous   train   accidentii,  inclading 
locomotiye-boilcr  explosions 


Total  train  accidents 


1 


Persons 
carried 
under 
agree- 
ment or 
contract 
(bb). 


M 


113     1,457 


58 


171 


Coupliiur  or  uncoupling 

Wbiie  doing  other  work  about  trains  or 
while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  get- 
ting on  or  off 

Other  causes 


Total  (other  than  train  accidents) 
Total  all  classes 


787 
24 


6 
3 


r 


173 
105 


2,268 


9  I  '280 


Total  (a,  b, 
and  bb). 


119 
61 


180 


Traiqmen. 


1,630 
892 

26 


2,M8 


i 

m 

-i 

• 

9 

9 

f-h 

3 

M 

ui 

0 

1-4 

122 

824 

32 

211 

67 

467 

6 

68 

13 

285 

2 

65 

202 

1,576 

40 

344 

Trainmen 
in  yards. 


33 
15 


12 

526 
604 


1 
3 


14 
59 


34 

18 


^  !  1.012       4 


79 


51 


18 

MO 
663 


1,121 


17 

27 

24 

87 
42 


197 


319 

2,160 

200 

1,386 
197 


20 

10 

6 

30 
31 


175 

773 

72 

638 

105 


4,252  I  97     1,763 


221  I  3,310  ,  13  ,  359 


234 


3,669  I  399     5,828   137 


2,107 


a  In  Table  No.  1  the  passengers  have  been  divided  into  three  classes.    Class  a  includes  all  ordinary 
pajisengers.    Class  b  includes  passienRpra  traveling  on  freight  trains.    Class  bb  includes  persons  who 


are  customarily  carried  on  trains  under  special  arrangement,  such  as  postal  clerks  and  express 
ipssengers,  employees  on  Pullman  cars,  newsboys,  live-stock  tenders,  and  men  in  charge  of  freis 
bTable  No.  1  is  continued  on  next  page. 


mc^ssengers,  employees  on  Pullman  cars,  newsboys,  live-stock  tenders,  and  men  in  charge  of  freight. 

bTable  No.  1  is  continued  on  next  page. 

«  Accidents  to  employees  resulting  in  slight  Injuries  which  do  not  prevent  the  employee  injured 

"om  performing  his  accustomed  servir-e  for  more  than  thi       ' 
days  immediately  following  the  accident  arc  not  reported. 

(3) 


Table  No.  1. — Casualties  to  persons,  October ,  November ,  and  December — Continued. 


Yard  train- 
men (switch- 
ing crews). 


Ck>]li8ioa8 

Derailments 

Miscellaneous  train  accidents,  including 
locomotive- boiler  explosions 

Total  train  accidents 

Couplitig  or  uncoupling 

Whfle  doing  other  work  about  trains  or 
while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  get- 
ting on  or  off » 

Other  causes 

Total  (other  than  train  accidents) 

Total,  all  classes 


M 


20 
8 


25 


40 

20 

4 

71 
32 


167 


192 


9 

a 


146 
42 

47 


235 


556 

770 

125 

926 
138 


2,509 


2,744 


Other  em- 
ployees. 


I 


15 
9 


27 


7 

22 

1 

41 
870 


441 


468 


149 
48 

40 


237 


88 

771 

10 

381 
8,784 


4,929 


5,166 


Total  em- 
ployees. 


189 
85 

20 


294 


84 

79 

85 

229 
475 


902 


1,196 


1 


1,830 
625 

437 


2,892 


1,068 

4,464 

407 

3,28(r 
4,219 


13,453 


15,845 


Total  persona 
reported. 


3 

5 


808 
146 

20 


474 


84 

79 

87 

268 
493 


956 


1,430 


•.I 
a 


2,980 
1,517 

463 


4,940 


1,063 

4.464 

425 

8.620 
4.782 


14,574 


19,514 


The  totals  of  collisions  and  derailments  and  of  deaths  and  injuries 
caused  by  them  continue  very  large.  The  general  cause  of  the  in- 
crease over  former  periods,  so  far  as  it  is  possible  to  speak  definitely 
on  the  subject,  has  been  repeatedly  stated  in  these  bulletins,  and  need 
not  be  given  here.  The  specific  causes  of  the  more  prominent  acci- 
dents are  given  below,  in  connection  with  Table  2a  as  usual.  The 
number  of  passengers  killed  in  train  accidents  in  this  quarter,  180, 
is  the  largest  on  record  except  that  for  the  quarter  ending  Septem- 
ber 30,  1904  (Bulletin  No.  13),  when  it  was  228.  Bulletin  No.  10  con- 
tained the  next  highest  record.  The  totals  under  this  head,  in  this  and 
the  12  bulletins  last  preceding,  are  as  follows: 

PASSENGERS  KILLED  IN  TRAIN  ACCIDENTS. 


Bulletin  No. 

Quarter  ending  with — 

Killed. 

22 

December.  1906 

180 

21 

September,  1906 

52 

20 

June.  1906 

27 

19 

March.  1906 

62 

18 

December.  1905 

50 

17 

September.  1905 

43 

16 

June.  1905 

41 

15 

March.  1905 

28 

14 

December.  1904 

53 

13 

September.  1904 

228 

12 

June.  1904 

23 

11 

March.  1904 

40 

10 

December.  1903 

a  147 

• 

o  Three  times  the  averagre  of  the  nine  preceding  quarters. 


The  five  principal  accidents  in  Bulletin  No.  13,  with  the  number  of 
persons  killed  in  each,  were:  A  bridge  disaster  in  Colorado,  88;  a 
butting  collision  in  Tennessee,  63;  a  derailment  at  a  misplaced  switch 
in  Illinois,  24;  a  collision  in  Illinois,  18,  and  a  collision  in  New  Jersey,  16. 

Bulletin  No.  10  includes  a  derailment  in  Pennsylvania,  due  to  an 
accidental  obstruction,  65  killed;  a  collision  in  Louisiana,  32;  a  col- 
lision in  Michigan,  18,  and  one  in  Indiana,  16.  Besides  these  disasters 
to  passenger  trains,  there  were  in  that  quarter  two  collisions  of  work 
trains,  killing  17  and  16  employees,  respectively. 

The  other  principal  items  in  the  present  bulletin,  compared  with  the 
last  preceding  ouarter  and  with  the  quarter  one  year  ago,  appear  as 
follows: 


1.  Paasengen  killed  in  train  accidents 

2.  PasienKers  killed,  all  causes 

3.  £m  ployeca)  killed  in  train  accidents 

4.  Employees  killed  in  coupling 

5.  Total  passengers  and  employees  killed,  all  causes 


Bulletin  22. 


180 

234 

294 

84 

1,430 


Bulletin  21. 


52 
110 
215 

81 
1,182 


Bulletin  18. 


50 
101 
320 

85 
1,109 


Of  the  180  fatalities  in  this  quarter,  as  shown  above,  143  are  attrib- 
utable to  3  accidents — collisions  No.  23  and  No.  28  (Table  2a  following) 
and  derailment  No.  10. 

The  total  number  of  collisions  and  derailments  was  3,965  (2,226  col- 
lisions and  1,739  derailments),  of  which  391  collisions  and  190  derail- 
ments affected  passenger  trains.  The  damage  to  cars,  engines,  and 
roadway  by  these  accidents  amounted  to  $3,099,228.  Given  more  in 
detail,  these  facts  appear  as  below: 

Table  No.  2. — Collisions  and  derailments,  October,  November,  and  December,  1906, 


CoUiflions,  rear 

CoUiHions,  butting 

Colliidons,  trains  separating 

ColIisionB,  miscellaneous 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  eauipment 

•Derailments due  to  negligence  of  train  men,  signalmen,  etc 
Derailments  due  to  unforeseen  obstruction  of  track,  etc... 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 


Number. 

Loss. 

Persons 
killed. 

Persons 
injured. 

688 

297 

174 

1,167 

1627,125 

500,011 

50,210 

539,533 

lis 

128 

4 

63 

907 

1.089 

85 

879 

2,226 

1,716,879 

808 

2,960 

841 
771 
147 
68 
14 
398 

250,231 
569,650 
119,809 
72,626 
17,113 
853,020 

8 
20 
69 
13 

1 
35 

648 
167 
192 
66 
82 
412 

1,789 

1,882,349 

146 

1,617 

8,9C5 

3,099,228 

454 

4,477 

Following  is  the  usual  list  of  Ciitss  A  train  acciiienta — all  in  which 
the  dani^e  is  reported  at  $10,000  or  overj  notable  case^  in  which  pas- 
sengers are  killed,  and  those  doin^  damage  less  than  $10,000  and  down 
to  $2,000,  wherever  the  ciicumstances  or  the  cause  may  be  of  particular 
interest: 

Tablb  2a. — Gitww  of forig promin^Ht  Iraiit  arddfnU  (CfoM  A). 


COLLISIONS. 


Freight  1i«ln,  rtopped  by  ■ntomiUc  block  nlgnnl, 
ruQ  into  at  nmi  by  pwmeiieer  train,  which  hMl 
DveiTun  BulomBtlc  dfak  block  Mgnftl,  the  face  of 
nhlch  vrsa  partlr  covered  by  sdow.  EDBinemui 
appeui  to  have  ukea  ctianeea. 

Opentor  wrot*"3l>"  (cir"TS"  In  teleKiaphlc  order. 

Block  idKDalman  Bautboriied  A  10  clear  BlKiinlivben 
block  viw  ocruplvd.  Englnemao  spproachnl  hU- 
lloD  tn  tog  with  »pc«l  not  undfr  proper  ccinlrol. 

SinalBian  nre  telse  i^c&t  block  rijnial  lo  wcM- 

eau-boaad  train.    One  of  theoe  man  la  Berrlee  IS 


'aln  approached  atatlon  In  fog 
unlltBd  word 


jignalman  (1  a 
flagman  fal]» 


from  order;  o;iei«- 

.  m.)  g«Te  (aln  clear  block  ilitCBl: 

i  to  go  back,  though  loatmcied  by 

)1  ensIbouHd  train  overlooked  mr«t- 


iHHid'li  wltKbutki 


iislr 


misplaced. 

Operalor  omitted  "M  No,  155"  from  order,  Ihciiiph 
he  repealed  It  U>  dispatcher  correctly;  operator  In 

Freight  tnjn  Hilhout  engine  left  Btandlng on Erade 

'  Liid  btakoawl:  ran  back  dnwii  gtailF. 


Opeti 


lulled  (Q  dellYer  meetli 


KuBinemaii'H  natch  wraog:  aee  note  In  text  bek>v.    . 
Failure  u>  fliig,  and  eiceaaive  speed. 
Uperalor  fell  nUeeji  and  failed  to  deliver  mcelinc 
onlcr;  on  duly  2*  hours;  hii  auperior  j(iii«»nl  d 


inie-table.    Eiiglnc- 

Dlspalchcr  sent  order  reading  "No.  M."    Onlei  de- 

whellier  enoi  h  chargcalile  to  ^Kpalchrr  or  10  the 
rccclvliiKonenitor. 
Spemtor,  folding  three  ordcn 


ilclivrred 

.wiiehlnK 


Tabi^  2a. — Caii»es  of  forty  promitteiit  li 


•ciiUnU  (CUV't  A) — Continued. 


Bo 

1 

1 

il 

2 

il 

Causi.. 

M 

» 
30 

R 

B 
B 

B 

CandV 

randF 

PandF 

PandF 

FandF 

PandF 

16,  TO 

to.m 

51,901) 

73 

tie 
to 

lite 

Uio  track  tor  soullitx,n:id  extra  train;  no  explana- 
tion ot  [orgclfulness. 
Extra  pasienger  tnitn  ran  into  regular  passenger 
train  standing  at  atailon.    See  note  In  text  below. 

flagman;   englncman  killed.    Be  made  no  ellort 

lo  Etop.  and  It  ta  bclleTed  he  had  in  some  way  been 
IncapaelCated  before  the  colt Mon. 
Mi«.latedPwitchatentnincoolpR.iflDglrack.  Wrei'k 
d«stro>-ed  bj  Bre,  which  appeun  lo  bare  Marled  In 

Rear  collision  ot  ireighta  due  lo  falte  clear  bk>ik 

Pasieneer  train  on  adiai'cnt  rnuln  irnck  tvrvi-ked 
becBQ-e  not  tine  to  warn  It.    Wreck  bnmed  by 

Falw  clear  block  'Ignal. '  See  note  In  text  below. 

5M 

«?,«» 

UKRAILHKNn. 


Carelcfs  mnning  on  dcsrcndlng  grade;  condiii'i 

and  engineman  on  duty  23  hoius. 
Angle  bar  broken  by  slionenlnK  ol  rails  due  to  ei 

weather:  Hpeed  5&  miles  an  hour. 
Unexplained.    Speed  bb  mllex  an  hour. 
Broken  rail;  apecaeOinlleiianhaur.    Rallluid  ^xo 

of  phosphoruAJind  mrtngiir)V?<e. 
Unexplained.    Speed  GO  miles  an  hour. 
iiiHwbar  pulled  out. 
Unexplained.     Fourteen  caR<  tell  Ihroiigh  tn»i 

wreek  look  Are.  probably  Irom  healed  Journal. 


■e  or  drawbridge,    yee 


OoUisioQ  No.  23,  causing  the  death  of  48  passengurs  and  the  injury 
of  63,  occurred  at  Terra  Cotta,  D.  C,  on  the  Baltimore  &  Ohio  Kail- 
road,  on  the  night  of  December  30,  1906,  between  6.30  and  7  o'clock. 
The  night  was  dark  and  a  dense  fog  prevailed.  The  leading  train, 
No.  66,  had  just  stopped  at  the  station  when  it  was  run  into  at  the 
rear  by  a  following  extra  traiij,  consisting  of  an  engine  and  eight 
empty  passenger  cars,  and  Ms  rear  car  was  completely  wrecked.  The 
circumstances  of  this  collision  are  under  investigation,  and  the  Com- 
mission intends  to  issue  a  special  bulletin  containing  a  summary  of 
the  facts  and  its  conclusions  therefrom. 

Collision  No.  28,  resulting  in  the  death  of  43  passengers  and  1  train 
man,  and  the  injury  of  150  passengers  and  o  train  men,  was  between  a 
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westbound  passenger  train  and  an  eastboand  freight.  It  occurred 
about  3  o'clock  in  the  morning  during  a  blinding  snowstorm.  The 
engines  were  wrecked  and  took  fire,  and  5  passenger  cars,  1  bagga^^e 
car,  and  8  freight  cars  were  burned  up.  The  bodies  of  the  passengers 
who  were  killed,  except  2,  were  consumed  in  the  fire.  The  passeng-er 
train  was  No.  47,  second  section.  The  first  section  of  the  passenger 
train  carried  green  flags  to  indicate  to  freight  trains  running  in  the 
opposite  direction  that  they  must  keep  out  of  the  way  of  the  second 
section,  but  the  freight  in  this  case  did  not  get,  or  did  not  heed,  the 
signals,  and  started  out  from  a  side  track,  where  it  had  been  waiting*, 
immediately  after  the  passage  of  the  first  section.  The  signal  lights 
fixed  on  the  passenger  engine  close  to  the  signal  flags  were  not  burn- 
ing,  and  therefore  the  men  in  charge  of  the  freight  had  no  visual 
notice  that  there  would  be  a  second  section  of  the  passenger  train. 

To  provide  against  the  failure  of  lights  in  such  cases  the  engineman 
of  the  passenger  train  is  required  to  sound  a  whistle  signal  at  the 
point  where  he  meets  a  freight  train.  In  this  case  the  engineman  says 
that  he  sounded  the  whistle,  indicating  that  he  was  carrying  green 
signals,  and  the  men  in  charge  of  the  freight  admit  that  they  heard  a 
whistle  signal,  but  thought  it  sounded  like  a  crossing  signal.  The 
signal  which  should  have  been  given  consists  of  one  long  blast  and  two 
short  blasts,  while  that  for  a  highwaj'  crossing  consists  of  two  long 
and  two  short  blasts.  Whatever  may  have  been  the  character  of  this 
signal,  the  engineman  of  the  freight,  if  he  understood  it  to  be  a  notice 
of  a  second  section,  should  have  acknowledged  it  by  sounding  the 
whistle  of  his  engine.  He  did  not  sound  this  signal.  This  being 
so,  it  was  the  duty  of  the  engineman  of  the  passenger  train,  under  the 
rule,  to  stop  and  give  the  proper  notice  to  the  freight  train  by  word 
of  mouth.  This  was  not  done,  and  the  passenger  engineman  can  give 
no  excuse  for  his  failure  to  do  so.  This  engineman  is  reported  as 
having  a  clear  record  for  the  five  years  preceding  the  accident.  As  to 
the  extinguishment  of  his  signal  lights,  he  says  that  they  were  burn- 
ing when  he  left  a  station  about  30  miles  east  of  the  point  of  collision. 
The  snow  was  falling  rapidly  at  the  time  and  the  wind  was  blowing  a 
gale,  and  he  appears  to  have  allowed  the  lamps  to  go  out  without  paying 
attention  to  the  fact.  This  engineman  had  been  in  the  service  of  the 
road  sixteen  j^ears,  and  had  been  on  duty  two  hours  and  thirty  min- 
utes, after  a  sufficient  time  for  rest. 

Derailment  No.  10  was  due  to  an  unexplained  fault  in  a  drawbridge. 
The  train,  south  bound,  was  made  up  of  three  cars,  propelled  by  elec- 
tricity, the  leading  car  being  the  niotor  car.  It  was  running  at  ordi- 
nary speed,  probably  30  to  40  miles  an  hour.  At  the  entrance  of  the 
drawbridge  the  leading  car  jumped  the  track  and,  after  running  a 
short  distance  on  the  ties,  the  leading  truck  of  the  car  rode  over  the 
^uard  timber  at  the  outer  edge  of  the  bridge  floor,  and  the  car,  with 


the  two  following  it,  fell  into  the  stream  below.  Of  the  passengers  in 
the  cars  56,  with  the  motorman — 57  persons  in  all — were  drowned, 
and  36  passengers  were  injured.  The  drawbridge  is  of  the  "turn- 
table" style,  turning  on  a  vertical  axis.  It  had  been  opened  for  the 
passage  of  a  vessel  a  short  time  before.  Preparatory  to  opening,  the 
rails  of  the  track  at  the  end  of  the  draw,  which  extend  over  a  few 
inches  onto  the  fixed  span  adjoining,  had  been  lifted  so  as  to  clear  the 
fixed  rails  during  the  movement  of  the  bridge.  When  the  bridge  was 
returned  to  its  normal  position  for  the  movement  of  trains  the  sup- 
ports under  these  lifted  rails  were  withdrawn,  and  the  r«ils  should 
have  dropped  into  place  by  gravity.  For  some  reason,  not  explained, 
one  or  botii  of  the  rails  of  the  south-bound  track  did  not  thus  drop, 
though  the  bridge  itself  was  locked  in  position;  and  this  caused  the 
derailtnent.  The  attendant  in  charge  had  failed  to  notice  the  fault, 
although  he  stepped  to  a  point  within  a  few  feet  of  the  end  of  the 
draw  to  take  up  a  red  flag  which,  according  to  the  regulations,  he  had 
displayed  on  the  fixed  span  as  an  auxiliary  stop  signal  while  the  draw 
was  open.  Not  seeing  the  misplaced  rail,  he  took  up  the  flag  and 
notified  the  signalman  in  the  cabin  south  of  the  draw  that  the  fixed 
semaphore  signals  might  be  cleared  for  trains.  These  fixed  signals 
were  interlocked  with  the  bridge,  but  not  with  the  track  i*ails,  and 
therefore  there  was  nothing  to  prevent  the  giving  of  the  clear  signal 
to  this  train,  notwithstanding  the  imperfection  in  the  track. 

The  attendant  at  the  bridge  who  thus  wrongfully  authorized  a  clear 
signal  was  65  yeai*s  old,  a  man  of  experience  in  positions  of  this  kind, 
and  with  a  good  previous  record. 

Collision  No.  16  was  between  passenger  train  No.  601,  westbound, 
and  passenger  train  No.  10,  eastbound,  between  the  switches  at  the 
station  where  they  were  ordered  to  meet.  The  eastbound  train  had 
the  right  to  the  track  and  the  westbound  encroached  on  its  time  in 
consequence  of  the  engineman's  watch  being  slow  It  is  the  conclusion 
of  the  superintendent  that  the  engineman  had  allowed  his  watch  to  run 
down*  The  westbound  train  should  have  entered  the  side  track  east 
of  the  point  of  collision,  and  for  this  the  conductor,  as  well  as  the 
engineman,  is  held  responsible. 

Collision  No.  22  occurred  in  the  middle  of  the  night  and  was  due 
to  the  neglect  of  a  flagman  to  give  a  warning  signal  a  sufiicient  dis- 
tance from  his  train.  The  passenger  train  was  approaching  a  station 
at  full  speed  and  ran  into  a  freight  train  switching  on  the  main  track. 
The  flagman  of  the  freight  had  been  instructed  to  go  out  2  miles, 
but  he  only  went  about  1,500  feet,  and  then  stopped  on  a  curve  where 
the  engineman  of  the  approaching  passenger  train  could  see  him  for 
only  a  very  short  distance  before  reaching  him. 

Collision  No.  25  was  due  to  a  combination  of  high  speed  and  an 
insufficient  time  interval  between  trains  carrying  passengers.    A  regu- 
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lar  west-bound  pajssenger  traiu  standing  at  a  station  was  run  into  bj  a 
following  extra  passenger  train  carrying  troops  and  horses,  and  consist- 
ing of  18  live-stock  cars,  9  sleeping  cars,  and  a  cabooge.  This  ti^n  bad 
left  the  last  prece(ling  station  about  four  minutes  behind  the  regular 
train,  and  was  run  at  high  speed  (about  60  miles  an  hour  or  faster  over  a 
line  where  the  grade  was  descending  at  40  feet  per  mile)— so  high  that 
on  approaching  the  station  the  engineman  was  unable  to  obey  the  stop 
signal  given  by  the  flagman  of  the  train  standing  at  the  station,  who 
had  gone  back  about  1,400  feet  and  who  was  in  a  position  where  the 
engineman  .of  the  troop  train  could  see  the  flag  in  time  to  have  a'spaoe 
of  about  2,000  feet  in  which  to  stop.  He  was  unable  to  do  this,  and 
his  engine  struck  the  standing  train  while  rtmning  at  about  30  miles 
an  hour.  This  engineman  was  held  resxx>nsible  for  the  collision,  and 
the  conductor  of  the  tmin  also  for  permitting  the  excessive  speed. 
Both  of  these  men,  as  well  as  those  in  charge  of  the  regular  train, 
were  also  held  blameworthy  for  not  complying  with  the  rules  regard- 
ing despatcher^s  orders,  the  regular  train  having  passed  the  extra  train 
without  authority  when  the  men  of  both  trains  held  orders  under  which 
the  extra  ti'ain  should  have  kept  ahead.  Of  the  28  cars  in  the  extra 
train  24  were  air  braked. 

Collision  No.  80  occurred  about  6.15  a.  m.  on  a  line  worked  by  the 
telegraph  block  system.  Southbound^passenger  train  No.  33  of  the 
Southern  Railway  left  Rangoon,  Va.,  at  6.06  a.  m.,  and  after  running 
about  li  miles  was  stopped  by  the  automatic  application  of  the  air 
brakes,  caused  by  the  parting  of  the  train,  the  parting  being  due  to 
the  failure  of  the  drawbar  of  an  express  car  in  which  the  coupler  was 
defective.  About  three  or  four  minutes  after  the  train  had  come  to  a 
stop  it  was  run  into  at  the  rear  by  a  following  passenger  train.  No.  37, 
and  the  rear  car  of  the  standing  train  was  crushed,  7  persons  in  it 
being  killed.  Eight  persons  on  the  train  were  injured.  Train  No.  37 
had  passed  Rangoon  at  6.14  a.  m.,  the  signalman  at  that  point  giving 
it  a  clear  block  signal.  This  signalman,  22  years  of  age,  and  in  the 
service  of  the  company  two  and  one-half  years,  asserts  that  the  signal- 
man at  Lawyers,  the  south  end  of  the  block  section,  had  reported  the 
passage  of  No.  33.  The  signalman  at  Lawyers  denies  this,  and  his 
records,  on  which  no  entry  was  made  for  No.  33,  bear  out  his  state- 
ment. The  flagman  of  train  No.  33  had  gone  back  between  300  and 
400  yards  to  warn  the  following  train,  but  the  line  of  the  road  at  this 
point  is  descending  about  60  feet  to  the  mile,  the  train  was  running  at 
high  speed,  and  the  flag  signal  was  unavailing.  This  collision,  like 
No.  23,  may  be  made  the  subject  of  a  special  report. 
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Table  No.  3. — Details  of  Table  1 — Catmea  of  acddenU  to  e^nployees  in  coupfiiig  and 

nncoapling  cars. 


8ab- 
Cla.«». 


Causes. 


1 
2 
8 

4 
5 

« 
7 

8 

9 
10 

11 
12 

13 
14 

15 

16 

17 
18 
19 
20 

21 


22 
23 
24 

25 

26 
27 

28 


AdiiBCin^  eo«|>ler  with  foot 

AdjniitlDg  coupler,  cars  accidentally  itArted 

CarelesR  manipulation  of  unuoupUug  lever 

Ckra  not  equipped  with  automatic  coupler 

Coupler  tyroken,  using  linlc  and  pin,  or  chain. . « 

Coupling  damaged  cars 

Coupling  with  diain  or  other  emergency  appliance 

on  curve  too  aharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 

hecause  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  iever 

and  body  of  car 

rnoonpling  without  UMing  lever  (unnecessary) 

Uneouplingwithoutnsing  lever,  uncoupling  lever 

not  in  working  order 

Foot  caught  in  m>g,  switch,  or  gujard  rail 

Opening  or  dosing  knuckle  when  cars  were  near 

together,  miBcalcula;ted  speed 

Opening  knuekle  when  cars  were  near  together^ 

engine  accidentally  started , 

Opening  knnekle,  part  of  defective  coupler  fell  on 

foot 

Opening  knnekle,  lost  footing 


RkJIng  on  car  to  uncouple,  slipped  ol 

Struck  by  object  at  side  of  tracK 

Caoght  by  nnexpected  morement  of  car,  due  to 
■lack  running  in 

Caught  by  nnexpected  movement  of  car,  due  to 
nmrtake  or  misundeisliinding  in  giving  hand  sig- 
nals  

Unooopling  moving  can  »nd  Unt  footing 

Farts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 
rule 

Hand  caught  twtween  projecting  load  and  end  of 
next  car 

No  witness  (fatal  injury) 

Other  causes  (see  detailed  list  below) 

Unexplained 


Train- 
men. 


3 


1 
1 


2 
1 


Total i  17 

I 


1 

9 

a 


Tmin- 

men  in 

yards. 


14 

6 
6 
8 

10 
12 


1 
3 

66 
8 

42 


34 

5 

5 

10 

5 

8 

24 

8 
7 
4 

14 
6 


7 
7 


819 


1 


1 
1 

2 


5 

1 


20 


Yard 
trainmen 
(switch- 
ing 
crews). 


9 
6 
2 
1 
4 
10 


37 
6 

24 
2 

14 

2 

3 
8 
5 
2 

11 

3 
4 
5 

7 

2 


1 
S 


175 


» 

« 

•o 

•2 

2 

S3 

^^ 

~^ 

\4 

*-* 

1 

4 


" 


5 
3 

8 

1  j 


1 
3 
2 


1 
4 


1 
9 


40 


36 
10 
13 
2 
6 
29 

9 


11 

97 
8 

94 
8 

48 

6 

13 
14 
16 
17 

23 

5 

25 
8 

22 

4 

17 
16 


556 


Other  em- 
ployees. 


1—1 


9 


2 
1 


5 
1 
2 


2 
1 

4 

1 


2 
1 


3 
33 


Detaifs  of  injuries  included  in  Table  No.  S,  subclass  iSl* 

0. 1.  Scalded  by  hot  water  from  engine. 

O.  2.  Glove  caught  on  lever  and  threw  man  on  tmck. 

O.  3.  Stepped  on  nail  in  board  and  punctured  foot. 

O.  4.  Door  fell  off  cafon  arm. 

O.  6.  Torpedo  exploded,  cutting  leg. 

O.  6.  Uncoupling;  caught  hand  on  nail. 

O.  7.  Caught  foot  between  ties,  spraining  ankle. 

O.  8.  Stepped  on  lump  of  coal,  injuring  foot. 

N.  1.  Adjusting  coupler,  struck  with  pin  by  fellow-employee. 

N.  2.  Coat  caught  on  coupler,  throwing  man  under  car. 

X.  3.  Hatch  of  ice  tank  fell  on  head. 

N.  4.  Car  ran  over  scantling,  which  flew,  striking  man  on  legs,  knocking  him  down. 

N.  6.  Board  fell  from  top  of  car  on  hand. 

N.  &  Air  hose  burst,  striking  leg. 

N.  7.  Hand  slipped  off  ice-covered  lever  and  ntnick  <rorner  of  car. 

N.  8.  Leg  cut  by  piece  of  exploding  torpedo. 

N.  9.  Apron  of  car  fell  down,  cutting  lip. 

N.  10.  Qtught  between  lever  and  car  sill;  squeezed  about  stomach. 
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N.  11.  Scalded  by  hot  water  from  Injector. 

N.  12.  Piece  of  coal  fell  off  tank  on  foot. 

D.  1.  Lever  on  car  struck  face. 

D.  2.  Stepped  on  piece  of  coal,  spraining  ankle. 

P.  3.  Coat  sleeve  caught  on  lifting  lever. 

D.  4.  Standing  on  gondola  with  foot  inside,  load  shifted,  crushing  foot. 

D.  5.  Caught  foot  in  rope  on  ground,  spraining  ankle. 

D.  6.  Stepped  on  nail  in  board. 

D.  7.  Lump  of  coal  fell  off  car  on  foot. 

D.  8.  Cutting  off  car,  struck  on  head  by  pole  of  poling  car. 

D.  9.  Had  hand  on  end  gate  of  car  loaded  with  steel,  load  shifted,  mashing  fingers. 

Table  No.  3a. — Details  of  Table  1 — Nature  of  injuries  to  employees  in  coupling   and 

uncoupling  cars. 


Injuries. 

Train- 
men. 

Train- 
men in 
yards. 

YaM 

train- 
men. 

Other 
em- 
ployees. 

Loss  of  feet 

2 
1 

3 
1 
2 
3 
6 

6 
8 
5 
1 

23 

2 

1 

5 

8 

10 

16 

83 

46 

12 

81 

41 

67 

169 

1 

10 

21 

6 

Loss  of  legs 

Loss  of  arms 

1 

Loss  of  hands 

Loss  of  fingers 

19 

2 

1 

4 

5 

10 

10 

43 

17 

9 

14 

27 

43 

100 

3 

3 

2 

1 

Loss  of  toes 

Fractured  skull 

Fractured  leg  ^ 

1 

2 

2 

5 

25 

13 

4 

8 

6 

SO 

56 

1 

2 

3 

8 

Fractured  arm '. 

Fractured  collar  bone  or  ribs 

Fractured ,  other  bones 

Contusion  of  heaa  or  body 

U 

Contusion  or  laceration  of  feet 

2 

Contusion  or  laceratlpn  of  toes 

Contusion  or  laceration  of  lejrs 

2 

Contusion  or  laceration  of  arms 

8 

Contusion  or  laceration  of  hands 

1 

Contusion  or  laceration  of  fiqgers 

8 

Dislocation 

Internal  injuries 

*""3 

Sprains 

2 

Miscellaneous 

3 

Total  injuries 

819 
17 

176 
20 

666 
40 

33 

Killed 

7 

Total  killed  and  injured.. 

338 

195 

596 

40 

RECAPITULATION. 

Killed 84 

Injured 1,083 

Total  killed  and  injured .' 1,167 


13 


TABI.E  No.  4. — Details  of  Table  1 — Causes  of  accidents  to  employees  cUtssified  ( OS  and  C7) 

as  falhng  from  and  getting  on  or  off  cars  and  engines. 


Sub- 

clasH. 

Causes.                    * 

Train- 
men. 

• 

Train- 
men in 
yaMs. 

Yard 
trainmen 

(switch- 
ing 

crews). 

Other  em- 
ployees. 

i 

i 

i 

•  •  •  ■ 

1 

•  •  •  ■ 

3 

1 

«  «  ■  • 

M     •    •    ■ 

4 

•  •  •  • 

8 
6 
2 
1 

1 
7 
1 

80 

t 

4 

8 

• 

1 

•  • 

• 

s 

t 

1 

2 
S 

4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

1 

6 

10 

9 

52 
41 

11 

45 

147 

8 

83 
280 

55 
136 
163 

70 

89 

224 

7 

8 
ft 

»  •  •  • 
•  •  «  • 

2 

Ice  or  snow '. 

3 

Partinsr  of  train 

1 

8 

4 

9  '.       I        Q 

Derailment,  collision,  or  shock  due  to  abnor-  j 
mal  movements  of  cars  other  than  those  in 
subclass  8 

31 
30 

4 
11 

63 

4 

46 

5 
5 

8 

■  ••• 

10 
2 

90 
57 

12 
12 
51 

4 

2 
4 

4 

6 

C& 

While  settinsr  brakes 

5 

Fell  from— 

Coal  car 

5 

Freight  car  other  than  box  or  coal  car 1 

FniHiie  or  tender 

8 
10 

16 
16 

Passenger  car 

3 

Engines,  tenders,  or  cars  (all  kinds)  not  in  ■ 
motion , ' 

25 

208 

46 

58 
107 

12 

48 

161 
15 

.... 

1 
7 
3 
5 
5 

■  •  •  • 
•  •  •  • 

6 
41 

39 

11 

M  Iscel  laneons  causes .,...,. 

10 

20 

12 

8 

8 

121  ,    9 
23     13 
56       7 
81       4 

11    .... 

1 

22    .... 
112     12 
5    

C8 

12 

Not  clearly  exx>iained 

16 

na 

Slipped  gettinflr  on  moYinir  trains  or  cars 

46 

14 
15 

16 

17 
18 

Jximpfng  offinoving  tmins .... 

53 

Jumping  from  engines  or  cars  anticipating  colli- 
slon.  derailment,  or  other  accident 

8 

C7 

Fell  from  engines  or  cars  by  reason  of  defective 
handholds  and  sill  steps 

4 

Getting  on  or  off  moving  engine 

7 

40 

Caught  in  frog,  sruard  xail.  or  switch 

1 

Total 

71 

87 

1,386 

638 

925 

331 

[Public— No.  171.] 

AN  ACT  Requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all 

accidents  to  the  interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  oftlie  United  States  of  America 
in  Congress  assembled.  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  en^a^;ed  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Colombia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and[  actually  on  duty,  wnich  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sbc.  2.  That  any  common  carrier  falling  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

SfiC.  3.  That  neither  said  report  nor  anv  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sbc.  4.  That  the  interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

ApprdVed,  March  3,  1901. 
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SPECIAL  IKFOBMATION  COITTAINEJ)  IN  PKBGEBING  BUIiliETINS.  <» 

Each  accident  balletin  contains  tables  showing  the  number  of  passengers  and  employees 
killed  and  injareil,  and  these  figures  are  classified  accordrag  to  cause  (seeXaole  No. 
1) ;  also  tables  showing  cost  of  the  different  classes  of  train  accidents.  The  caoses  of 
accidents  to  employees  in  coupling  and  uncoupling  and  in  falling  from  cars,  etc., 
are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serious  coUisiona  and 
derailments  are  "dealt  with  in  a  supplementary  table  ( Class  A )  showing  the  canees 
in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1  was  for  the  quar- 
ter ending  September  30, 1901.  The  bulletin  for  the  quarter  ending  June  30  con- 
tains, in  addition  to  the  quarterly  statistics,  tables  showing  the  same  information 
for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  records  one  collision,  kUling  6  and  injuring  35  persons,  and  one 
derailment,  killing  15  and  injuring  28.  The  collision,  occurring  at  1  a.  m.,  was 
due-to  gross  negligence  on  the  part  of  the  men  in  charge  of  a  freight  train.  The 
derailment  was  due  to  an  open  draw^  The  drawbridge  was  not  provided  with 
interlocked  signals,  and  the  engineman  was  not  adequately  acquainted  with  the 
line  of  the  road.  A  collision  and  a  derailment  are  reported  which  were  due  to 
the  lack  of  suitable  detector  liars  at  switches  and  a  collision  which  was  due  to 
failure  of  ''controlled  manual''  block  signal  working. 

Bulletin  No.  13  shows  total  casualties  much  larger  than  in  the  preceding  quarters, 
due  largely  no  doubt  to  an  enormous  increase  in  traffic  Alany  acridents  are 
reported  in  which  the  men  had  l)een  on  duty  excessively  long  hours.  One  col- 
lision, killing  17  persons,  was  due  to  the  error  of  an  engmeman  of  five  montlis' 
experience,  who  ran  past  hve  w^aming  signala  Another  collisi(m,  killing  10 
persons,  was  due  to  the  failure  of  the  men  in  charge  of  a  freight  train  to  identify 
opposing  passenger  trains.  One  derailment  of  a  passenger  train,  killing  13  per- 
sons, was  reported  as  due  to  some  cause  that  coula  not  to  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  causalttes.  One  but- 
ting collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injuries 
and  $50,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons. 
One  collision  was  due  to  the  negligence  of  men  who  had  been  worked  flagrantly 
long  hours.  Particulars  are  given  of  a  number  of  collisions  due  to  complicatea 
ancf  unusual  causes. 

Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corres]>onding  Quarter  of  the 
previous  year,  but  the  number  of  passengers  and  employees  killed  in  train  acci- 
dents was  considerably  smaller.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  dispatcher's 
order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caused  9  deaths  and  18  injuries. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident— a  collision — ^in  whicli 
more  than  10  persons  were  killed,  but  the  totals  of  casualties  of  all  claaws  are 
large,  no  improvement  beiiig  shown  over  preceding  auarters.  Number  of  pas- 
sengers killed  in  train  accidents,  62.  One  collision,  killing  17  and  iniuring  56, 
was  due  to  confusion  of  telegraphic  orders;  one  derailment,  killing  Q  and  injuring 
43,  was  at  a  misplaced  switch,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speed. 


«  For  notes  on  Bulletins  1  to  16,  inclusive,  see  Bulletin  No.  17. 
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Accident  Bulletin  No.  23. 

RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING   THE 


THR££  MONTHS  ENDING  MARCH  31,  1907. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  January,  February,  and  March,  1907,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission 
under  the  ^* accident  law'*  of  March  3,  1901,  was  421,  and  of  injured 
4,920.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work,  and  by  passengers  in  getting  on  or  oflf  the  cars, 
etc.,  bring  the  total  number  of  casualties  up  to  20,563  (1,293  killed 
and  19,270  injured).  These  accidents  are  classified  in  the  following 
table.  These  reports  deal  only  with  (a)  passengers  and  (6)  employees 
on  dutv :  ^ 

TA.BLE  No.  1. — Summary  of  casualties  to  persons,  January,  February,  March,  1907. P  c 


Passen^is 
(a  and  i» . 

Persons 
carried 
under 
agree- 
ment or 
contract 
(bb). 

Total  (a,  b, 
and  bb). 

Trainmen. 

Trainmen 
in  yards. 

1 

46 
51 

15 

112 

1 
1 

6  1   160 

1 

62 
58 

16 

"a 

i 

116 
68 

41 

225 

3 

Killed. 
Injured. 

CoUiaions 

1.189 

1,349 
1,060 

75 

786 
483 

242 

14  '      247 

1terii.il  inAntA .    

928       7  1  122 
66  1     1         d 

2  '        36 

Miaoalianeous    train    accidents,    Including 
locomotive-boiler  explosions 

1          57 

' 

Total  train  accidents 

2,183 

14 

291 

126 

2,474 

1,511 

17  1      340 

Conplinff  "r  uncouplinif 

1 

19 

20 

15 

82 
54 

266 

2,135 

185 

1,288 
217 

12  '      190 

While  doing  other  work  about  trains  or 
while  attending  switches 

1 

1 

8  '      845 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

2 

31 
12 

45 

2 

414 
365 

...J      2 

3       18 
10      71 



2 

34 

22 

4 

432 
426 

3          86 

Falling  from  cars  or  engines  or  while  get- 
ting OP  or  off ... 

25  '      665 

Other  causes 

32  1      105 

Total  (other  than  train  accidents  > 

771 

13 

91 

58 

862 

190 

4,061 

80  >  1,891 

Total  all  classes 

157 

2,954 

27 

382 

184 

3,338 

415 

5,502 

97  '  2,231 

1 

<■  In  Table  No.  1  the  passengers  have  been  divided  into  three  classes.  Class  a  Includes  all  ordinary 
passengers.  Class  b  includes  passengers  traveling  on  frei^t  trains.  Class  bb  includes  i>ersons  who 
are  customarily  carried  on  trains  under  special  arrangements,  such  as  postal  clerks  and  express  mes- 
sengers, employees  on  Pullman  cars,  newsnoys,  live-stock  tenders,  and  men  in  chaige  of  freight. 

*  Table  No.  1  is  continued  on  next  page. 

c  Accidents  to  employees  resulting  in  slight  injuiies  which  do  not  prevent  the  employee  injured  from 
performing  his  accustomed  service  for  more  than  three  days  in  the  aggregate  duxing  the  ten  days  imme- 
diately followliig  the  aocident  are  not  reported. 

(3) 


Table  No.  1. — Stimmary  of  casualties  to  persanSj  January^  February,  March,  1907- 

Continued. 


Yard  train- 
men (switch- 
ing  crews) . 


Collisions 

Derailments 

HlBoellaneouB    train    accidents,    inola^ng 
locomotive-boHer  explosions 

Total  train  accidents 

CoupUns  or  uncoupling 

Wblle  doing  other  work  about  tialna  or 

while  attending  switches 

Coming  in  contact  with  overhead  bridges, 

structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  get-' 

ting  on  or  off 

Other  causes 

Total  (other  than  train  aod  dents) 

Total,  all  classes 


3 

s 


12 
5 


W 


26 

20 

6 

37 
36 


124 


144 


150 
46 

47 


243 


473 

868 

120 

914 
133 


2,  £08 


2,761 


Other  em- 
ployees. 


21 

7 


33 


6 

30 

2 

32 
351 


420 


I 

a 


248 
64 

40 


352 


28' 

710 

16 

353 
8,901 


Total  em- 
ployees. 


168 
82 

SO 


295 


62 

78 

26 

176 
472 


5,008  I    814 


1,431 
620 

386 


2,446 


947 

4,658 

407 

3,220 
4,366 


13,488 


453     5,360  1,109  i  16,934 


Total  all  per- 
sona. 


1 


215 
140 

66 


62 

78 

28 

210 
494 


I 


2,780 
1,679 

461 


421  I      4.920 


947 

4,558 

411 

3.652 
4.782 


872  i    14.360 


1,293  :     19,270 


.  The  number  of  employees  killed  in  coupling  accidents  in  this  quarter 
shows  a  diminution  of  25  per  cent  as  compared  with  the  quarter  last 
preceding  or  with  that  of  one  year  ago.  This  is  a  gratifying  indication 
of  an  improvement  in  safety  appliances,  which  it  is  to  be  hoped  will 
be  maintained.  The  other  principal  items  in  the  present  record  show 
no  important  changes  as  compared  with  the  last  preceding  quarter, 
which  was  marked  by  large  aggregates  of  both  killed  and  injured. 
The  number  of  passengers  now  reported  killed  in  train  accidents  (126) 
is,  indeed,  30  per  cent  smaller;  but  the  record  includes  two  collisions 
(Table  2a,  Nos.  30  and  31)  killing  41  persons  and  two  derailments 
(Nos.  1  and  18)  killing  41;  and  the  total  of  126  is  more  than  twice 
the  total  of  this  quarter  in  1906. 

The  principal  items  in  the  present  bulletin,  compared  with  the  last 
preceding  quarter  and  with  the  quarter  one  year  ago,  appear  as 
follows: 


1.  Passengers  killed  in  train  accidents 

2.  Passengers  killed,  all  causes 

8.  Employees  killed  In  train  accidents 

4.  Employees  killed  in  coupling 

5.  Total  passengers  and  employees  killed,  all  causes 


Bulletin  23. 


126 

184 

295 

62 

1,293 


Bulletin  22. 


1, 


180 

234 

294 

84 


Bulletin  19. 


62 
114 
212 

84 
1,126 


The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  3,991  (2,078  collisions  and  1,913  derailments),  of 
which  323  collisions  and  229  derailments  affected  passenger  trains. 
The    damage    to   cars,    engines,    and  roadway   by   these   accidents 


amounted  to  $3,536^10.     Given  more  in  detail,  these  facts  appear  as 
below: 


Tablb  No.  2. — Collisions  and  derailments,  January,  February,  and  March,  1907. 


CoUimona,  rear 

CoUisiona,  batting 

ColUaionA,  traiiiB  separatLog 

CoUislons,  iniaoellAoeouB 

Total 1 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negllgenoe  of  trainmen,  signalmen,  etc 
Derailments  due  to  umoreseen  obstruction  of  track,  etc . . 
Derailments  due  to  malicious  obstruction  of  track,  etc . . . 
Derailments  due  to  miscellaneous  causes 

Total 

Total  colUsions  and  derailments 


Number. 


538 

279 

194 

1,067 


2,078 


427 
771 
122 
135 
16 
442 


1,913 


3,991 


Loss. 


$409,565 

630,518 

62,977 

652,190 


1,835,259 


339,268 
619,604 

73,673 
182,645 

42,177 
443,484 


1,700,851 


3,536,110 


Persons 
kiUed. 


50 

93 

2 

70 


215 


23 
5 

32 

22 
5 

53 


140 


355 


Persons 
injured. 


586 

1,101 

110 

983 


2,780 


323 
259 
227 
210 
79 
581 


1,679 


4.459 


Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less'than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest : 

Table  2a. — Causes  oj  fifty-one  prominent  train  accidents  {Class  A). 

[NoTB. — R  stands  for  rear  collision;  B,  butting  collision;  M,  miscellaneous  collisions;  D,  derailment; 
P.  passenger  train;  F.  freight  and  misecllaneous  trains.] 

COLLISIONS.      - 


o 
9? 


1       M 


li 


3 


0 
7 


B 


B 

B 
B 


Kind  of  train. 


F.  and  F 
F.  and  F . 

F.  and  P . 


M       P.andF 


Fand  F, 


F.  and  F 
P.  and  P 


Cause. 


Employees  killed  and  injured  in  a  caboose,  being 

flushed  on  yard  track;  butting  collision;  both 
rains  disregarded  yard  speed  limit. 

Freight  train  moving  from  side  track  to  main  track  at 
night  struck  by  following  freight.  Markers  had  not 
been  turned  from  green  to  red,  and  brakeman  had 
turned  switch  without  looking  at  electric  indicator 
connected  with  automatic  block  signal. 

Empty  engine  started  from  interlocking  station  on 
wrong  main  track;  intended  to  run  through  cross- 
over and  signalman  had  cleared  the  signal,  but  did 
not  throw  crossover  switch.  Signal  nas  but  one 
arm.  which  is  cleared  for  either  of  the  two  routes. 
Enmneman  on  duty  17  hours. 

Switch  out  of  order;  signalman  gave  dear  hand  signal, 
assumixig,  erroneously,  that  switch  iiad  lieen  spiked 
by  repair  man. 

Ulegible  train  order;  order  written  3d  73;  taken  to 
read  2d  73;  operator  failed  to  check  order  when  it 
was  read  aloud  in  his  presence;  dispatcher  caused 
unnecessary  confusion  by  putting  two  orders  In  one. 

Engineman  misread  dispatcher's  order.  (See  note  in 
text  l>elow.) 

Engineman  misread  name  of  station  in  dispatcher's 
order;  order  legibly  written;  conductor  had  not 
properly  delivered  order  to  engineman;  gave  order 
to  brakeman;  brakeman  gave  it  to  fireman  and  be 
to  the  two  enginemen  of  tne  two  engines. 


6 


Table  2a. — Causes  o/Ji/tf-one  prominent  iroin  accidents  {Class  A) — Continued. 

COLLISIONS— ContiDued. 


^flsf 

S 

• 

Kind  of  train. 

i 

• 

§1 
16 

Cause. 

6 

R 

1 

3 

2 

S  ®  o  s 

8 

F.  and  F 

2 

6,250 

Engineman  ran  past  two  automatio  block  rignals  aet 

against  him. 
Dispatcher  sent  order  to  ad  and  3d  No.  50  when  it 

9 

B 

F.  and  F 

0 

0 

5,970 

5 

should  have  been  sent  to  1st  and  2d  No.  50.    (See 

note  in  text  below.) 

10 

B 

P. and  F  

1 

30 

6,282 

101 

Freight  train  baddng  into  side  track;  rear  part  broke 
loose  and  ran  back  down  grade  into  heacf  of  passen- 
ger train.    Conductor  set  hand  brakes  but  could  not 

stop  cars  until  too  late.    Air  brakes  had  been  bled 

because  of  the  bursting  of  a  hose. 

11 

B 

P.  and  P 

4 

107 

7,745 

97 

Reg!ilar  eastbound  passenger  train  ran  past  meeting 

point, 
lllspiaced  switch.    Sw'tch  liad  been  oi>ened  by  man  in 

12 

M 

P.  andF 

1 

42 

8,000 

4 

diarae  of  freight  train,  intending  to  enter  main  track 
thinking  that  the  passenger  train  (No.  4)  had  passed. 
The  tram  wliich  had  passed  was  No.  2. 

13 

B 

F.  and  F 

3 

2 

8,500 

53 

Conflicting  train  orders,  12.30  a.  m.    Dispatcher  at 
fault  was  39  years  old.  experienced  in  tram  and  tele- 
graph work,  but  had  served  onlv  1  night  as  dis- 
patcher.   He  forgot  an  order  wliicn  had  been  issued 
by  the  other  dispatcher  about  an  hour  before.    Had 

not  reoeipted  for  this  outstanding  order. 

14 

M 

P 

0 

6 

9,667 

29 

Misplaced  switch  at  station.    Target  of  switch  covered 
with  snow. 

15 

R 

P.  andP 

1 

15 

10,100 

30 

Approached  station  (8  p.  m.),  not  under  control; 

faulty  flagging. 
Excessive  speeoT  and  failure  of  standing  train  to  flag. 
False  clear  block  signaL    (See  note  in  text  below.) 

16 

R 

F.  andF 

2 

5 

11,000 

21 

17 

R 

P.andP 

0 

11 

11,025 

9 

18 

B 

F.and  F 

0 

3 

11,100 

88 

Eastbound  ran  past  signal  at  meeting  point  at  4  miles 

an  hour. 
Westboimd  passenger  train  disregarded  wait  order. 

(See  note  in  text  below.) 

19 

B 

P.andF 

0 

11 

11,170 

81 

ao 

B 

P.and  F 

2 

12 

11,300 

63 

Westbound  extra  freight  (2  a.  m.)  neglected  to  head  in 
at  entrance  to  side  track;  engineman  asleep. 

21 

R 

P.  and  F 

6 

1 

11,900 

6 

Freight  followed  passenger  train  from  station  ( 4  a.  m.) 
within  five-minute  time  limit  and  ran  into  passenger 

train  unexpectedly  stopped;  weather  very  cold. 

22 

R 

P.andF 

0 

16 

12,000 

55 

Passenger  train  unexpectedly  stopped  (3  a.  m.)  run 
into  at  rear  by  freight.    (See  note  in  text  below.) 

Extra  freight  entered  main  track  in  face  of  fast  train, 
disregarolng  automatic  indicator  at  switch.  (See 
notem  text  below.) 

23 

M 

P.and  F 

6 

3 

12,400 

68 

24 

B 

P.and  F 

1 

47 

14,600 

100 

EastlK>und  freight  backed  into  side  track;  neglected 
to  set  switch  straight  though  we8tlK>und  passenger 
train  was  then  due.    Engineman  on  passenger  train , 

approaching  at  50  miles  an  hour,  had  his  attention 

diverted  from  switch  by  excited  actions  of  freight 

train  men. 

25 

M 

P.andF 

2 

26 

15,000 

61 

Freight  on  passing  track  fouled  main  track.    (Se« 

note  in  text  below.} 
Northbound  train  disregarded  meeting  order.    The 

26 

B 

F.and  F 

1 

3 

15,933 

59 

order  said ' '  meet  engine  667."    At  the  meeting  point 
engine  565  was  on  the  side  track  and  this  was  taken 

for  667.    The  northtK>und   train  passed   without 

stopping. 

27 

M 

F.and  F 

1 

1 

18,844 

18 

Runawav    on    steep   grade.    Engineman  continued 

using  steam  too  long  after  passmg  summit. 
Passenger  train  disregarded  distant  and  home  auto- 

28 

M 

P.and  F 

0 

3 

21,900 

66 

matic  block  signals;  ran  into  side  of  freight  train. 

Fireman  had  called  clear  signals  to  engineman  with- 

out  seeing  signals;  engineman  also   Ignored  rule 
requiring  an  all-right  habd  sienal  at  this  point. 
Runaway  on  grade.    (See  note  m  text  below.) 

29 

B 

F.and  F 

1 

3 

27,102 

8 

30 

B 

F.andP 

32 

75 

31,100 

11 

Operator  failed  to  deliver  order.    (See  note  in  text 
Delow.) 

31 

B 

P.andF 

9 

8 

48,500 

10 

Passenger  train  ran  past  block  signal  and  freight  di»- 
regarded  time  limit.    (See  notem  text  below.) 

to  fire. 
Misplaced  switch.    (See  note  in  text  below.) 

32 

M 

P.andF 

0 

15 

73,625 

27 

33 

B 
Totii 

P.andF...... 

tl  collisions 

5 

11 

75,300 

1 

87 

504 

516,843 

TabIiS  2a. — CauitM  ofji/tif'ene  prominetU  train  aeddentt  (Clou  ^)— Continued. 

DERAILMENTS. 


No. 

Class. 

1 

D 

2 

D 

3 

D 

4 

D 

5 

D 

6 

D 

7 

D 

8 

D 

9 

D 

10 

D 

U 

D 

12 

D 

13 

D 

14 

D 

16 

D 

16 

D 

17 

D 

18 

D 

Kind  of  train. 


P. 
P. 
P. 

P, 

P, 


F. 
P. 
P. 
P. 

F. 


F.. 

P... 
P.. 


P, 
P. 
P. 


Total  derailments.. 
Total  coDtstona  and 
derailments 


• 

t 

9 

I 

149 

15 
12 

Damage   to 
engines, 
oars,   and 
roadway. 

• 

|i 

79 

106 

77 

19 
2 
0 

92,600 
"6,'666* 

0 

3 

6,500 

78 

3 

3 

8^747 

73 

1 
3 
1 
6 

0 
49 

5 
U 

9,350 
10,500 
11,260 
16,  U9 

76 

121 

82 

38 

0 

3 

16^000 

37 

1 

1 

16»750 

U7 

0 
3 

1 

1 
36 

1 

17,055 
18,700 
21,500 

42 

47 
75 

3 

0 

22,000 

118 

1 

23 

29,430 

09 

0 

44 

60,000 

81 

23 

116 

28,686 

115 

65 

470  299,846 

152 

974 

816.689 

Cause. 


Unezplaizied.    (See  note  in  text  below.) 

Broken  rail. 

Derailing  swttdi  tltfown  under  train  bj  repairman 
testing  interlocking  apoaratus. 

Broken  rail.  One  nassmger  car  destroy«d  by  flie, 
which  started  in  oU  lamps. 

Engineman  (who  was  killed) .  disregarding  slow  order, 
ran  into  side  track  at  50  nmes  an  nour.  Kns;lneman 
thought  to  have  been  asleep.  Firaman  haa  spoken 
to  him  about  excessive  speed,  but  not  with  the  nec> 
essary  determination  ana  eneigy. 

C>pen  draw. 

Mallcioasly  misplaced  switch. 

Broken  rail. 

Misplaced  switch;  oocnrrad  4  a.  m.  No  lamp  on 
switch.    (Bee  note  in  text  below.) 

Runaway  on  3per  cent  grade;  negligent  maDagement 
of  braces.  Hand  brakes  were  in  use,  power  Drakes 
alone  being  deemed  ansattsfttotory  for  so  steep  a 
grade. 

Roadbed  waahed  out  at  side  bv  flood  In  river.  En- 
gineman is  said  to  have  been  keeping  good  lookout 
and  to  have  thou^t  roadbed  £atact.  Track  in- 
spected one  hour  before  and  traversed  by  a  train  30 
xnlnutes  before. 

Unexplained. 

Unexplained. 

Switcn  out  of  order;  rod  maliciously  loosened;  switch 
new  and  in  good  condition  2  days  before.  Wreck 
mostly  destroyed  by  fire,  which  started  from  heater 
in  car  or  from  lamps. 

Middle  pier  of  bridge  gave  way  as  train  passed  over: 
undermined  by  uxkI  beUeved  to  have  oeen  caused 
by  cloudburst.  The  dam  caused  by  the  wreck 
divided  the  stvaam  in  such  a  way  as  to  destroy  both 
abutments. 

Unexplafaied.  Believed  some  part  of  encdne  broke  and 
fell  to  the  ground.    Speed  28  miles  an  nour. 

Brake  beam  on  rear  truck  of  tender  fell  on  track  and 
derailed  cars. 

Misplaced  switch.  EnQdnaman  failed  to  keep  good 
lookout  and  approached  yard  at  too  high  speed. 
(Bee  note  in  text  below.) 


Collision  No.  30,  killing  32  persons  and  injuring  75,  was  caused  by 
the  mistake  of  a  telegraph  operator.  Westbound  passenger  train  No. 
29,  running  from  A  to  B,  C  and  D,  etc.,  had  orders  to  meet  eastbound 
passenger  train  No.  30  at  C  and  eastbound  train  No.  14  at  B.  No. 
29  train  arrived  at  B  and  entered  a  side  track  opposite  the  station, 
and  eastbound  train  No.  14  proceeded  on  its  way.  While  No.  29  was 
on  the  side  track,  the  operator  was  called  upon  by  the  dispatcher  to 
take  an  order  changing  the  meeting  point  with  No.  30,  making  it  B 
instead  of  C.  According  to  his  own  statement,  the  operator,  on 
receiving  notice  of  this  order  to  make  a  change,  and  while  contiQuing 
to  give  his  attention  chiefly  to  the  receiving  of  the  message,  went 
through  the  motion  of  striking  the  signal  lever  at  his  elbow  so  as  to 
change  it  from  the  clear  to  the  stop  position,  but  he  did  not  make 

3909-No.  23—07 2 


8 

sure  that  the  signal  actually  went  to  that  position;  and  whatever  he 
did  or  did  not  do  to  the  lever,  the  signal  was  not  caused  to  indicate 
stop.  Before  he  had  finished  taking  the  message  No.  29  backed  out 
of  the  side  track  and  proceeded  westward  along  the  main  line  past 
the  station. 

When  the  train  passed  his  window  the  operator  picked  up  his 
lantern  and  ran  out  in  the  attempt  to  stop  it,  though  not  so  promptly 
as  he  otherwise  would  have  done,  because  he  thought  that  the  train 
would  stop  for  water  a  short  distance  west  of  the  station,  as  was  often 
or  usually  done.  In  giving  the  stop  signal  he  swung  his  lantern  so 
violently  that  the  flame  was  soon  extinguished.  He  then  ran  to  the 
pump  house  near  by  and  picked  up  the  pumpman's  lantern  and  tried 
to  use  it,  but  that  also  went  out.  He  then  ran  back  to  the  office  and 
found  that  his  signal  was  not  in  the  stop  position.  The  operator 
then  decamped,  first  telling  the  dispatcher  that  he  felt  certain  that 
a  collision  would  occur,  and  that  he  was  afraid  of  being  mobbed. 
Train  No.  29  went  on,  and  a  short  distance  west  of  the  station  collided 
with  No.  30.  The  operator  subsequently  came  back,  or  was  brought 
back,  and  made  a  statement  to  the  county  attorney. 

According  to  the  rules  the  despatcher  should  not  issue  an  order, 
as,  for  example,  to  a  westboimd  train  at  B,  requiring  it  to  wait  at  B 
for  an  eastboimd  train  of  the  same  class,  if  avoidable.  When  im- 
avoidable,  an  order  may  be  thus  issued  if  the  superior  train  (the 
westbound)  has  already  stopped  or  is  scheduled  to  stop  at  that 
station,  or  has  received  a  previous  order  to  stop  there ;  and  provided 
the  weather  is  clear  and  the  line  is  sufficiently  straight  and  level  to 
give  an  approaching  engineman  ample  time  to  bring  his  train  to  a 
stop  before  reaching  the  signal;  and  provided  further,  that  in  case 
of  a  passenger  train  two  torpedoes  have  been  placed  on  the  rail  by 
the  operator.  As  No.  29  was  already  stopped  at  B,  the  despatcher 
is  held  by  the  superintendent  blameless  so  far  as  this  rule  is  con- 
cerned, though  the  operator,  knowing  the  rule,  should  either  have 
put  down  the  torpedoes  or  else  have  called  the  conductor  into  the 
office  before  finally  accepting  the  order.  The  operator  had  been 
in  the  service  of  the  company  only  5  days  and  at  this  station  only 
2  days  (nights).  He  was  18  years  of  age,  though  in  applying  to 
the  company  for  emplojrment  (and  also  to  another  company  at  the 
same  time)  he  gave  his  age  as  23  and  averred  that  he  had  had  several 
years'  experience,  when,  in  fact,  he  had  worked  as  an  operator  only 
18  months.  The  report  says  that  his  size  and  general  appearance 
indicated  a  man  much  older  than  18.  The  collision  occurred  about 
4.25  a.  m.,  and  the  operator  had  been  on  duty  about  10  hours.  He 
stated  that  he  had  been  awake  all  night,  and  there  is  no  evidence  of 
"mything  like  intoxication. 


Collision  No.  31,  occurring  about  2.14  a.  m.,  killing  9  persons  and 
injuring  8,  was  between  an  eastbound  passenger  train  and  a  west- 
bound freight,  the  freight  being  at  the  time  partly  in  a  side  track, 
which  it  was  entering.  The  passenger  train  ran  past  a  block  signal 
set  against  it  at  F,  and  the  collision  occurred  a  few  rods  east  of  the 
signal.  The  passenger  train  was  running  at  high  speed,  although 
there  was  a  dense  fog  at  the  time  which  made  it  impossible  to  see 
the  signal  light  more  than  a  few  hundred  feet;  and  the  signal  which 
was  disregarded  was  on  a  post  40  feet  high  and  25  feet  to  the  left  of 
the  track.  The  engineman  chargeable  with  this  neglect  was  a  man 
of  experience  and  his  record  was  one  of  the  best  on  the  road.  He 
asserted  that  the  block  signal  indicated  clear  and  that  his  speed  was 
low — about  25  or  30  miles  an  hour;  but  these  statements  are  both 
disproved  by  conclusiYe  evidence  to  the  contrary.  The  men  in 
charge  of  the  freight  train  are  also  held  blameworthy  in  connection 
with  this  collision,  as,  notwithstanding  the  protection  afforded  to 
their  movement  by  the  block  signal  at  F,  the  rule  required  that 
freights  should  in  all  cases  be  clear  of  the  main  track  5  minutes 
before  the  time  for  the  arrival  of  any  passenger  train. 

Colhsion  No.  6,  occurring  about  2  a.  m.,  was  due  to  the  engineman 
of  a  freight  train  misreading  a  dispatcher's  order.  He  was  running  in 
the  inferior  direction  and  received  an  order  making  his  train  superior 
from  A  to  C.  Subsequently  he  received  another  order  modifying  this. 
This  second  order  contained  instructions  concerning  five  meeting  or 
waiting  points  and  mentioned  two  trains  besides  bis  own.  It  con- 
tained four  complete  sentences.  The  engineman,  in  reading,  ran  the 
second  and  third  sentences  together  and  wrongfully  assumed  that  two 
superior  trains  were  to  wait  for  him  at  a  certain  station,  when  the 
order  in  fact  named  only  one  of  those  trains  as  being  required  thus 
to  wait.  This  second  order  was  not  delivered  to  the  conductor  of  the 
train.  It  was  on  Form  19,  not  requiring  signatures,  and  was  delivered 
by  the  operator  to  a  man  on  the  engine  of  the  train  as  it  slowly  passed 
his  station,  but  it  was  not  delivered  to  the  conductor,  who  was  on  the 
rear  end  of  the  train,  because  neither  the  conductor  nor  the  rear 
brakeman  was  in  position  on  the  step  of  the  caboose  to  receive  the 
order  as  the  station  was  passed.  The  engineman,  though  having 
received  his  copy  of  the  order,  should  not  have  continued  on  his 
journey  beyond  that  station  without  a  hand  signal  from  the  conductor 
to  proceed.  This  he  did  not  receive,  the  conductor  and  rear  brake- 
man  having  ignored  the  stop  signal. 

Collision  No.  9  was  due  to  the  error  of  a  dispatcher  in  sending  an 
order  to  the  wrong  train.  He  sent  the  order  to  station  A  and  to  sta- 
tion D,  giving  an  extra  westbound  train  right  over  the  first  and 
second  sections  of  an  eastbound  regular  train  from  A  to  D,  but  in 
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sending  the  order  to  D  he  addressed  it  to  the  conductor  and  engine- 
man  of  the  second  and  third  sections  of  the  regular  train.  The  first 
section  had  already  left  D  and  the  dispatcher  was  aware  of  the  fact. 
He  seems  to  have  assumed  that  the  address  of  the  order  as  sent  to  D 
corresponded  with  the  statement  in  the  body  of  the  order,  when  in 
fact  it  did  not  correspond.  The  station  operator  who  received  the 
order  at  D  did  not  discover  the  discrepancy,  nor  was  it  noticed  by  the 
operator  at  A. 

ColHsion  No.  17,  occurring  in  the  middle  of  the  night,  took  place  on 
a  Hne  worked  by  manual  block  signals,  conmiunication  from  cabin  to 
cabin  being  by  bell  code.  The  signalman  at  A,  45  years  old,  and  in 
the  service  of  this  company  8  months  as  signalman  (and  formerly  as 
brakeman),  appears  to  have  given  a  clear  signal  to  the  second  train 
when  he  was  not  certain  of  the  information  he  had  received  from  sta^ 
tion  B.  He  claims  to  have  received  *'four  bells,"  meaning  "block 
clear,"  but  the  signalman  at  B  claims  that  he  sent  five  bells,  meaning 
block  not  clear.  The  signalman  at  A  appears  to  have  been  in  doubt 
concerning  the  bell  signal  and  yet  he  did  not  ask  B  to  repeat  it.  Both 
signalmen  are  reported  as  of  good  habits  and  good  records.  A  large 
part  of  the  damage  incident  to  this  accident  was  caused  by  a  fire 
which  was  started  by  coals  from  the  fire  box  of  the  locomotive. 

Collision  No.  19  was  due  to  negligence  on  the  part  of  both  the  con- 
ductor and  the  engineman  of  a  passenger  train.  They  had  received 
an  order  to  wait  at  S  imtil  8.45  a.  m.,  but  passed  that  station  at  about 
8.38,  although  the  order  had  been  given  to  them  only  about  13  min- 
utes before.  The  conductor  entirely  forgot  the  order  and  he  was  dis- 
missed. The  engineman  had  misread  the  order  and  thought  that  he 
had  a  right  to  go  to  another  station  farther  on.  As  he  was  passing  S 
the  fireman  looked  at  his  watch  and  spoke  to  the  engineman ;  but  the 
engineman,  in  response  to  this,  simply  pulled  the  order  out  of  his 
pocket  and  handed  it  to  the  fireman  without  looking  at  it,  evidently 
having  no  doubt  that  his  reading  of  the  order  had  been  correct. 
Before  the  fireman  had  time  to  finish  reading  the  order  the  collision 
occurred.  Both  the  conductor  and  engineman  were  men  of  long 
experience.     They  had  been  on  duty  about  3  hours. 

Collision  No.  22  was  due  to  the  inefliciency  of  the  flagman  of  a 
passenger  train.  This  flagman,  24  years  of  age,  who  had  been  in 
the  service  about  3  months,  started  out  to  flag  the  following 
train,  but  took  neither  torpedoes  nor  fusees.  After  going  a  short 
distance  he  returned  to  his  train  to  get  his  overcoat,  and  before  he 
could  again  go  out  a  suflScient  distance  for  his  signal  to  be  of  any  use 
the  following  train  was  upon  him. 

Collision  No.  23,  between  a  fast  first-class  train  and  a  switching 
freight,  was  due  to  the  carelessness  of  a  brakeman  of  the  freight 
train,  who  turned  the  switch  from  the  main  track  to  a  siding  without 
heeding  the  indication  of   the  electric  visual   signal,  which  would 
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have  warned  him  that  the  fast  train  was  approachiiig.  The  Kse  at 
this  point  is  equipped  with  automatic  track-circuit  block  signals, 
and  the  fast  train  had  already  passed  the  point  at  which  it  set  the 
switch  indicator  when  the  switch  was  turned.  This  train  occupied 
only  about  1  minute  and  36  seconds  in  running  from  the  signal 
at  the  entrance  of  the  block  section  to  the  misplaced  switch, 
and  when  it  came  on,  at  full  speed,  the  freight  hacf  just  fouled  the 
main  track.  The  brakeman  at  fault  had  been  in  the  service  of  the 
road  about  14  months.  The  enginemen  had  told  him  particu- 
larly to  look  at  the  indicator  before  turning'  the  switch.  It  is 
possible  that  he  looked  at  the  indicator,  but  allowed  considerable 
time  to  elapse  after  looking  b^ore  turning  the  switch,  the  fast  train 
meantime  passing  the  block  signal  showing  clear.  Another  collision 
in  this  quarter  (No.  2  in  the  table)  was  due  to  the  neglect  of  a  train- 
man to  make  proper  use  of  an  automatic  indicator  at  a  switch. 

Collision  No.  25  was  due  to  ineflBcient  management  of  brakes. 
The  freight  train,  west  bound,  running  slowly  along  a  passing  track 
while  waiting  for  a  passenger  train  moving  in  the  same  direction, 
was  allowed  to  run  a  few  feet  too  far  at  the  end  of  the  passing  track 
and  so  fouled  the  main  line.  The  passenger  train,  coming  along 
just  at  that  moment  at  full  speed,  struck  the  freight,  and  the  pas- 
senger engine  was  overturned.  The  freight  train  consisted  of  23 
cars,  but  had  air  brakes  in  use  on  only  4  cars.  The  engineman 
asserted  that  he  was  ignorant  of  the  fact  that  the  other  19  cars  had 
been  disconnected.  At  a  station  about  4  miles  back  a  nonair  car  had 
been  put  in  the  fore  part  of  the  train  with  the  view  of  saving  time 
at  the  next  station,  where  that  car  was  to  be  left.  One  of  the  brake- 
men  claimed  to  have  informed  the  engineman  about  the  change  in 
braking  power. 

Collision  No.  29  was  due  to  a  freight  train  becoming  uncontrollable 
on  a  steep  grade  about  2  a.  m.  The  men  in  charge  of  the  train  were 
experienced,  but  appear  to  have  exercised  poor  judgment.  It  is 
believed,  though  not  proved,  that  an  angle  cock  had  been  shut  at 
the  third  car  from  the  engine,  so  that  the  air  brakes  were  not  effective 
on  that  part  of  the  train  behind  the  third  .car,  and  for  this  misplace- 
ment of  the  cock  the  conductor  and  engineman  are  held  responsible. 
Aside  from  this,  however,  these  men  had  allowed  the  train  to  attain 
too  high  speed  before  taking  action  to  check  the  speed,  and,  in  addi- 
tion to  this,  the  brakeman  at  the  rear  of  the  train,  who  should  have 
opened  the  conductor's  brake  valve  when  the  engineman  sounded 
the  alarm  whistle,  neglected  to  do  so. 

Collision  No.  33  was  due  to  a  misplaced  switch  and  occurred  about 
9  p.  m.  A  northbound  passenger  train,  running  at  full  speed, 
entered  a  siding  and  struck  a  southbound  freight  train  which  was 
standing  there.  Both  engines  were  demolished  and  from  their  fire 
boxes  the  wreck  took  fire,  3  PuUman  cars  and  11  freight  cars  heins 
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completely  destroyed.  The  switch  had  been  left  wrong  by  an 
employee  of  another  road,  the  side  track  being  used  in  common  by  the 
two  roads  as  a  connecting  track. 

Derailment  No.  1,  killing  19  persons  and  injuring  149,  is  reported 
as  ^ 'cause  unknown/'  the  railroad  company  stating  that  its  investiga- 
tion into  the  circumstances  of  the  accident  has  not  yet  been  com- 
pleted. The  train  derailed  consisted  of  five  passenger  cars,  drawn 
by  two  electric  motors.  It  was  running  at  full  speed  on  a  curve 
of  3°,  the  outer  rail  of  which  was  superelevated  4§  inches.  Two 
cars  were  overturned.  The  track  consisted  of  rails  weighing  100 
pounds  to  the  yard,  laid  on  21  ties  to  each  33  feet,  with  tie  plates. 
The  ballast  was  stone  and  the  whole  track  was  well  built  and  main- 
tained. In  the  cab  of  the  leading  motor  were  four  men,  the  engine- 
man,  his  helper,  an  electrical  inspector,  and  the  assistant  superin- 
tendent of  the  division.  These  men  estimate  the  speed  of  the  train 
at  the  time  of  the  derailment  at  45  to  50  miles  an  hour,  which  estimate 
is  corroborated  by  the  record  at  the  last  block  signal  station,  com- 
pared with  that  at  the  power  house,  where  note  of  the  time  was  made 
when  power  was  automatically  shut  off  by  the  breaking  of  the  third- 
rail  electrical  conductor  at  the  moment  when  the  cars  jumped  the 
track.  The  report  of  the  railroad  company  further  says  that  in  mak- 
ing a  test  run  some  time  after  the  accident,  with  a  train  made  up  like 
that  which  was  wrecked  and  with  all  conditions  similar,  the  speed 
proved  to  be  48  miles  an  hour  at  the  point  of  the  accident.  A  careful 
examination  was  made  of  the  track  and  wreckage  immediately  after 
the  derailment,  but  although  indentations  were  found  on  wheels  and 
rails,  it  was  impossible  to  determine  whether  these  marks  had  any- 
thing to  do  with  the  cause  of  the  derailment,  or  were  only  effects. 

Derailment  No.  18  appears  to  have  resulted  from  gross  negligence 
on  the  part  of  a  number  of  different  persons.  A  passenger  train 
approacliing  an  important  station  at  high  speed  was  derailed  at  a 
misplaced  switch.  The  train  was  nm  not  only  in  disregard  of  a  rule 
requiring  trains  to  be  run  within  the  yard  hmits  with  speed  under  con- 
trol, but  also  apparently  with  recklessness  as  regards  the  switch,  which 
was  misplaced  and  which  caused  the  derailment ;  for  it  appears  that 
the  air  brakes  on  the  train  which,  according  to  all  the  available  evi- 
dence, were  in  good  order,  had  not  been  applied  before  the  engine  ran 
off  the  track.  The  engineman  was  fatally  injured,  dying  eleven  days 
after  the  accident,  and  he  made  no  intelUgible  statement.  The  train 
consisted  of  an  engine  and  14  cars.  Six  of  these  cars  were  completely 
broken  up,  and  three  others  were  badly  wrecked.  Most  of  the  passen- 
gers who  were  killed  were  riding  in  two  ordinary  cars,  not  Vestibided, 
which  were  the  first  two  cars  in  the  train,  while  the  cars  behind  these 
were  not  only  heavier  but  were,  most  of  them,  vestibuled.  The  train, 
running  at  from  50  to  65  miles  an  hour,  ran  over  the  misplaced  swit4*h 
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and  entered  the  side  track  at  such  high  speed  that  the  engine  was 
overturned  at  a  point  a  few  feet  beyond  the  point  where  it  left  the 
main  track.  This  Bvdtch  was  1 ,585  feet  within  the  yard  Umit.  There 
was  a  good  view  of  the  switch  from  the  approaching  train.  The 
engineman  of  the  passenger  train  was  an  experienced  employee  of  this 
road,  but  the  men  in  charge  of  the  switching  engine,  who  had  left  the 
switch  set  in  the  wrong  position  and  unattended,  were  comparatively 
new  to  their  work.  The  foreman  of  the  crew  had  been  employed  at 
this  point  only  four  weeks,  though  he  had  had  railroad  experience 
before.  The  switchman  who  was  inunediately  responsible  had  worked 
in  this  yard  about  six  weeks,  but  had  had  several  years'  experience 
in  railroad  work.  The  engineman  and  fireman  of  the  switching 
engine  had  worked  in  this  yard  only  three  days. 

Derailment  No.  9,  occurring  about  4  a.  m.  and  causing  the  death 
of  4  passengers  and  of  the  engineman  and  fireman,  happened  at  a 
misplaced  facing-point  switch,  the  speed  of  the  train  at  the  time  being 
about  35  miles  an  hour.  The  switch  was  found  locked  in  position 
for  the  side  track.  It  had  been  used  by  a  freight  train  about  40 
minutes  before,  but  the  question  who  was  blameworthy  for  the  mis- 
placement has  not  been  settled.  The  switch  had  no  lamp,  being  a 
new  one.  The  lamp  had  been  received  for  it,  and  it  was  to  have  been 
put  in  position  the  next  day.  The  engine  was  equipped  with  an 
electric  headlight,  by  the  aid  of  which  the  engineman  could  undoubt- 
edly have  seen  the  position  of  the  switch  target  in  season  to  stop  the 
train  before  reaching  the  switch;  but  from  the  position  in  which  the 
dead  body  of  the  engineman  was  found  after  the  derailment  it  is 
concluded  that  he  was  not  keeping  a  good  lookout.  There  is  evidence 
that  he  had  crouched  down  behind  the  boiler  head  to  light  a  cigar. 

Explosion, — Oile  of  the  most  serious  train  accidents  x)ccurring  in 
the  quarter  under  review  was  due  to  an  explosion.  It  is  not  classed 
either  as  a  collision  or  a  derailment,  and  therefore  does  not  appear 
in  Table  2a.  In  this  accident  14  passengers  and  two  other  persons 
were » killed  and  33  passengers  and  six  other  persons  were  injured. 
The  victims  were  on  a  passenger  train  approaching  a  small  station, 
at  low  speed,  and  the  deaths  and  injuries  were  due  to  an  explosion 
of  powder  in  a  car  of  a  freight  train  standing  on  a  side  track.  The 
explosion,  from  some  cause  unknown,  occurred  just  at  the  moment 
that  the  express  car  of  the  passenger  train  passed  the  powder  Qar. 
The  passenger  cars  were  wrecked  and  the  total  amoimt  of  damage  to 
the  cars  and  locomotive  was  $11,300.  The  freight  car  in  question 
contained  500  kegs  of  powder.  It  was  stationary  at  the  time  and 
had  been  so  for  at  least  12  minutes.  There  had  been  heavy  con- 
tinuous rains  for  several  hours  previous.  The  car  containing  the 
powder  was  comparatively  new.  After  an  exhaustive  investigation 
by  officers  of  the  road  the  cause  of  the  explosion  still  remained  a 
mystery. 
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Table.  No.  3. — Details  of  Table  No.  1 — Cauaes  of  acciderUs  to  employees  in  coupling  and 

uncoupling  cars. 


Sub- 

ClftSS. 


1 

2 
3 
4 
5 
6 
7 

8 

9 
10 

11 
12 

13 
14 

15 

16 

17 
18 
10 
20 

21 


22 
23 
24 

25 

26 
27 
28 


Caiues. 


Traln- 


Train- 
men in 
yards. 


Yard 
trainmen 
(switch- 
ing 

crews.) 


Other  em 
ployees. 


\4 


Adjusting  coupler  with  foot 

Adjusting  coupler,  cars  accidentally  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  (main 

Coupling-damaged  cars 

Coupling  with  chain  or  other  emergency  appliance 

on  curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 

because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 

and  body  of  car 

Uncoupllzig  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever 

not  in  worldn^  order j    1 

Foot  caught  in  frog,  switch,  or  guard  rail 1 

Opening  or  closing  knuckle  when  cars  were  near 

together,  miscalculated  speed 

Opening  taiuckle  when  cars   were  near  together, 

engine  accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on 

foot 


Opening  knuckle,  lost  footing 

Riding  on  car  to  uncouple,  sapped  oft 

Struck  by  object  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to 
slack  running  in 

Caught  by  unexpected  movement  of  car,  due  to 
mistake  or  misunderstanding  in  giving  hand  sig- 
nals  


I 


I 


a     B 


•8 

a 
\4 


? 


1 

I>1  »^     4       ^.4 


l|     a 


16 
5 
1 
1 
7 

11 

6 


9 
6 
2 
2 
4 
10 


1  ! 


1 
8 


33 

13 

4 

2 

6 

26 

8 


1  I 

4 

1  : 


1 
2 


Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 
rule 


Hand  caught  between  projecting  load  and  end  of 

next  car 

No  witness  (fatal  injury) 

Other  causes  (see  detailed  list  below) 

Unexplained 


Total. 


50 
4 

33 
3 

24 
o 

3 
7 

13 
7 

20 


1 

10 
4 

14 

1 


1 
3 
1 


2 

1 


8 
1 


19       256 


2 
3 


12 


43    . 
4    . 

21    . 
1    . 

13 

3  1. 

9   . 
3  « 
5 

5i. 

17 

5 
3 

6 

7 
3 

"s 


.1 


2 
1 


2 
1 


lUO     26 


6 

91 
8 

64 
5 

38 


I 


9 

16  1 

12 

15 

28 


7 

19 

6 

32 

8 


7 
3 


473 


1 
1 


1 

2 
2 


8 
1 


2 

1 

2 
2 


5! 


28 


Details  of  injuries  included  in  Table  No,  3,  subclass  t7. 

J.  1.  Torpedo  exploded  and  piece  cut  leg. 

J.  2.  Lumber  on  car  shifted,  catching  man's  head. 

J.  3.  Head  caught  by  projecting  log  on  oar.    Killed. 

J.  4.  End  gate  of  car  fell  on  foot. 

J.  5.  Car  ran  over  torpedo  which  exploded,  cutting  thigh. 

J.  6.  Lump  of  coal  fell  on  foot. 

J.  7.  Brake  wheel  fell  off  car,  striking  man  on  head. 

J.  8.  Lump  of  coal  fell  on  band. 

J.  9.  Carelessly  left  foot  on  rail  and  wheel  ran  over  it. 

J.  10.  Cars  accidentally  uncoupled  and  steam  from  steam  pipe  scalded  man. 

F.  1.  Piece  of  coal  fell  off  car  on  foot. 

F.  2.  Rail  projecting  from  car  caught  head. 

F.  3.  Cut  hand  on  projecting  bolt. 

F.  4.  Riding  on  car  and  load  shifted,  cutting  hand. 

F.  5.  Struck  by  car  on  adjacent  track. 

K.  1.  Lump  of  coal  fell  from  car  on  head. 

M.  2.  Torpedo  exploded  and  piece  flew,  cutting  abdomen. 

M.  3.  Lump  of  coal  fell  from  car  on  head. 

M.  4.  Piece  of  coal  rolled  off  tender  and  struck  man  on  head. 

M.  5.  On  viaduct;  fed  through  viaduct  to  ground  below. 
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Tabi^  3a. — Nai'uxt  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injariea. 


L068  of  feet 

LoesoflegB 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  tOM 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  bodv^ 

Contusion  or  laceration  of  feet . . . 
Contusion  or  laceration  of  toes,. . 

Contusion  or  laceration  of  legs 

Contusion  or  laceration  of  arms. . 
Contusion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingers. 

Dislocation 

I  nte  mal  inj  uries 

Sprains 

Shock 

Miscellaneous 


Train- 
men. 


Train- 
men in 
yards. 


5 

2 

11 

1 


3 
3 

1 


2 

3 

9 

6 

40 

24 

5 

5 

12 

35 

73 

1 

7 

8 


3 
4 

35 

14 

8 

8 

10 

26 

60 

1 

2 

3 


Yard 
train- 
men. 


6 

5 

7 

1 

20 

1 

1 

4 

8 

10 

13 

74 

40 

8 

36 

24 

55 

133 

4 

5 

17 


Other 
em- 
ployees. 


2 
3 
2 


5 
11 


1 


Killed. 


Total  injuries. 


256 
19 


190 
12 


473 
26 


Total  killed  and  injured. 


276 


202 


499 


28 
5 


33 


RECAPITULATION 


Total  killed.. 
Total  injured. 


62 
947 


Total  killed  and  injured 1, 009 

Table  No.  4. — Details  of  Table  No,  1 — Causes  of  accidents  to  employees  classified  {C6 
and  C7)  as  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


C6 


1 

2 
3 

4 


C7 


6 
7 
8 
9 
10 

11 
12 

ri3 

14 
15 

16 

17 
18 


Causes. 


Train- 
men. 


Train- 
men in 
yards. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Farting  of  train 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  In 
subclass  3 '. 

While  setting  brakes 

Fell  f  rom— 

Coal  car 

Frei^t  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in  mo- 

ICisoellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 
handholds  and  sill  steps 

Getting  on  or  off  moviug  engine 

Caught  in  frog,  guard  rail,  or  switch 


Total 


2 
I 


3 
4 

2 

1  ' 
12 

I 

1 

17 
20 

7 

3  ' 


82 


M  '  I. 


•^ 


1     1 

.... 

18 

>  •  •  • 

14 

•  •  •  • 

41 

1 

35 

1 

8 

36 

130 

16 

106    . 
233 
68  ' 
124 
143  , 


3 

3  , 
5 
1  < 


uO  |.  . . . 

45  .... 

206  I    4 

6  . . . , 


2 

10 

9 


27 
32 

3 
19 
90 

5 


Yard 
trainmen .,  .__„.«^ 

crews). 


•Other  em- 


5 
2 


1 
4 


60  !... 


99  , 
26  I 
72  I 
66  I 

8   . 

24 

121 
3 


5 
8 
4 
3 


1     '     • 


4 

15 

8 


73 
67 


2 


I 


10       3 
20       1 
SO  ,     3 
«)    .  .  .  . 

26  I  I 

236  I  2 

44  I  2 

66  I  8 

111  6 

17    . . . , 

36    . . . . 
132       4 
6 


1,288  i  25  I     665     37       914     32 


1 
3 
3 


4 

2 

10 
13 
19 

5 

48 
65 
6 
64 
59 


4 

41 
1 


353 
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[Public— No.  171.] 

AN  ACT  requiring  common  carriers  ensaged  in  interstate  oonuneroe  to  make  fall  reports  of  all 

accidents  to  the  Interstate  Commerce  Commivlo»- 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  Slates  of  America 
in  Congress  assembled j  It  shall  be  the  duty  of  the  general  manager,  superintendent,  or 
other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by  rail- 
road to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  wnere 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
ana  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days  after 
the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  conviction 
thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of  not  more 
than  one  nundred  dollars  for  each  and  every  offense  and  for  every  day  during  which  it 
shall  fail  to  make  such  report  after  the  time  herein  specified  for  making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or  action 
for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sbc.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for  such 
common  carriers  a  method  and  form  for  making  the  reports  in  the  forgoing  section 
provided. 

Approved,  March  3,  1901. 

SPECIAL  INFORMATION  CONTAINED  IN  PBECEDINa  BXTLLBTTSB,^ 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  employees 
killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see  Table  No. 
1) ;  also  tables  showing  cost  of  the  different  classes  of  train  accidents.  The  causos 
of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling  from  cars,  etc. , 
are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serious  collisions  and 
derailments  are  dealt  with  in  a  supplementary  table  (Class  A)  showing  the  cau8<t5 
in  some  detail.  Each  bulletin  is  tor  three  months,  and  No.  1  was  for  the  quarter 
ending  September  30, 1901.  The  bulletin  for  the  quarter  ending  June  30  contains, 
in  adcfition  to  the  quarterly  statistics,  tables  showing  the  same  information  for  the 
whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  records  one  collision,  killing  6  and  injuring  35  persons,  and  one  derail- 
ment, killing  15  and  injuring  28.  The  collision,  occurring  at  1  a.  m.,  was  due  to 
gross  negligence  on  the  part  of  the  men  in  charge  of  a  freight  train.  The  derail- 
ment was  due  to  an  open  draw.  The  drawbridge  was  not  provided  with  inter- 
locked signals,  and  the  engineman  was  not  adequately  acquainted  with  the  line 
of  the  roa^.  A  collision  and  a  derailment  are  reported  whicn  were  due  to  the  lack 
of  suitable  detector  bars  at  switches  and  a  collision  which  was  due  to  failure  r>f 
"controlled  manual"  block  signal  working. 

Bulletin  No.  18  shows  total  casualties  much  lar|[|;er  than  In  the  preceding  quarters,  due 
largely,  no  doubt,  to  an  enormous  increase  in  traffic.  Many  accidents  are  reported 
in  which  flie  men  had  been  on  duty  excessively  long  hours.  One  collision.  Killing 
17  persons,  was  due  to  the  error  of  an  engineman  of  five  months*  experience,  who 
ran  past  five  warning  signals.  Another  collision,  killing  10  persons,  was  due  to 
the  failure  of  the  men  in  charge  of  a  freight  train  to  identify  opposing  passenger 
trains.  One  derailment  of  a  passenger  train,  killing  13  persons,  was  reportedas 
due  to  some  cause  that  could  not  be  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  casualties.  One  but- 
ting collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injuries 
and  ^,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons.  One 
collision  was  due  to  the  negligence  of  men  who  had  been  worked  nagrantly  lone 
hours.  Particulars  are  given  of  a  number  of  collisions  due  to  complicated  ana 
unusual  causes. 

Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  quarter  of  the 
pn^vious  year,  but  the  number  of  passengers  and  employees  killed  in  train  acci- 
dents was  considerably  smaller.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  dispatcher's 


oFor  notes  on  Bulletins  1  to  16,  inclusive,  see  Bulletin  No.  17. 
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order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caused  9  deaths  and  18  injuries. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident — a  collision — in  which 
more  than  10  persons  were  killed,  but  the  totals  of  casualties  of  all  classes  are 
large,  no  improvement  being  shown  over  preceding  quarters.  Number  of  pas- 
sengers killed  in  train  accidents,  52.  One  collision,  killing  17  and  injuring  56, 
was  due  to  confusion  of  telegraphic  orders;  one  derailment,  killing  9  ana  injuring 
43,  was  at  a  misplaced  switch,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speed. 

Bulletin  No.  22  shows  180  passengers  killed  in  train  accidents — a  number  la^er  than 
that  in  any  other  bulletin,  except  No.  13.  One  rear  collision  in  the  District  of 
Columbia  caused  the  death  of  43  passengers  and  the  injury  of  63.  A  butting  col- 
lision killed  43  persons  and  injured  155,  the  bodies  of  the  killed  being  consumed 
by  fire.  In  the  derailment  of  a  passenger  train  at  a  drawbridge  57  persons  were 
killed  and  36  injured. 
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Accident  Bulletin  No.  24. 

RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING   THE 


THREE  MONTHS  ENDING  JUNE  30,  1907. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April,  May,  and  June,  1907,  as  shown  in  reports  made  by  the  rail- 
road companies  to  the  Interstate  Commerce  Commission,  under  the 
"accident  law"  of  March  3,  1901,  was  250,  and  of  injured  4,124. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  off  cars,  etc.,  bring 
the  total  number  of  casualties  up  to  19,711  (1,065  killed  and  18,646 
injured).  These  accidents  are  classified  in  the  following  table. 
These  reports  deal  only  with  (a)  passengers  and  (6)  employees  on 
duty.® 

Tablb  No.  1. — Casualties  to  persons — April y  May^  and  June,  1907,  o  ft  c 


Collldons 

Derailments 

Miaoeilaneoos  train  accidents,  includ- 
ing locomotive  boiler  explosions 


Total  train  accidents. 


CoapUng  or  uncoupling 

Whue  doing  other  work  about  trains 

or  while  attending  switches 

Coming  in   contact    with   overhead 

bridges,  structures  at  side  of  track, 

etc 

Falling  from  cars  or  engines  or  while 

getting  on  or  off 

other  causes 


Passengers 
(s  and  D). 


I 


5 
34 


99 


1 

43 
11 


Total  (other  than  train  acci-  I 
dents) 1  55 


Persons  car- 
ried under 
agreement 
or  contract 
(bb). 


% 


626 
1,161 

29 


1,816 


542 
505 


Total  all  classes 94  >    2,867 


1,051 


2 

7 


9 


6 
2 


102 
132 


Total  (a.b,  ,  m-„i«^«„ 
andbbj.     I  Trainmen. 


I 

t>4 


7 
41 


238 


16 
67 


8 


17 


86 


324 


48 


49 

13 


63 


111 


1 


728 
1,293 

33 


2,054 


568 
572 


1,137 


3,191 


50 
63 

19 


132 


19 
21 

31 

65 
44 


180 


312 


Trainmen 
tn  yards. 


1 


501 
445 

273 


13 
6 


I 


1,219 


19 


198 
54 

76 


328 


260 
1,954- 

198 

1,157 
176 


13 
13 


34 
29 


179 
609 

65 

574 
78 


3,745  '  92 


4,964   111 


1,565 


1,893 


a  In  Table  No.  1  the  passengers  have  been  divided  into  three  classes.  Class  a  includes  all  ordinary 
passengers.  Class  b  includes  passengers  traveling  on  freight  trains.  Class  bb  includes  persons  who 
are  customarily  carried  on  trains  under  special  arrangements,  such  as  postal  clerks  and  express  mes- 
sengers, employees  on  Pullman  cars,  newsboys,  live-stock  tenders,  and  men  in  charge  of  freight. 

6  Table  No.  1  is  continued  on  next  page. 

c  Accidents  to  employees  resulting  in  slight  injuries  which  do  not  prevent  the  employee  injured  from 
performing  his  accustomed  service  for  more  than  three  days  in  the  aggregate  during  the  ten  days  imme- 
oiately  following  the  accident  arc  not  reported. 

(8) 


Table  No.  1. — Casualties  to  persons — Aprils  May,  and  June,  1907 — Contmaed. 


Coliisions 

Derailments 

Misoellaneous   trvAn   acddentB,  Inclading 
locomotive  boiler  explosions 


Yard  train- 
men 
(switdiing 

crewa^. 


Other  em- 
ployees. 


Total  em- 
ployees. 


•2 


9 
5 


Total  train  accidents. 


15 


Coupling  or  uneoopling 

WhUe  doing  other  work  about  trains  or 
while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
strnctorefl  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  get- 
ting on  or  ofl 

Other  causes 


Total  (other  than  train  accidents) 
Total  all  classes 


36 
15 

f> 

5() 
23 


1.T5 


150 


92 

77 

32 


201 


502 

805 

93 

8S0 
100 


Total  all 
persons. 


•8 


24 
9 

3 


36 


5 
27 


39 
274 


2,380 


2,581 


345 


:«i 


200 

97  ' 

I 
25 


96 
83 

23 


322  '     202 


33 

815 
21 

413 

4,414 


5,695 


6,017 


T2 
76 
40 

194 

370 


7aj 


954 


I 


991 
673 

406 


2,070 


973 

4,243 

377 

3,024 
4,768 


103 
124 

23 


1,719 
1,966 

439 


250 


4,124 


72 
76 
41 

243 

383 


13,385        815 


15,455  I  1,065 


973 

4,243 

384 

3,582 
5,:*40 


14,522 


18,646 


The  quarter  ending  with  June  usually  Bhows  lighter  accident  records 
than  any  other  quarter  of  the  year,  and  this  is  generally  true  in  the 
present  instance;  but  the  principal  totals  are  all  larger  than  in  the 
same  quarter  one  year  ago,  as  appears  from  the  table  next  following. 
This  may  in  large  measure  be  accounted  for  by  the  marked  and  con- 
stant increase  in  railroad  traffic.  The  number  of  passengers  killed 
in  train  accidents,  which  fluctuates  more  than  any  other  item,  is 
very  much  larger  than  one  year  ago;  but  there  is  a  marked  diniinu- 
tion  from  the  high  figure  reported  three  months  ago.  In  the  present 
bulletin,  derailment  No.  6  (Table  2a),  killing  33  and  injuring  19,  and 
collision  No.  1 ,  killing  8  and  injuring  37,  are  the  extraordinary  items. 

Comparison  of  principal  items  with  last  bulletin  and  with  one  year  6adfc. 


Bulletin  20. 


1.  Passengers  killed  in  train  accidents 

2.  Passengers  killod,  all  causes 

3.  Employees  killed  in  train  accidents 

4.  Employees  killed  In  coupling 

6.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  all  causes 


The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  3,777  (1,806  collisions  and  1,971  derailments),  of 
which  220  collisions  and  221  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $3,232,673.  Given  more  in  detail,  these  facts  appear  as 
below: 

Table  No.  2. — Collinoiu  and  deraUmenUy  AprU,  May,  and  June,  1907. 


i  Nomber. 


Collisions,  rear 

Collisions,  butting , 

Collisions,  train  separating. 
Collisions,  misoellaneous. . . 


Total. 


Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

DeraUments  due  to  negligence  of  trainmen,  slgnaUnen,  etc. 
Derailments  due  to  unforeseen  obstruction  of  track,  etc. . . 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 


402 

228 

144 

1,032 


1,806 


Total 

Total  collisions  and  derailments. 


436 
821 
106 
91 
11 
516 


1,971 


3,777 


Loss. 


$472,031 

368,239 

63,581 

427,453 


1,331,244 


394,970 
672,783 

63,662 
154,640 

67,480 
547,874 


1,901,429 


3,232,073 


Killed. 


26 

45 

3 

29 


103 


13 
15 
10 
16 
3 
67 


124 


227 


Injured. 


419 

717 

44 

539 


1,719 


625 
276 
178 
112 
46 
729 


1,906 


3,085 


Note.— CoUisions  and  derailments  whidl  cause  no  death  or  personal  injury  and  which  cause  not  over 
tl50  damage  to  the  property  of  the  railroad  are  not  reported. 

Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 

Table  2a. — Causes  of  thirty-tuDo  prominent  train  accidents  {Class  A). 

[NoTK.— R  stands  for  rear  collision;  B,  butting  collision;  M,  miscellaneous  collisions;  D,  derailment; 
r,  passenger  train;  F,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


No. 


Class. 


I 
2 


6 


B 
M 

B 

B 
B 

R 


Kind  of  train. 


PandF 


•8 

s 
8 


»-•  i  P 


FandF '    0 


37 
0 


1695 
2,100 


PandF ,    0  i  13      6,800 


I 


II 


91 
42 

11 


FandF i    I      4 

Pand  F ;    4  I  33 


FandF i    0      2 


7,000 

16 

8,000 

68 

10,000 

7 

Cause. 


Disregard  of  telegraphic  orders.    See  note  in  text 

below  * 

Collision  on  side  track.    Train  moving  only  one  mile 

an  hour,  but  cnginoman  fell  asleep  and  slept  two 

minutes;  had  been  on  duty  21  hours. 


Eastbound  fraigtit  encroached  on  time  of  westbound 
mapi 
road;  had  taken  this  run  by  making  misropresen- 


passenscr  tra 


f^tit  en< 
n  (la. 


m.)-    Enginoman  did  not  know 


tation.    Conductor  and  two  brakemen  asleep. 
Runaway  on  steep  grade  3  a.  ni.    See  note  in  text 

below. 
Engineman  of  westbound  freight  (who  was  killed) 

eyjdently  forgot  regular  eastbound  passenger  train. 

Pasaunger  train  scheduled  for  only  two  days  in  the 

week,  Saturday  and  Sunday. 
Flagman  of  pushing  engin^  failed  to  signal  following 

train. 


—Cautei  of  thirty -two  ■prominent  train  arddenU  (Clot*  A) — Continued. 

COLLISIONS— rontlnunl. 


Ruaawsy,  due  to  fsllun;  ot  sir  pump:  niflpct  i 
■Itckcn  Rpwd  on  passLng  over  sumnut,  *□□  fklluj 
to  spply  buid  bnikei. 

Enijitx  mgtne  encnaclied  <n 
EDElneinui's  wttcb  alow, 
ongmemui*!  oxpeilaire  ab 

Btgou  dekred  when  track  was  ni>i.  vi«.  mu 
mads  possible  by  tbe  breakage  of  a  eonoecUot 
an  laleiiockiDK  cabin.    Slgoafinsi]  bpld  oegllgei 

Operator  arcepted  order  after  train  had  paasud. 


bavins  bn 


Rear  colllsloa  ol  bvlgbt  trainii  I 
Uvel;  light  train  overtook 

hold  blamsirorthy  for 


. i-ler  one.    Tmp 

m(«.    I.eading  tram 


aipalhig  hT  rtum,  ■ 
llntni  took  Bre  arid  wm  damaged  150^. 


DERAILUBNTS. 


Total  denlln»ntii..l 


,  Track  dlitorled 


j-s  wm:ked  a  bridge. 
Damaen   due   mataUy  to  explosions    c 


bridge;  bridge  damaged  by  blaatlng  nei 
.      .^  „.  ...J  moment  the  train  enterrd  upon  it. 

I  Landeiide  tn  tbe  nlghC.    Intpector  had  detects  n 

I  RoodbiKl  undemilned  by  vatpr  tmm  aprinBd  not  b- 

Switch  malk'loUBly  mJBpliusd, 
'  Rock  allde.    Tbli  orourred  un  an  old  railroad.    Il  i 
beiiei-ed  that  blasting  1,000  Itct  dlatut  had  Inu 


32     Unkaown,    S«e  m 


Derailment  No.  6,  by  far  the  worst  accident  in  the  present  record, 
causing  the  death  of  33  persons  and  the  injury  of  19,  is  reported  as  due 
to  some  cause  undiscovered.     A  passenger  train,  nimung  at  regular 


si>eed,  was  derailed  at  a  facing  point  split  switch  and  the  two  cars 
next  behind  the  engine  were  completely  wrecked.  When  these 
came  to  rest  they  were  lying  close  to  the  engine,  so  that  steam  escap- 
ing from  the  boiler  scalded  the  occupants  of  the  cars.  The  engine 
api)ears  to  have  passed  over  the  switch  in  safety,  and  the  two  cars 
next  following  evidently  were  thrown  off  by  the  partial  movement 
of  the  switch.  Of  the  7  cars  in  the  train  the  two  at  the  rear  passed 
over  the  switch  without  being  derailed.  It  would  appear  that  some 
part  of  the  engine  broke  and  fell  to  the  track,  causing  the  movement 
of  the  switch  rails,  but  it  was  impossible  to  discover  any  positive 
evidence  of  this.  The  side  track  leading  from  the  switch  diverged  to 
the  left,  and  the  switch  rail  on  the  left  side  of  the  track  was  found 
after  the  accident  in  proper  position  and  undamaged.  The  engine 
and  tender,  though  they  passed  over  the  switch  without  being  derailed, 
were  knocked  off  the  track  in  some  way,  presumably  by  the  derailed 
car  next  behind  them,  and  the  tender  was  pushed  against  the  engine 
in  such  a  way  as  to  overturn  it.  It  is  possible  that  the  leading  truck 
of  the  tender  was  the  one  that  caused  the  damage  to  the  switch  and 
that  first  left  the  track.  The  switch  was  fitted  with  a  circuit  breaker 
so  adjusted  as  to  set  an  automatic  block  signal  against  an  approaching 
train  if  the  switch  point  were  more  than  one-quarter  of  an  inch  away 
from  the  stock  rail.  This  circumstance  aflFords  additional  evidence 
that  the  switch  was  in  proper  position  when  the  leading  wheels  of  the 
engine  ran  onto  it. 

ColUsion  No.  1  was  between  a  westbound  passenger  train  and  an 
eastbound  work  train,  and  all  of  the  victims  were  employees,  except 
three  passengers  slightly  injured.  All  of  the  8  killed  and  32  of  the 
injured  were  laborers  riding  in  the  leading  car  of  the  work  train,  the 
engine  of  this  train  being  at  the  rear  end.  The  collision  occurred  on  a 
line  where,  although  the  railroad  is  double-tracked,  one  of  these 
tracks  for  a  few  miles  is  used  for  suburban  trains  in  both  directions 
and  the  other  one  for  other  trains.  On  the  day  in  question,  which 
was  Sunday,  the  suburban  trains  were  nm  on  the  track  usually  used 
by  other  trains,  in  order  to  facilitate  repairs  on  the  suburban  track. 
This  temporary  arrangement  was  to  last  from  7  a.  m.  to  7  p.  m. 
The  collision  occurred  at  6.50  p.  m.  A  supplementary  order  had  just 
been  issued  extending  the  temporary  arrangement,  but  it  appears  to 
have  been  misunderstood.  The  passenger  train  was  made  up  on  the 
proper  track,  but  it  was  run  through  a  crossover  to  the  other  track, 
the  conductor  adjusting  the  switch  himself,  and  it  proceeded  on  the 
wrong  track  in  disregard  of  the  special  orders,  which  were  clear  and 
^p^ch  no  one  claims  to  have  misunderstood.  The  collision  occurred 
before  the  passenger  train  had  run  more  than  a  half  mile.    The 
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conductor  of  the  passenger  train  is  reported  as  having  left  for  parts 
unknown  soon  after  the  accident. 

Collision  No.  4,  causing  the  death  of  a  fireman  21  years  old  and  the 
serious  injury  of  one  other  trainman,  was  due  to  inefficient  manage- 
ment of  the  air  brakes  on  a  heavy  freight  train  descending  a  2}  per 
cent  grade  at  3  a.  m.,  the  engineman  at  that  time  having  been  on 
duty  about  21  hours.  The  grade  in  question  is  26  miles  long,  and  the 
train  had  been  run  safely  for  23  miles  when  the  engineman  appears 
to  have  allowed  the  speed  to  increase  to  such  a  rate  that  there  was 
not  sufficient  time  to  recharge  the  air-brake  main  reservoir.  He  had 
made  repeated  applications  of  the  brakes,  and  finally  was  unable  to 
apply  them  with  sufficient  force.  The  train  consisted  of  18  cais, 
weighing  about  600  tons,  and  after  it  became  uncontrollable  it  col- 
lided with  an  engine  standing  at  a  water  tank.  The  engineman  at 
fault  had  been  in  the  employ  of  this  company  about  two  months,  but 
had  been  an  engineman  elsewhere  three  and  one-half  years  and  had 
served  as  a  fireman,  before  that,  for  over  five  years.  One  of  the  cars 
in  the  train  had  no  air  brakes  working,  and  two  others  had  leaky- 
brake  cylinders.  Although  the  engineman  had  been  on  duty  21 
hours,  he  avers  that  he  did  not  feel  sleepy.  This  crew  had  been 
assigned  to  a  work  train  during  the  day,  and  the  men  had  had  some 
time  to  sleep  while  the  engine  was  at  rest  waiting  for  the  laborers  to 
load  material.  The  report  says  that  the  brakeman  on  the  forward 
end  of  this  train  was  intoxicated  at  the  time  of  the  runaway,  so  that 
his  services  were  of  little  or  no  value  in  controlling  the  speed  of  the 
train. 

Collision  No.  12  was  due  to  an  erroneous  signal  given  by  a  block- 
signal  operator  and  to  the  failure  of  the  conductor  and  the  rear 
brakeman  of  a  freight  train  to  fiag  a  following  passenger  train.  The 
collision  occurred  at  2.20  a.  m.  The  freight  train  was  standing 
partly  in  a  yard,  and  the  block-signal  operator  reported  it  as  having 
gone  out  of  the  block  section,  thus  allowing  the  passenger  train  to 
come  on  from  the  block  station  in  the  rear,  when  in  fact  a  part  of  the 
freight  train  had  not  cleared  the  block.  The  signalman,  who  had 
been  in  the  service  three  years,  offered  the  inadmissible  excuse  that 
he  had  been  assured  by  the  yardmaster  that  the  block  section  was 
clear.  The  rear  brakeman  of  the  freight  endeavored  to  excuse  him- 
self by  asserting  that  the  conductor  had  passed  the  rear  end  of  the 
train,  apparently  going  to  signal  the  passenger  train.  The  con- 
ductor, who  had  been  in  the  service  four  years,  refused  to  attend  the 
hearing  on  the  accident.  He,  as  well  as  the  brakeman  and  the  block 
signalman,  was  dismissed  from -the  service,  as  was  the  engineman 
also,  for  not  sounding  a  whistle  signal  to  notify  the  rear  brakeman  to 

1  back  with  a  red  signal. 
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QAision  No.  16,  causing  6  deaths  and  4  injuries,  occurred  at 
3  a.  m.,  and  was  due  to  wrong  information  given  by  a  telegraph 
operator  to  the  train  dispatcher.  This  operator  was  IS  years  8 
months  of  age,  and  had  been  in  the  service  11  months.  The  train 
passed  his  station  at  2.50  a.  m.,  and  he  made  the  proper  entry  in 
his  book;  but  10  minutes  later,  when  the  dispatcher  inquired  if  that 
train  had  passed,  the  operator,  without  looking  at  the  book,  repUed 
that  it  had  not,  whereupon  the  dispatcher  sent  an  order  for  this 
train  to  meet  another  one,  and  a  few  minutes  afterwards  permitted 
the  opposing  train  to  proceed  from  the  other  station.  The  operator 
at  fault  soon  discovered  his  mistake,  but  not  in  time  to  prevent  the 
collision. 

Derailment  Xo,  14  is  reported  as  due  to  defective  track.  An  east- 
bound  passenger  train,  running  about  35  miles  an  hour  on  an  easy 
curve,  ran  oflF  the  track,  and  the  whole  train,  consisting  of  an  engine 
and  eight  cars,  fell  down  a  bank  about  20  feet  high.  As  soon  as  the 
train  left  the  track  a  gas  tank  attached  to  the  bottom  of  the  dining 
car  exploded,  setting  fire  to  the  train,  and  all  of  the  cars,  except  the 
niail  car,  were  burned  up.  Another  passenger  train  had  gone  over 
this  track  in  the  opposite  direction  about  30  minutes  before  the 
occurrence  of  the  accident,  and  the  engineman  and  fireman  of  that 
train  say  that  they  felt  a  slight  irregularity  in  the  track,  apparently 
a  low  joint,  but  did  not  deem  it  dangerous.  It  is  beUeved,  however, 
that  as  there  was  not  quite  enough  ballast  in  the  track  on  the  out- 
side of  the  curve  the  rails  were  thrown  out  of  line  bv  the  rear  end 
of  the  west^bound  train.  One  75-pound  rail,  9  years  old,  was  found 
broken,  but  it  is  not  certain  that  this  break  cwcurred  before  the 
train  ran  off  the  track. 

Derailment  No.  15,  causing  the  death  of  3  passengers  and  the 
injury  of  19  passengers  and  2  trainmen,  is  reported  as  due  to  some 
cause  unknown.  The  train  consisted  of  an  engine  and  eight  passen- 
ger and  baggage  cars,  and  it  was  running  at  about  50  miles  an  hour. 
The  derailment  occurred  at  1.20  a.  m.  The  wreck  took  fire  from  an 
explosion  of  illuminating  gas,  and  was  destroyed  by  fire,  with  the 
exception  of  one  sleeping  car.  The  report  says  that  the  track, 
which  consisted  of  rails  weighing  75  pounds  per  yard  and  sleepers  in 
first'-class  condition,  was  in  good  line  and  surface,  and  that  there 
were  no  indications  either  of  a  broken  rail  or  of  loosened  spikes. 
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Table  No.  3. — Details  of  Table  No.  1 — Causes  of  accidents  to  employees  in  coupling  and 

uncoupling  cars. 


Sub- 
class. 


1 
2 
3 
4 
5 
6 
7 

8 

9 
10 

11 
12 

13 
14 

15 

16 
17 
18 
19 
20 

21 

22 
23 
24 

25 

26 
27 
28 


Causes. 


Adjusting  coupler  with  foot 

Adjusting  coupler,  cars  accidentally  started 

Careless  manipulation  of  ^incoupUng  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emeigency  appliance 
on  curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emeigency  appliance 
because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 
and  body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever 
not  in  working  order 

Foot  caught  in  frog,  switch,  or  guard  rail 

Opening  or  closing  loiuckle  when  cars  were  near  to- 
gether, miscalculated  speed ;    1 

Opening  knuckle  when  cars  were  near  together,  en- 
gine accidentally  started i    1 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot 

Opening  knuckle,  lost  footing i    2 

Riding  on  car  to  uncouple,  supped  off 1 

Struck  by  object  at  side  of  track 

Caught  by  unexi)ected  movement  of  car,  due  to  slack 
running  In 1 

Caught  by  unexpected  movement  of  car,  due  to  mis- 
take or* misunderstanding  In  giving  hand  signals . .     1 

Uncoupling  moving  cars  and  lost  footing. : 2 

Parts  hard  to  move,  causing  delay '    1 

Went  between  cars  unnecessarily  and  contrary  to 
rule '    1 

Hand  caught  betweeh  projecting  load  and  end  of 
next  car 


Train- 
men. 


% 


No  witness  (fatal  Injurv) i    3 

Other  causes  (see  detailed  list  below) 

Unexplidncd 1 


Total 19 


Train- 
men In 
yards. 


'     YaPd 
I  trainmen 
I  (switch- 
ing 
,   crews). 


1 

9 


1 


1 


25 

3 

5 
7 

6 

2 


5 
4 


1 
1 

i 


3 
10 

1 


2 
3 


17       1 


1 
3 


12       1 


6 


9 


Other  em- 
ployees. 


•8 


•9 

s 

9 


20 

•  -  •  • 

17 

. 

6  .... 

3 

i  ! 

7  .... 

5 

■  •  •  • 

O  '  .  .  .  . 

1 

^   ^ 

7  .... 

4 

1 

15   2 

10 

1 

2  .... 

6 

2 

1 

1 

>  •  ■  • 

2 

54 

•  •  ■  • 

33  .... 

8 

■  *  •  • 

5  .... 

27 

■  •  ■  « 

17 

1 

2 

1 

2  1  4 

23 

5 

14  1  5 

2 

1 

1 

. . . . 

3 

■  •  •  ■ 

9 

•  •  •  ■ 

2   2 

3 

.. 

3  1  3 

12 

i 

5 

1 

260  ,  13  I     179  I  35 


42 
8 

23 
3 

10 


1 
1 


31 



'    4 

14 

2 

10 

■  •  •  • 

1 

93 

•   •  B  * 

9 

5 

•  •  •  M 

55 

7 

44  ' 

ii 

7 

17 

28 

3 
21 
10 

18 

7 


3 


3 
1 


15 
6 


1 , 

1 

3 

1  .. 



•  •  •  ■ 

1 

•  a  •  • 

l 

508 


32 


Details  of  injuries  included  in  Table  S,  subclass  f7. 

A.  1.  Roof  boards  fell  on  head. 

A.  2.  On  trestle;  fell  to  ground. 

A.  3.  Struck  by  steam  hose  which  blew  off. 

A.  4.  Stepped  on  lump  of  coal. 

A.  5.  Piece  of  iron  fell  off  tank  on  head. 

A.  6.  Stepped  in  hole. 

M.  1.  Apron  of  car  fell  on  foot. 

M.  2.  Struck  bv  air  hose  which  flew  up. 

M.  3.  Stepped  in  hole. 

M.  4.  Coupler  broke  and  piece  flew,  striking  hand. 

IC.  5.  Closing  knuckle  with  iron  bar,  bar  slipped  and  strook  head. 

M.  6.  Piece  of  iron  fell  off  car  on  foot . 

M.  7.  Coat  caught  on  car:  fell  under  wheels. 

M.  8.  Lever  flew  up  and  struck  face. 

IC.  9.  Continuous  rod  flew  out  and  hit  face. 

J.  1.  Anglecock  broke  and  struck  leg. 

J.  2.  Stepped  on  nail. 

J.  3.  Tie  fell  off  car  on  head. 

J.  4.  Apron  of  car  fell  on  foot. 

J.  5.  Lump  of  coal  rolled  off  car,  striking  chest. 

J.  6.  Hose  flew  up  and  struck  leg. 

J .  7.  Stepped  on  nail  In  plank. 

J.  8.  Air  nose  flew  ap.  striking  leg. 
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Table  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 

Train- 
men. 

Train- 
men in 
yards. 

Yard 
train- 
men. 

Other 
em- 
ployees. 

L08B  of  feet 

6 
3 
2 
2 
16 
3 

5 

4 
2 
1 
8 
2 
2 

9 
3 
6 
2 
13 
4 

L/OM  of  legs 

Loss  of  arms 

2 

j,<MAofhand« .   , 

r^oAS  of  fingipr" 

3 

Loss  of  toes 

Frn^itiirpd  aknll , 

Fractnred  leg 

2 
5 

4 

8 

30 

17 

7 

7 

13 

40 

71 

1 

6 

11 

10 

68 

41 

10 

33 

18 

78 

161 

2 

8 

18 

2 

Fractured  arm 

4 

6 

4 

10 

17 

3 

4 

0 

24 

48 

I 

FractUTBd  collar  honn  or  ribs , 

FzBctured  other  bones 



Contusion  of  head  or  body 

4 

Contusion  or  laceration  of  feet 

Contusion  or  laceration  of  toes 

1 

Contusion  or  laceration  of  lees 

Contusion  or  laceration  of  arms 

Contusion  or  laceration  of  hands 

12 

Contusion  or  laceration  of  flnxers 

5 

Dislocation 

4 

0 

4 
10 

Sprains 

1 

Snock 

1 

MiiH^IlaneotiH 

3 

3 

1 

Total  injuries 

260 
10 

170 
13 

fiQ2 
35 

32 

KUled 

5 

Total  killed  and  injured 

279 

192 

537 

37 

RECAPITULATION. 

Total  klUed 72 

Total  injured 073 

Total  killed  and  injured 1,045 

Table  No.  4. — Details  of  Table  iVb.  1. — Causes  of  accidents  to  employees  classified  (C6 
and  C7)  as  faW/ng  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


1 
2 
3 

4 


06    5 


6 
7 
8 
0 
10 

11 
12 

ri3 

14 
15 


cr 


16 


17 
118 


Causes. 


Fen  from  roof  of  box  car  by  reason  of— 

Defect  in  car , 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  in  sub- 
class 3 

While  setting  brakes , 

Fell  from— 

Coal  car 

Freight  car  other  thui  box  or  cosl  car 

Engme  or  tender , 

Passenger  car 

Engines,  tenders;  or  cars  (aU  kinds)  not  in  mo- 
tion   , 

Miscellaneous  causes 

Not  dearly  explained 

Slipped  getting  on  moving  trains  or  cars. 

Jumping  off  moving  trains , 

Jumping  from  engmes  or  cars  antidpating  coIU- 

sion,  derailment,  or  other  accident 

Fdl  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Total. 


Train- 
men. 


4 

1 

1 
4 

10 
1 


13 
5 
3 


2 
4 


65 


77 
15       216 


58 
137 
124 

2.'> 

31 

191 

5 

1,157 


Train- 
men in 
yards. 


-2 


49 

27 

8 

53 

118 

11 


9    .... 

2  i 
16  1*2' 


2 ; 
4 


6 


36 
21 


21 
104 
6 


34       574 


Yard 
trainmen  ntKo»«™ 

crews). 


• 

• 

&    1  "^ 

g      '6 

a           9 

0 

Kill 

M 

1 

1 

10 

•  ■  ■  • 

1 

2 



8 

1 

2 

5 

2 

14 

5 

54 

•  • 

2 

■  • 

46 

■  ■ 

112 

6 

13 

2 

63 

3 

63 

•  • 

10 

6 
9 

1 
I 
4 


83 
54 

5 
12 
48 

4 


24 

11  !  216 
9  ,  37 
6  '  84 
2       105 


1 
6 


15 

33 

140 

2 


56  I    880 


7 
1 


3 
4 

8 
5 


8 
1 

39 


s 


11 
2 

8 
23 
14 

6 

57 
85 
13 
70 
76 


4 

37 
1 

«3 
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YEARLY   TABLES. 

This  bulletin  completes  the  publication  of  the  accident  records 
under  the  law  of  March  3,  1901,  for  six  years,  and  the  table  next 
following,  Table  A,  gives  the  aggregates  for  the  year  ending  June  30, 
1907,  of  the  items  which  are  given  in  Table  No.  1  of  the  quarterly 
returns.  The  total  number  of  casualties  shown  in  Table  A  is  81 ,286 
(5,000  killed  and  76,286  injured). 

This  table  includes  the  following  statistics  which  did  not  appear 
in  the  quarterly  bulletins,  the  reports  from  which  they  are  taken  hav- 
ing been  received  after  the  bulletins  were  printed:  Eight  passengers 
and  22  employees  killed  and  103  passengers  and  85  employees  injured; 
damage  to  railroad  companies'  property  (25  collisions  and  28  derail- 
ments), $64,931. 

The  totals  of  these  yearly  tables  are  not  comparable  with  those  given 
in  the  Commisvsion's  Annual  Statistical  Reports,  for  the  reason  that 
the  monthly  reports  deal  only  with  accidents  to  passengers  and  to 
employees  while  actually  on  duty.  The  monthly  reports  take  no 
account  of  accidents  to  **  other  persons.''  These  appear  in  the  Annual 
Reports  and  include  casualties  at  highway  crossings,  to  trespassers, 
to  persons  walking  along  the  track,  accidents  to  employees  in  shops 
remote  from  the  railroad,  and  all  other  accidents  not  occurring  to 
passengers  and  to  employees  actually  on  duty. 

The  salient  facts  in  the  tables  for  the  year  are,  first,  that  there  have 
been  heavy  increases  in  all  of  the  items,  except  accidents  in  car 
coupling  and  from  striking  against  overhead  obstructions,  and,  second, 
that  the  number  of  passengers  killed  and  injured  in  collisions  and 
derailments  has  increased  to  an  alarming  degree.  (See  Table  B,  first 
item.)  In  this  item  the  very  large  total  reported  in  1905  is  now 
exceeded  by  17  per  cent. 

The  general  increase  in  all  classes  has  already  been  referred  to,  in 
this  and  preceding  bulletins,  as  connected  with  the  great  expansion 
of  railroad  traffic,  though  this  is  not  to  be  regarded  as  the  complete 
explanation. 

The  comparative  smallness  of  the  increases  in  casualties  due  to 
coupling  cars  and  in  accidents  occurring  to  men  on  the  tops  of  freight 
cars  is  undoubtedly  due  in  large  measure  to  improvement  in  the 
maintenance  and  care  of  automatic  couplers,  and  to  increased  use  of 
air  brakes  on  freight  trains,  relieving  trainmen,  in  some  degree,  from 
the  duty  of  riding  on  the  tops  of  cars.  Both  of  these  features — 
couplers  and  brakes — have  been  the  subject  of  regulating  laws, 
passed  by  Congress,  the  beneficent  effect  of  which  is  here  again 
observable. 

The  disastrous  record  of  casualties  to  passengers  in  train  accidents 
410  killed)  is  due  in  large  measure  to  ten  accidents  which  caused  the 
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deaths  of  291    persons.     These  have  been  explained  in   the  four 
quarterly  statements.     Nine  of  the  ten  accidents  occurred  in  six 
States — California,  Indiana,  Kansas,  New  Jersey,  New  York,  North 
Carolina — and  one  in  the  District  of  Columbia. 
Following  is  a  list  of  these  ten  cases: 

Ten  prominent  accidents  in  the  year  ending  June  SO,  1907. 


Qunrter. 


■  Killed.    Injared. 


StAte. 


First.. 

Second 

Do. 

Do. 

Third.. 

Do. 

Do. 

Do. 

Do. 

Foarth 


Collision— Confusion  of  dinMttdier's  orders 

Collision— Disregard  of  nites  and  sifniils  . 

Collision— Nei^t  in  connection  witfi  whis- 
tle signals. 

DeiaUment — Defective  or  unfastened  track 
at  drawbridge. 

CoUidon— Operator  failed  to  deliver  meet^ 
ing  order. 

Collision— Engineman  disr^arded  block 
signal. 

DeraUment— Unexplained 

Explosion— Unexplained 

Derailment^lf  isplaoed  switch 

Derailment — Unexplained 


17 
43 
43 

57 

32 

9 

19 
16 
22 
33 


56 

63 

156 

36 

75 

8 

149 
39 

116 
19 


North  Carolina. 
District  of  Columbia. 
Indiana. 

New  Jersey. 

Kansas. 

Indiana. 

New  York. 
Indiana. 
California. 
Do. 
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From  Table  B,  next  following,  comparisons  may  be  made  for  the 
last  four  years. 

Table  B. — Casualties  to  passengers  and  employees,  years  ending  June  30. 


PASsengBrs: 

In  tratn  accidents 

other  causes 

Total 

Employees: 

In  train  accidents 

In  ooapUng  accidents. . . 
Overhead  obstmctions, 

etc 

Falling  from  cars,  etc. . . 
Other  causes 

Total 

Total  passengers  and 
employees 


1007. 


1906. 


Killed. 


410 
237 


647 


1.011 
302 

134 

790 

2,116 


4,353 


5,000 


Injured. 


9,070 
4,527 


13,507 


8,924 
3,048 

1,591 
12,£A5 
35,661 


62.«80 


76,286 


Killed. 


182 
236 


Injured. 


6,778 
4,407 


418 


870 
311 

132 
713 

1,772 


11,185 


3,807 


'4,225 


7,483 
3,503 

1,407 
11,253 
31,788 


55,524 


66,700 


1905. 


Killed. 


350 
187 


537 


796 
243 

92 

633 
1,406 


3,261 


3,796 


Injured. 


6,408 
3,542 


10.040 


7,062 

3,  no 

1.186 

9,237 

24,842 


46,426 


56,466 


1904. 
KlUed. 


270 
150 


420 


844 
278 

116 
•  700 
1,420 


3,367 


3,787 


Injured. 


4,045 
3,132 


8,077 


6,000 
3,441 

1,210 

9,371 

22.254 


43,266 


51,343 


The  following  tables  are  self-explanatory,  being  consoUdations  of 
the  quarterly  tables  giving  the  same  classes  of  facts: 

Table  C. — Collisions  and  derailments,  damage  to  ears,  engines,  and  roadway,  years 

ending  June  SO, 


Collisions,  rear 

CoDlsloinB,  butting 

Collisions,  train  separating. . . 
Collisions,  miaoeUaiieous 

Total 

Derailments  due  to  defects  of 
roadway,  etc 

Denailments  due  to  defects  of 
equipment 

Derailments  due  to  negUgenoe 
of  trainmen,  signalmen,  etc. 

Derailments  due  to  unforeeeen 
obstruction  of  track,  etc . . . 

Derailments  doe  to  malicious 
obatmction  of  track,  etc . . . 

Derailments  due  to  miscella- 
neous causes 

Total 

Total  collisions  and  de- 
railments  


1007. 


Num- 
ber. 


Loss. 


1,057 

1.065 

605 

4,309 


8,026 


12.003,500 

1,935,505 

259,495 

2,101,050 


6,200,568 


1  528 
3,178 
495 
387  I 
59  ! 
1,785' 


1.255,114 

2.490,028 

396,626 

556,725 

153,694 

1,713,947 


7,432 


15,458 


6, 566, 134 


12,865,702 


Killed.! 


In- 
jured. 


233       2,423 
327       3,616 


13 
203 


322 

3,180 


776  I    9,541 


.58 
59 

130 
68 
14 

186 


1,963 
926 
756 
658 
176 

2,196 


515  I    6,606 


1,291     16,236 


Num- 
ber. 


1906. 
Loss.      !  Killed 


1,722 
866 
001 

3,705 


7.104 


SI.  720, 366 

1,500,568 

350,156 

1,640,600 


1,287 

2,811 

991 

300 

65 

1,407 


6,261 


13,455 


5,319.766 

918,056 
2,226,153 
318,067 
472,653 
106,859 
1.297,643 


5,339,431 


10,659,180 


160 

251 

0 

175 


604 


38 
42 
54 
76 
16 
147 


373 


977 


In- 
jured. 


2.427 

2,733 

375 

2,370 


7,014 


1.608 

802 

404 

456 

04 

1,318 


4,772 


12,686 
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Table  D, — Causes  ofacddents  to  employees  in  coupling  and  uncoupling  cars,  year  ending 

June  SO,  1907. 


Sub- 
class. 


1 
2 
3 
4 
5 
6 
7 

8 

9 
10 

11 
12 

13 
14 

15 

Id 
17 
18 
19 
X 

21 

22 
23 
24 

25 

26 
27 
28 


Caases. 


Adjusting  coupler  with  foot 

Adjusting  coupler,  cars  accidentally  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler ' 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance 
on  cu^ve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 
because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 
and  body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever 
not  in  working  order 

Foot  caught  in  frog  switch,  or  guard  rail 

Opening  or  closing  knuckle  when  cars  were  near  to- 
gether, miscalculated  speed 

Opening  knuckle  when  cars  were  near  together,  en- 
gine accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot 

Opening  knuckle,  lost  footing 

Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  tracK 

Caught  by  unexpected  movement  of  car,  due  to  slack 
running  in 

Caught  by  unexpected  movement  of  car,  due  to  mis- 
take or  misunderstanding  in  giving  hand  signals. . 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 
rule 

Hand  caught  between  projecting  load  and  end  of 
next  car 

No  witness  (fati^  injury) .^ 

Other  causes  (see  detailed  list  below) 

Unexplained 


Total. 


Train- 
men. 


Train- 
men in 
yards. 


3 

3 

6 


6 
7 
1 

9 

8 
8 
1 

8 


10 
2 
1 


18 

2 

11 

238 
30 

145 

7 

103 

10 
10 
32 
30 
36 

88 

16 
29 
22 

46 

14 


Yard    | 

CVBWS). 


1    I'S 


1 

7 


34 

17 


88 


1,130 


140  1 

— 

21 

1 

91 

4 

6 

10 

59 

1 

9 

•>  •  • 

16 

8 

17 

14 

2 

14 

3 

61 

4 

14 

3 

22 

1 

15 

5 

31 

7 

9 



12 

1 

9 

57 

718 

1 

10 
14 

14 

3 

h' 

9 
3 


4 

8 


21 

i 


6 
32 

370 
28 

279 
25 

159 

25 
37 
51 
42 
60 

108 

22 
79 
44 

91 

24 

'»* 
33 


1 

a 
"a 


47 

145 

. 

20 

6 

37 

1 

11 

44 

1 

6 

10 



16 

6 

32 

,      ^ 

39 

16 

107 

2 

13 

6 

42 

2 

1 


5 

4 
2 
6 

S 

s 


23 


a     a    •    a 

1 

2 

1 

4 

12 

3 

..   . 

3 

1 

2 

1 



4 



8 

•     a    •    • 

3 

*     •    *     • 

1 

4 

8 

o 

1 


135   1,985     22 


115 


Table  Dx. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars,  year  ending 

June  SO,  1907. 


Injuries. 


Loss  of  feet 

Loss  of  legs 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  body 

Contusion  or  laceration  of  feet 

Contusion  or  laceration  of  toes 

Contusion  or  laceration  of  legs 

Contusion  or  laceration  of  arms. . 
Contusion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingers. 

Dislocation 

Internal  injuries 

Sprains 


Train- 

Train- 
men in 

Yard 
train- 

Other 
em- 

men. 

yards. 

13 
8 

men. 

ployees. 

12 

29 
15 

6 

2 

9 

8 

22 

3 

4 

6 
29 

7 
75 

61 

6 

10 

1 

3 
2 

11 
2 

9 

3 

12 

2 

14 

7 

28 

2 

30 

15 

38 

I 

31 

14 

57 

3 

151 

106 

289 

17 

83 

59 

165 

4 

27 

17 

40 

1 

30 

27 

125 

4 

73 

31 

107 

5 

177 

109 

265 

24 

339 

224 

588 

2S 

5 

2 

7 

I 

14 

9 

29 

3 

25 

18 

64 

5 
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Table  Dx. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cara,  year  ending 

June  30,  /907~Continued. 


Injuries. 


Shock 

Miaoellaiieoas. 


Train- 
men. 


Train- 
men in 
yards. 


10 


KiUed. 


Total  injuries. 


Total  killed  and  injured. 


1,130 
88 


1,218 


8 


718 
57 


775 


Yard 
train- 
men. 


10 


1,985 
135 


2.120 


Other 

em- 
ployees. 


1 
3 


115 
22 


137 


RECAPITULATION. 

Total  Ulled 302 

Total  injured 3, 948 


Total  killed  and  injured 4,260 

Table  E. — Causes  of  accidents  to  employees  classified  (C6  and  C7)  as  falling  from  and 
getting  on  or  off  cars  and  engines^  year  ending  June  30,  1907. 


Sub- 
dass. 


1 
2 
3 
4 


Oft    5 


6 
7 
8 
9 
10 

11 
12 

ri3 

14 
15 


C7 


16 

17 
18 


Pell  from  roof  of  box  car  by  reason  of~ 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  oollislon,  or  shook  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclass  3 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Endues,  tenders,  or  cars  (all  kinds)  not  in  mo- 
tion   

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, oerailment ,  or  other  accident 

Fell  from  enf^ines  or  cars  by  reason  of  defective 

handholds  and  sill  stops 

Getting  on  or  off  moving  engine 

Caught  in  frog»  guard  rail,  or  switch 


Train- 
men. 


Total 


4 
2 
4 


26 
30 
47 


16 

199 

10 

132 

3 

30 

20 

183 

45 

524 

5 

48 

1 

327 

53 

986 

78 

251 

30 

532 

17 

563 

6 

205 

2 

152 

23 

820 

22 

319 

5,077 

Train- 
men in 
vards. 


i< 


1 
3 


1 

21 

1 

120 


9 


10 
19 
21 


Yard 
trainmen 
(switch- 
ing 
crews). 


M 


3 
1 
3 


s 


35 
21 
28 


89 

423 

18 


2,466 


26 
1 


206 


9 

130 

21 

317 

8 

111 

18 

218 

3 

15 

4 

36 

6 

65 

4 

61 

21 

264 

22 

182 

— 

12 

4 

8 

181 

I 

90 

16 

464 

33 

861 

17 

100 

35 

172 

12 

237 

20 

274 

7 

270 

9 

438 

37 



o7 

Other era- 
pioyoes. 


• 

•o 

•o 

g 

Oi 

a 

.«-» 

M 

6 
1 

6 
14 
10 

1 

3 
14 
11 
31 
23 


158 

542 

27 


I 


3,525   145 


23 
1 


7 
9 
5 


31 
11 

32 
77 
64 
26 

193 
283 
50 
251 
249 

24 

17 

165 

3 


1,497 


[Public— No.  171.] 

AN  ACT  requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  roporta  of  all 

accidents  to  the  Interstate  (Tommeroe  Commission. 

Bt  a  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent,  or 
other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by  rail- 
road to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  T^iere 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employets  while  in  the  service  of  such  common  carrier 
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and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days  after 
the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  conviction 
thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of  not  more 
than  onc!  hundred  dollars  lor  each  and  every  offense  and  for  every  day  during  which  it 
shall  fail  to  make  such  report  after  the  time  herein  specified  for  making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or  action 
for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for  such 
common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing  section 
provided. 

Approved,  March  3,  1901. 

SPECIAL  INFORMATION  CONTAINED  IN  PBECEDINO  BTTIXBTINS.o 

Each  accident  bulletin  contains  tables  showing  the  number  of  paasengersand  employ e^es 
killed  and  injured,  and  these  figures  are  chssified  according  to  cause  (see  Taole  No. 
1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents.  The  causes 
of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling  from  cars,  etc. , 
are  further  classified  in  Tables  No.  3  and  No.  4.  Tne  most  serious  collisions  and 
derailments  are  dealt  with  in  a  supplementary  table  (Class  A)  showing  the  causes 
in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1  was  for  the  quarter 
ending  September  30, 1901 .  The  bulletin  for  the  quarter  ending  June  30  contains. 
In  addition  to  the  quarterly  statistics,  tables  showmg  the  same  information  for  the 
whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  records  one  collision,  killing  6  and  injuring  35  persons,  and  one  derail- 
ment, killing  15  and  injuring  28.  The  collision,  occurring  at  la.  m.,  was  due  to 
gross  negligence  on  the  part  of  the  men  in  charge  of  a  freight  train.  The  derail- 
ment was  due  to  an  open  draw.  The  drawbriage  was  not  provided  with  inter- 
locked signals,  and  the  engineman  was  not  adequately  acquainted  with  the  line 
of  the  road.  A  collision  and  a  derailment  are  reported  whicli  were  due  to  the  lack 
of  suitable  detector  bars  at  switches  and  a  collision  which  was  due  to  failure  of 
"controlled  manual"  block  signal  working. 

Bulletin  No.  18  shows  total  casualties  much  Iat^qt  than  in  the  preceding  quarters,  due 
largely,  no  doubt,  to  an  enormous  increase  in  traffic.  Many  accidents  are  reported 
in  which  the  men  had  been  on  duty  excessively  long  hours.  One  collision,  Killing 
17  persons,  was  due  to  the  error  of  an  engineman  of  five  months*  experience,  who 
ran  past  five  warning  signals.  Another  collision,  killing  10  persons,  was  due  to 
the  failure  of  the  men  in  charge  of  a  freight  train  to  identify  opposing  passenger 
trains.  One  derailment  of  a  passenger  train,  killing  13  persons,  was  reported  as 
due  to  some  cause  that  could  not  be  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  casualties.  One  but- 
ting collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injuries 
and  $50,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons.  One 
collision  was  due  to  the  negligence  of  men  who  had  been  worked  flagrantly  lonff 
hours.  Particulars  are  given  of  a  number  of  collisions  due  to  complicated  and 
unusual  causes. 

Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  quarter  of  the 
previous  year,  but  the  number  of  passengers  and  employees  killed  in  train  acci- 
dents was  considerably  smaller.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  dispatcher  s 
order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caused  9  deaths  and  18  injuries..-. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident — a  collision — in  which 
more  than  10  persons  were  killed,  but  the  totals  of  casualties  of  all  classes  are 
large,  no  improvement  being  shown  over  preceding  quarters.  Number  of  pas- 
sengers killed  in  train  accidents,  52.  One  collision,  killing  17  and  injuring  56, 
was  due  to  confusion  of  telegraphic  orders;  one  derailment,  killing  9  and  iniuring 
43,  was  at  a  misplaced  switch,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speecl. 


a  For  notes  on  Bulletins  1  to  16,  inclusive,  see  Bulletin  No.  17. 
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Bulletin  No.  22  shows  180  passengers  killed  in  train  accidents — a  number  Iar]^er  than 
that  in  any  other  bulletin,  except  No.  13.  One  rear  collision  in  the  District  of 
Columbia  caused  the  death  of  43  passengers  and  the  injury  of  63.  A  butting  col- 
lision killed  43  persons  and  injured  155,  the  bodies  of  the  killed  being  consumed 
by  fire.  In  the  derailment  of  a  passenger  train  at  a  drawbridge  57  persons  were 
killed  and  36  injured. 

Bulletin  No.  23  shows  126  passengers  killed  in  train  accidents.  It  contains  the  record 
of  two  collisions  killing  41  persons,  and  two  derailments  killing  the  same  number. 
The  number  of  employees  Killed  in  coupling  accidents  is  25  per  cent  less  than  in 
the  last  preceding  quarter. 
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Accident  Bulletin  No.  25. 

RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING   THE 


THREE  MONTHS  ENDING  SEPTEMBER  30, 1907. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1907,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission, 
under  the  ^'accident  law''  of  March  3,  1901,  was  346,  and  of  injured, 
4,990.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work  and  by  passengers  in  getting  on  or  off  the  cars, 
etc.,  bring  the  total  number  of  casualties  up  to  23,063  (1,339  killed 
and  21,724  injured).  These  accidents  are  classified  in  the  following 
table.  These  reports  deal  only  with  (a)  passengers  and  (b)  employ- 
ees on  duty. 

Tablv  No.  1. — CasualHes  to  persons,  July,  Awgust,  and  September ,  1907  ^ 


gsn. 


Persona 
carried  un- 
der ame- 

ment  or 
oontnct. 


CoUiaioDa 

Deraflfments 

MiJBoellaneous  train  accidents, 
locomotive  boiler  explosions. . 


InchMUng 


Total  train  aoddents. 


Coanling  or  imooupUng. 

While  doing  other  work  about  traine  or 
white  attending  switches 

CoalDg  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

FaUing  from  can  or  engimw  or  while  get- 
ting on  or  off 

Other  causes 


Total  (other  than  train  accidents) . . 
Total  all  ciaaees 


73 
31 


104 


58 
20 


80 


184 


"a 


1,4» 
945 

18 


4 

2 


2,402 


15 

656 
800 


1,471 


3,873 


2 
3 


11 


I 


Total 
(a,  b,  and 

bb). 


Trainmen. 


134 

131 

6 


261 


16 


77 
33 


u     I 


110 


60 


1,663  '    64 
1,076       61 

24       28 


2,663     153 


18 
672 


23 
25 
26 
83 


72  I  23 


91 


85 


352  1195 


872       69 


1,562  I  226 


617 
504 

294 


Trainmen 
in  yards. 


I 

9 


18 

8 


224 

61 

66 


1,415  :    30 


351 


4,225  •  379 


288 

2,396 

233 

1,441 
264 


25 

12 


I 


40 
29  • 


212 

807 

66 

700 
100 


4,622 


110 


1,885 


6,087  I  140     2,236 


a  In  Table  No.  1  the  pasaengBrs  have  been  divided  into  three  classes.  Class  a  inelodes  all  ordinary 
passengers.  Class  b  includes  passengers  traveling  on  freight  trains.  Class  bb  indtidf«  persons  who 
an  customarily  carried  on  trains  under  roecial  arrangements,  such  as  postal  clerks  and  express  mes- 
sengers, employees  on  Pullman  cars,  newsooys,  live-stock  tenders,  and  men  in  charge  of  Ireigbt. 
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Table  No.  1. — Castudties  to  personSj  July^  August,  and  September^  1907.(^^ — Contd. 


CollialonB 

Derailments 

Mifloelianeous  train  accidents,  including 
locomotive  boiler  explosions 

Total  train  accidents 

Coupling  or  uncoupling. 

While  doing  other  work  about  trains  or 
while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  get- 
ting on  or  off 

Other  causes 

Total  (other  than  train  accidents) . . 
Total  ail  classes 


Yard  train- 
men (switch- 
ing crews). 


s 


15 
8 


25 


35 

18 

5 

50 
32 


140 


165 


130 
62 

45 


246 


455 

802 

109 

967 
112 


Other  em- 
ployees. 


22 
3 


28 


2,535 


2,781 


4 

26 

2 

54 
346 


s 


202 
86 

27 


315 


31 

815 

16 

426 
4,842 


432 


460 


6,130 


6,445 


Total  em- 
ployees. 


Total  all 
persons. 


119 
80 

37 


I 

9 


1,182 
713 

432 


e 


196 
113 

37 


2.745 
1,789 

456 


236 


2,327 


87  986 

81  !     4,910 
37  >        424 


227 

476 


908 


3,534 
5,318 


15,172 


1, 144     17, 499 


346 


87 

81 

39 

287 
499 


4,990 


903 


986 

4.910 

442 

4,206 
6.190 


16,734 


1,339      21,724 


a  Table  No.  1  is  continued  below. 

6  Accidents  to  employees  resultixig  in  slight  injuries  which  do  not  prevent  the  employee  inlured  from 

Serforming  his  accustomed  service  for  more  than  three  days  in  the  aggregate  during  the  ten  days  immo- 
iately  following  the  accident  are  not  reported. 

That  the  enormous  activity  in  traffic,  which  has  been  a  factor  in 
the  explanation  of  previous  bulletins,  was  still  undiminished  in  the 
period  here  reported  on,  is  indicated  by  the  marked  increase  in 
casualties  to  passengers  from  causes  not  connected  with  train  acci- 
dents (85  now,  58  a  year  before) ;  for  this  item  undoubtedly  contains 
a  proportion  larger  than  others  in  the  table,  of  accidents  which,  from 
the  railroad  standpoint,  are  to  be  classed  as  imavoidable,  and  there- 
fore in  the  long  nm  showing  totals  more  directly  proportionate  to  the 
number  of  persons  traveling. 

Increases  are  shown  in  the  other  principal  items  (see  Table  la 
below),  except  item  No.  1 ;  but  in  this  connection  it  is  to  be  borne  in 
mind  that  Bulletin  No.  24  represents  a  quarter  in  which  the  volume 
of  traffic,  and  consequently  the  number  of  casualties,  usually  is 
lighter  than  in  either  of  the  other  quarters  of  the  year. 

As  to  item  No.  1 — passengers  killed  in  train  accidents — a  black 
record  is  again  presented.  Three  collisions  (Nos.  26,  27,  and  30, 
in  Table  2a)  and  one  derailment  being  responsible  for  80  deaths  in 
this  class,  an  average  of  20  passengers  to  each  of  the  four  accidents. 
Particulars  of  these  and  other  notable  collisions  and  derailments  are 
given,  following  Table  2a. 

Table  No.  la. — Comparison  of  principal  items  with  last  bulletin  and  with  one  year  back. 


1.  Passengers  killed  in  train  accidents 

2.  Passengers  killed,  all  causes 

3.  Empl03rees  killed  in  train  accidents 

4.  Emplo3rees  killed  in  coupling 

6.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  all  causes 


Bulletin  25. 

Bulletin  24. 

Bulletin  21. 

110 

105 

236 

87 

1,144 

1,339 

48 
111 
202 

72 

954 

1,085 

53 

110 

215 

81 

1.072 

causes 

1.182 
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The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  4,279  ('2,245  collisions  and  2,034  derailments),  of 
which  320  colhsions  and  222  derailments  afTected  passenger  trains. 
The  dam^^  to  cars,  engines,  and  roadway  hy  these  accidents 
amounted  to  $3,605,696.  Given  more  in  detail,  these  facts  appear  as 
below: 

Table  No.  2. — Collwiom  and  derailment*. 

{NOTB.— CoUldona  and  decBUinuiU  which  csoh  no  death  or  ptnomd  Injurr  and  which  caose  not 
atcr  >1S0  duTutge  to  the  property  of  the  railroad  are  not  reportnf.] 


Nomber 

Lou. 

S70,473 

mm 

Mlled" 

injurfld' 

3[ 

1.2K 

I,7M,M1 

1>6 

174S 

«7,781 
027.287 

II 

n 

Derailmento  due  tomalldoiuolMtructlon  or  track,  etc 

'S 

2.m 

1,  MO.  155 

us 

,.-m 

3,e05,fl96 

3ce 

Following  is  the  usual  list  of  Class  A  train  accidents^all  in  which 
the  damage  w  reported  at  $10,000  or  over;  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 

Table  2a.—Cavatt  of  forty-nine  promiiunt  train  aceidenU  (CloM  A). 


train:  F,  freight  ai 


I  nilM>«Uaueo' 
COLLISIONS. 


Kind  ol  tram. 

i 

FandF 

PaodP 

FandF 

PandF 

FuidF 

''■™*^ 

•2,300 

S3 

2,800 

13 

a,2Kt 

3.900 

96 

(,300 

85 

ieoo 

^ 

lutT  17  boDra.  and  aaleep,  paued  hii- 
wjuuiih:  uiucf  Bl0Da]  set  against  htm;  (usopaaapd 

Freight  train  wrongtullv  admitted  to  block  Hctlon; 
■tniok  pauenger  train  itandlnK  at  station.  In 
freight,  part  of  air  brakn  had  been  out  off,  but 
trammen  had  not  dlncovered  the  fact:  had  not 
tested  at  proper  time, 

Englnanan  asleep;  approached  station  at  iitiDon< 
troUable  speed.S  a.  m. 

Error  In  dispatcher's  order;  two  words.  Including 
name  ol  ilallon,  written  twice  and  thus  wrong- 
fully repeated  by  receiving  operator,  Dlspaloher 
did  not  dftpct  irror  when  order  was  rriwaled. 

ApproHohed  station  at  uncontrollable  speed.  Vlc- 
tlm^  were  employees  In  caboose  of  work  train. 

Engine.  In  charge  of  hoatlw,  cncTOBChKl  on  time  of 

eaaaengrr  Irnln:  eight  paieeneprs  killed.  Ilost- 
T  had  bpen  nilstiiformpd  aa  lolaleiifiia  o(  passen- 
ger trulu  by  operator,  who  had  misread  an  order. 
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Table  2a. — Causeg  offarty^ne  prominent  train  accidents  (CUu$  ^)— Continued. 

CO  LLISI0N8— Contlnaed. 


- 

•  •-  1? 

5 

> 

111 

-.^ 

No. 

Class. 

Kind  of  train. 

• 

• 

eferenct 
reoor 

Cause. 

"S 

"3 

■ 

R 

3 

0 

Q 

tf 

7 

F  and  F 

0 

4,800 

2 

Fattnre  of  air  brakes,  angle  cock  having  been  shut 

between  first  and  second  eMiaes  of  **4oul»ie- 

header."    Angle-oock  lever  had  been  moved  by 

cvlinder-oock  rod.  which  pressed  against  it. 
False  clear  telegraph  block  signaL 
Dispatcher's  order  copied    incorrectly    (1.3«4   for 

1382);  was  repeatedcorrectly. 

8 

R 

Fand  F 

0 

0 

5,000 

101 

9 

B 

Fand  F 

0 

1 

5,550 

52 

10 

M 

Fand  F 

2 

8 

6,500 

54 

Freight,  waiting  on  side  track,  2  a.  m. ;  mem  failed  to 
tee  green  signals  carried  brpasaiBg  train;  signals 
dim;  train  on  side  track  50  feet  team  main  track; 

not  seen  by  men  on  passing  train  and  whistle  sig 

nal  consequently  not  given. 

11 

B 

Fand.F 

0 

6 

7,460 

14 

Careless  management  of  block  signals  and  failure  to 
deliver    meethagT  order.    Responsible   operators 
had  had  only  fire  months'  ezperienee. 

12 

B 

Pand  P 

1 

11 

7,700 

90 

Bngineman  forgot  meeting  point  (Sunday  sehedole  . 
tEou^  he  had  been  eautioned  tar  conitactor  at 
begmntng  of  trip.    Kncinflman  killed. 

Engmmnan,  on  duty  17  noun  in  last  IS  hoars,.  Ml 

13 

R 

FandF 

0 

2 

7,704 

88 

asleep  and  passed  automatic  block  signal   set 

14 

B 

Pand  P 

1 

7 

8,200 

10 

Dispatcher  completed  meeting  order  to  inferior 
train  before  property  piaeinsr  order  for  sap<*rior 
train. 

Failure  to  deliver  meeting  order.  Operator,  with- 
out leave,  had  put  substitute  in  his  place  for  30 
minutes  and  had  not  properly  inforraeo  substitute 

15 

B 

Fand  F 

1 

2 

9,300 

58 

about  the  order. 

16 

R 

PandF 

1 

2 

10,000 

91 

Freight  train,  1  a.  m.,  unexpectedly  stopped,  was 

not  protected  by  flagman. 

17 

B 

FandF 

4 

4 

10,185 

51 

Conductor  and  eogbieman  of  extra  tnlgfat  otpf- 

looked  schedule  of  regular  train. 
Cars  eseaped  front  yara  and  ran  on  main  track;  had 

been  left  unsecured  by  neglisent  swltchmeii. 
Freight   train    ran   over   misplaced    swiCeh    And 

18 

M 

FatidF 

1 

2 

11,360 

93 

10 

B 

PandF 

3 

53 

11,433 

17 

through  crossover  track  into  passenger  train. 

20 

M 

FandF. 

0 

0 

12,963 

8 

Collision  at  crossover;  train  approai^hed  station  at 
>     uoeontrollabfc  spaed. 

21 

R 

FandF 

0 

2 

13,710 

18 

Runaway  on  3  i>er  cent  grade.    Carelessness  in  start- 
ing from  flUs  tmek  oir  grad#,  thne  trainmen  bHng 
on  the  gromid  tertaad  of  at  their  poata  on  the  cars 
or  engine. 

22 

B 

FandF 

4 

5 

14,201 

80 

Operator  (in  service  one  month)  accepted  mcoting 

2S 

R 

• 

F  and  F 

0 

6 

14,350 

40 

order  after  train  had  passed,  having  been  asleep. 
Runaway  on  lA  per  cent  grade;  insofDdent  brake 
power.    In  tsiking  on  cars  trainmen  had  negleeted 
to  coimeet  and  test  air  brakes. 

24 

B 

PandF 

3 

27 

15,000 

50 

Conductor  and  englncraan  forgot  meeting  order. 

25 

M 

Pand  P 

0 

36 

16,000 

95 

Approached  station  at  uncaatraBable  spnd.    (Seo 
text  below.) 

26 

B 

PandF 

10 

32 

16,496 

87 

Operator  ttzmed  east-bound    passenger  train  to 
wrong  (Hveijging  track.    Six  pasaengBrs  killed. 
(See  text  below.) 

27 

B 

PandF 

30 

105 

17,785 

6 

Conductor  and  engfneman  of  freight  misread  dis- 
patcher's orter.    (See  text  below.) 
ICeeting  order  not  delivered.    (See  text  below.) 

28 

B 

FandF 

0 

2 

18,558 

07 

29 

B 

F  and  F 

1 

7 

24,600 

3 

Freight  ran  past  appointed  meeting  station. 
Mistake  itt  dispatoher'a  order.    (See text  below.) 
Meeting  order  not  deUvered.    (See  text  below.) 

30 

B 

PandF 

26 

33 

25,0(10 

80 

31 

B 
Tots 

PandP 

d 

4 
105 

4 

40,000 

67 

424 

354,857 
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Tasle  2a. — Cause$  of  forty-nine  prominent  train  accidents  (Class  A) — Continued. 

DBRAILMBNTS. 


No. 


QasB. 


1  D 

2  '    D 


4 
5 

6 
7 

8 
9 


10 
11 
12 


13 
14 

15 
16 


17 
18 


I 


I 


D 
D 

D 
D 

D 
D 


D 
D 
D 


D 
D 
D 
D 


D 
D 


Blind  of  tntln. 


P. 
P, 


P. 
P. 

F. 
P, 

P. 

F. 


a 


5 
0 


1 
3 

0 
0 


13 
0 

8 

8 
0 

0 
9 


14     19 
0      0 


P. 
P. 
P, 


P. 
F. 

F. 
P. 


P. 
P. 


Total. 


Total  coIllaiooB  and 
derailmenta 


0 
0 
6 


0 
3 
0 
0 


2 
0 


31 
18 
27 


9 

5 

0 

26 


13 
32 


36  1217 


"8 


$1,125 
5,448 

7,300 

8,223 
9,370 

10,176 
10,450 

13,700 
14,660 


16,000 
18,200 
18,800 


23,000  ' 
25,100 
Xi,200 
45,100 


56,000 
63,000 


377,852 


122 
35 


29 

79 
112 

111 
75 

116 
78 


82 
24 

81 


63 
106 

62 
120 


124 
114 


Caaseu 


Failare  of  100-ponnd  rail,  nine  yean  old;  cracked 
between  ball  and  web.    Four  passengers  killed. 

Interlocked  switch  thrown  under  moving  train,  de- 
tector bar  having  failed.  Bar  one-half  inch  thick, 
2h  inches  wide,  was  supported  by  "motion-plate" 
cDps. 

Cause  unexplained.  Engine  running  tender  first. 
Two  passengers  killed. 

Ezcessfve  speed  on  10-degree  curve. 

Runaway  on  steep  grade;  air  pump  had  stopped. 
Engineman  (kHIed)  was  capable  and  experienced. 

Spreading  of  rails. 

Track  distorted  by  solar  heat.  Track  inspected  one 
hour  before. 

Unexplained.    (See  text  below.) 

Runaway  of  38  freight  cars;  had  been  left  on  side 
track  without  being  secured  by  hand  brakes.  Cars 
I  ran  27  milM  and  were  then  sidetracked  by  tele- 
graphic order,  and  all  were  wrecked. 

Unexplained. 

Misplaced  switch. 

Passenger  train  wrecked  by  running  into  parts  of 
cars  which  had  fallen  upon  its  track  in  consequence 
of  the  derailment  of  a  freight  train  on  an  adjoining 
track,  caused  by  a  broken  flange. 

Ran  into  hand  car  left  on  track  by  careless  repair- 
men. 

Runaway  on  steep  grade;  bad  managemefit  of  air 
brakes. 

Runaway  of  freight  cars  left  standing  on  grade  with- 
out hand  brakes  being  set. 

Rail  turned  over,  tie  plates  having  been  broken.  The 
rail,  when  no  weight  rested  on  it.  stood  in  perfect 
position,  though  probably  it  had  been  loose  some 
little  time.  Track  walker  had  Just  inspected  the 
line. 

Breakage  of  flange  of  wheel  of  tender. 

Broken  rail.  Train  running  50  miles  an  hour  on 
straight  line.  Rail,  12  vears  old,  had  interior 
defect.  Greater  part  of  loss  due  to  fire  from  ex- 
plosion of  gas  tank  of  sleeping  car. 


Collision  No.  27  was  between  a  westbound  local  freight  train  and 
an  eastbound  passenger  excursion  train  of  11  cars.  Twenty-eight 
passengers  and  2  trainmen  were  killed  and  102  passengers  and  3 
trainmen  were  injured.  The  freight  train  was  running  about  30  miles 
an  hour  and  the  passenger  train  about  40  miles  an  hour  immediately 
before  the  collision.  Both  engines,  6  passenger  cars,  and  3  freight  cars 
were  wrecked.  The  men  in  charge  of  the  freight  train  misread  an 
order  which  they  had  received  from  the  dispatcher  giving  them  thrf 
time  at  which  the  excursion  train  was  due  at  the  several  stations. 
This  order  read: 

Salem 9. 10 

Plymouth 9.25 

But  these  men  read  it  ''Salem 9.25/^  and   therefore  allowed 

themselves  fifteen  minutes  more  time  in  which  to  reach  Salem  than 
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they  could  rightfully  do;  consequently  they  met  the  excursion  train 
li  miles  before  reaching  Salem.  The  figures  *'9.10"  were  not  exacth' 
opposite  the  word  Salem,  and  this  appears  to  be  the  explanation  of 
the  mistake  in  reading,  though  the  operator  in  writing  the  order  had 
made  dotted  lines  from  the  name  of  the  station  to  the  figures  showing 
the  time,  in  order  to  insure  a  correct  reading.  In  consequence  of 
the  figures  being  nearer  the  top  of  the  sheet,  as  related  to  the  words, 
these  lines  inclined  upward  from  left  to  right.  The  engineman  did 
not  read  the  order  aloud  to  the  conductor,  nor  was  it  read  either  by 
the  fireman  or  by  any  brakeman,  though  all  these  readings  are 
required  by  the  company's  rules.  The  station  operator  who  deliv- 
ered the  order  (but  who  was  not  the  same  one  who  had  written  it) 
says  that  the  conductor  in  his  presence  read  the  order  correctly. 
•  Butting  collision  No.  30,  between  eastbound  passenger  train  No. 
30  and  a  westbound  freight  train  about  4  o'clock  on  a  very  foggy 
morning,  killing  26  and  injuring  33  persons,  was  due  to  an  error  in 
sending  or  receiving  the  number  designating  one  of  the  trains  in  a 
dispatcher's  order.  Two  passenger  trains  running  in  the  same  direc- 
tion, Nos.  30  and  34,  being  behind  time,  the  train  dispatcher  sent  an 
order  to  the  freight  train  giving  it  notice  that  the  passenger  trains 
would  be  a  certain  number  of  minutes  late,  respectively,  between 
certain  stations,  thus  permitting  the  freight  to  continue  on  its  jour- 
ney to  meeting  points  different  from  those  at  which  it  would  have 
met  the  passenger  trains  normally.  One  order  was  sent  and  deliv- 
ered correctly.  A  second  order,  dealing  with  only  one  of  the  two 
passenger  trains,  was  wrong.  As  delivered,  it  named  the  passenger 
train  as  '*No.  30  thirty;"  but  it  should  have  read  *'No.  34  thirty- 
four."  Being  read  ^'30,"  it  gave  a  wrong  number  of  minutes  as 
regards  that  train,  and  this  led  to  the  collision.  Train  No.  30  was 
represented  to  be  an  hour  and  ten  minutes  late,  when,  in  fact,  it  was 
but  forty  minutes  late.  A  number  of  other  orders  were  sent  about 
the  same  time,  so  that  the  dispatcher  had  both  these  train  numbers 
in  his  mind;  and  the  State  railroad  commissioners,  who  investigated 
the  case,  believe  that  the  preponderance  of  evidence  is  in  favor  of  the 
theory  that  the  dispatcher  made  the  error  in  sending;  but,  so  far  as 
can  be  learned  from  the  records  at  the  dispatcher's  office  and  in  the 
station  telegraph  office,  and  the  testimony  of  the  dispatcher  and  of 
the  station  operator,  the  officers  of  the  road  say  that  it  is  impossible 
to  decide  which  of  these  two  persons  committed  the  error.  The 
operator  wrote  **No.  30  thirty,"  and  declares  that  in  repeating  the 
order  to  the  dispatcher  he  sent  in  the  same  way  that  be  had  written. 
The  dispatcher,  on  the  other  hand,  declares  that  he  sent  '*No.  34 
thirty-four,"  and  that  the  operator  in  repeating  wrote  **No.  34 
thirty-four."  The  operator  had  been  in  the  service  of  the  company 
at   different  stations   for    twenty-three  years,  and  the  dispatcher 
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had  served  as  dispatcher  six  years.    The  company  gives  good  repu- 
tations to  both  of  these  men. 

Deraihnent  No.  8,  causing  the  death  of  14  persons  and  the  injury 
of  19,  is  reported  as  due  to  some  cause  undiscovered.  The  train  was 
running  about  35  miles  an  hour  on  a  3-degree  curve,  and  it  was  thrown 
off  the  track  just  as  it  was  passing  a  station.  The  cars  in  the  front 
portion  of  the  train  ran  to  one  side  and  were  crushed  against  a  loco- 
motive standing  on  a  side  track,  and  the  baggage  car,  reported  as  one 
of  strong  construction,  penetrated  the  first  passenger  car — ^a  smok- 
ing car — and  killed  or  injured  every  person  in  this  car,  all  the  deaths 
being  of  persons  riding  in  this  car.  The  track  was  reported  as  in 
excellent  condition,  the  rails  weighing  80  poimds  per  yard.  The 
weight  of  the  engine  was  44  tons. 

Collision  No.  2d,  causing  the  death  of  10  persons  and  the  injmy  of 
32y  was  due  to  a  misplaced  switch.  The  telegraph  operator  at  S. 
turned  an  eastbound  passenger  train  coining  from  single  track  to  the 
left  hand  instead  of  the  right  hand  of  the  two  main  tracks  extending 
eastward  from  S.;  that  is,  to  the  westbound  track;  and,  after  pro- 
ceeding about  three-fourths  of  a  mile  on  the  westbound  track,  this 
train  collided  with  a  westbound  freight  train.  Under  a  general  rule 
it  is  allowable  for  the  operator  at  S.  to  send  trains  eastward  to  B.  on 
the  westbound  track,  and  therefore  the  engineman  took  it  for  granted 
that  the  operator,  in  turning  the  train  to  the  left-hand  track,  was 
acting  in  accordance  with  instructions  from  the  dispatcher;  but  in 
point  of  fact  no  such  order  had  been  given,  and  the  operator  had 
given  a  ''proceed''  signal  under  the  mistaken  assumption  that  the 
switch  was  set  for  the  eastbound  track.  As  soon  as  the  train  had 
passed  his  office  he  endeavored  to  telegraph  to  B.,  the  next  station 
east,  and  prevent  the  collision,  but  he  was  too  late  to  do  so.  This 
operator  had  been  in  service  at  this  office  fifteen  days  and  in  the 
service  of  the  company  five  months  seventeen  days.  He  had  been 
on  duty  twenty  hours,  fifty  minutes. 

Collision  No.  25  was  due  to  the  carelessness  of  an  engineman  in  not 
keeping  in  mind  a  detail  of  a  meeting  order.  Northbound  train  No. 
38  and  southbound  train  No.  35  were  to  meet  at  C.  at  about  10  p.m. 
The  order  required  the  southbound  train  to  enter  the  side  track  at  a 
certain  switch,  and  the  train  was  passing  from  the  main  line  to  the 
siding  at  this  point  when  it  was  struck  in  the  side  by  the  northbound 
train.  The  engineman  of  the  northbound,  contrary  to  the  terms  of 
the  order,  assumed  that  the  southbound  was  to  enter  the  side  track  at 
another  switch,  and,  although  he  saw  it  approaching,  he  thought 
that  it  was  already  on  the  side  track.  The  northbound  engine  and 
four  cars  were  badly  damaged,  and  the  wreck  took  fire  from  an  explo- 
sion of  gas  in  the  tank  of  one  of  the  passenger  cars.  Of  the  total 
damage  of  $16,000,  more  than  one-half  is  estimated  as  having  been 
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due  to  the  fire,  which  includes  the  damage  to  five  freight  cars  standing 
on  the  side  track. 

Collision  No.  28  between  a  northbound  and  a  southbound  freight 
train  was  due  principally  to  the  failure  of  an  operator  to  deliver  a 
meeting  order.  He  accepted  the  order  from  the  dispatcher  after  the 
freight  train  to  which  it  was  addressed  had  gone  beyond  his  control. 
This  operator,  at  L.,  had  delivered  a  meeting  order  to  two  sections  of  a 
northbound  regular  freight  train,  but  on  account  of  damage  to  one  of 
the  engines,  which  necessitated  changing  them,  so  that  the  engine 
and  engineman  of  the  second  train  were  assigned  to  the  first  one,  both 
trains  were  delayed  about  an  hour.  In  consequence  of  this  delay,  the 
dispatcher  sent  a  second  order  changing  the  meeting  point,  but  this 
later  order  was  not  delivered.  The  men  of  both  the  freight  trains 
claim  that,  just  before  departing,  they  asked  the  operator  if  he  had 
further  orders  for  them,  and  that  he  replied  that  he  had  none.  The 
operator  denies  this  conversation.  The  operator,  a  few  minutes  after 
receiving  the  second  order,  was  relieved  by  the  night  operator,  and  in 
transferring  his  orders  to  the  nightman,  informed  him  that  the  train- 
men would  come  back  to  the  office  to  sign,  for  the  order.  This  they 
did  not  do.  The  train  dispatcher  is  also  held  blameworthy  for  allow- 
ing the  northbound  train  to  pass  another  station  10  miles  farther 
north,  about  an  hour  afterwards,  without  taking  measures  to  stop  it. 

Collision  No.  31,  causing  the  death  of  2  passengers  and  2 
trainmen,  was  due  to  errors  in  the  writing  of  a  telegraphic  order, 
leading  to  its  nondelivery,  thus  allowing  a  train  to  run  past  the 
meeting  point  fixed  by  the  order.  The  order  was  to  the  conductor 
and  engineman  of  train  No.  412,  and  the  train  to  be  met  was  No. 
611.  In  copying  the  order,  the  last  number,  611,  was  copied  411. 
The  order  was  received  by  the  manager  of  the  telegraph  office,  in 
place  of  Operator  B.,  who  usually  receives  such  orders,  but  who  was 
temporarily  out  of  the  office.  Just  as  the  manager  had  finished,  B. 
returned  and  took  up  the  work  of  repeating  the  order  to  the  dis- 
patcher. When  he  reached  the  last  line  and  sent  "411,''  the  dis- 
patcher broke  him  and  said  *' for  611."  The  operator  acknowledged 
the  correction  but  he  did  not  properly  correct  his  manuscript.  He 
thought  it  was  the  address  of  the  order  (412)  which  was  to  be  changed 
to  read  611.  After  acknowledging  the  correction  he  sent  the  con- 
ductor's signature.  An  apparently  correct  repetition  having  thus 
been  received  at  the  dispatcher's  office,  the  dispatcher  authorized 
the  order  to  be  delivered  to  the  inferior  train  at  another  station, 
so  that  it  proceeded  and  met  train  412.  While  the  order  was  being 
written  and  repeated,  the  conductor  of  train  412  was  standing  at 
the  window  waiting  for  whatever  orders  the  operator  might  have 
to  give  him;  but  he  had  not  signed  this  order,  and  the  operator 
committed  a  gross   breach   of   the   rules   in    telegraphing  the   con- 
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ductor's  name  before  the  conductor  had  signed  the  order.  After 
finishing  with  the  dispatcher ^  Operator  B.  gave  to  the  waiting  con- 
ductor  two  other  orders,  but  omitted  to  deliver  the  one  which  he 
had  just  repeated.  Operator  B.  decamped  and  would  not  appear 
at  the  investigation  of  the  accident  which  was  held  by  the  super- 
intendent. He  wrote,  however,  to  the  superintendent  of  telegraph, 
claiming  that  he  had  not  sent  the  conductor's  signature  over  the 
wire.  In  the  wastebasket  of  the  office  there  was  foimd  the  original 
order,  with  the  address  of  the  order,  "To  train  412,"  changed  to 
read  "To  train  411,''  while  on  the  table  was  a  new  order  addressed 
to  411  which,  evidently,  Operator  B.  had  made  in  place  of  the 
original,  on  the  assumption  that  the  correction  which  he  had  received 
from  the  dispatcher  referred,  not  to  the  train  number  at  the  end  of 
the  order,  but  to  that  in  the  address. 

Tablb  No.  3. — Details  of  Table  No,  1 — Causes  of  accidents  to  employees  in  coupling  and 

uncoupling  cars. 


Sab- 
elaaa. 


1 
2 
3 

4 
5 
6 

7 

8 

9 
10 

11 
12 

13 

14 

15 

16 
17 
18 
10 
20 

21 

22 

23 
24 

25 

26 
27 
28 


Caoaes. 


Adjusting  coapter  with  foot 

Adjusting  coupler,  cars  accidentally  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Gonirier  broken,  using  link  and  pin  or  main 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance 
on  carve  too  sharp  for  automatic  coupling 

Coupling  with  diain  or  other  emeigency  applianoe 
because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 
and  body  of  car 

UnooupUng  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever 
not  in  working  order 

Foot  caught  in  frog,  switch,  or  guard  rail 

Opening  or  closingknuckle  when  cars  were  near  to- 
gether, miscalculated  speed 

Opening  knuckle  when  cars  were  near  together,  en- 
gine accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot 


Obening  knuckle,  lost  footing 

Riding  on  car  to  uncouple,  supped 
Struck  by  object  at  side  of  tracK. . 


off. 


Caught  by  unexpected  movement  of  car,  due  to  slack 
running  in 

Caught  by  unexpected  movement  of  car,  due  to  mis- 
take or  misunderstanding  in  giving  hand  signals. . 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 
rule 


Hand  caught  between  projecting  load  and  end  of 
next  car. 


No  witnesses  (fatal  injury) 

Other  causes  (see  detailed  list  below) 
Unexplained 


Train- 
men. 


s 


Total. 


1   |. 

i". 


0 


30 
10 

8 

3 

7 

8 

6 

1 
5 

60 
9 

37 
5 

19 

2 

6 
9 
8 
1 

19 

2 
6 
8 

14 

3  I 


Train- 
men In 
yards. 


I 

s 


...I 
1 

1 
2 

1  ' 

1 

4 


6 
2 


9 


23 
2 
2 
3 
4 
7 


4 

4 


Yard 
trainmen 
(switch- 
ing 
crews) . 


40 
6 

26 
3 

19 

2 

2  i 
6 
7 
5 

15 

1 
6 
6 

12 

1 


1 
1 
5 


2 
3 


1 
2 


7 
3 
3 

i' 
i' 


47 
13 
12 
1 
8 
22 

8 


Other  em- 
ployees. 


I 


3 

108 
15 

59 
8 

22 

7 

4  i 
10  j 
9  I 
8 

22 

1 

15 
12 

22 

8 


8  1. 
3    . 


I 


3 

2 
3 


1 

6 


2 
1 
2 


2 
1 


23  ,    288     25       212     35       455 


31 


12 
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Details  of  injuries  included  in  Table  3,  subclass  27. 


J.  1.  Block  from  under  car  flew  up  striking  mouth. 

J.  2.  Torpedo  exploded  and  cut  leg. 

J.  3.  Air  nose  struck  kneecap. 

J.  4.  Elnuckle  block  caught  finger. 

J.  5.  Lump  of  coal  fell  off  tank  on  head. 

J.  6.  Lump  of  coal  fell  off  tender  crushing  toe. 

J.  7.  Bral»  wheel  came  off  car  and  feU  on  foot. 

A.  1.  Stepped  on  nail. 

A.  2.  Lump  of  ore  fell  from  car  striking  head. 

A.  3.  Stepped  on  nail. 

A.  4.  Cut  on  head  by  timber  falling  from  oar. 

S.  1.  Stepped  on  nail. 

S.  2.  Scalded  bv  steam  from  hose. 

S.  3.  Air  hose  new  up  cutting  chin. 

S.  4.  Struck  by  broken  plank. 

Table  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 


Train- 
men. 


Loss  of  feet 

Loss  of  legs 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  body 

Contusion  or  laceration  of  feet 

Contusion  or  laceration  of  toes. . . 
Contusion  or  laceration  of  legs. . . 
Contusion  or  laceration  of  arms. . 
Contusion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingers. 

Dislocation 

Internal  injuries 

Sprains 

Shock 

Miscellaneous     


5 
2 
4 

1 

14 
1 


3 
4 
5 

9 

25 

29 

10 

9 

6 

47 

92 

2 

6 

12 


Train- 
men in 
yards. 


1 
1 

10 
2 
2 
1 
3 
4 
7 

22 

25 

2 

5 

7 

38 

62 

4 

5 

4 


Yard         Other 
train-  em- 

men,       ployees. 


■i' 


I 


8 
2 
4 
I 

10 
4 


3 

7 

4 

10 

54 

49 

5 

16 

24 

74 

148 

1 

4 

19 


1 
3 

7 
1 


5 

8 
o 


Killed 


Total  injuries . 


288 
23 


212 
25 


Total  killed  and  injured , 


311 


237 


8 


455 

35 


490 


31 

4 


35 


RECAPITULATION. 


Total  kiUed 87 

Total  injiu^ 996 


Total  killed  and  injured 1 ,  073 
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Table  No.  4. — DetaxU  of  Table  No.  /. — Causes  of  accidents  to  employees  classifi-ed  {C6 
ana  C7)  as  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


C 

6 


C 

7 


1 
2 
3 

4 


6 

7 

8 

9 

10 

11 

42 

13 

14 

15 

16 

17 
18 


Caiues. 


Fell  from  roof  of  box  car  by  letMon  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shook  doe  to  abnormal 
movements  of  cars  other  than  those  In  sub- 
class 3 

While  setting  brakes 

Fell  from— 

Coal  car 

Fieight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in  mo- 
tion  

Miscellaneous  causes 

Not  dearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective  hand 

holds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Train- 
men. 


Train- 
men in 
yards. 


Yard 
trainmen  /%*ka-«-»»» 

crews).   I 


■8 


1 

s 


6 
3 

2 

8 

14 

1 

1 

13 

17 

5 

2 


6 


Total. 


83 


23 


67 
29 

11 

51 

168 

12 

72 
315 

64 
154 
139 

63 

52 

200 

14 


•g 


5 
2 

3 
1 
6 
1 

1 
3 
5 
2 
3 


1 
6 


1,441  ;  40 


1 

"a 


49 

28 

7 
24 
72 

3 


6 
2 


3 
6 


41 
129  I  10 


15 
85 
91 

9 

29 
96 
12 


9 
5 
2 


6 


700     50 


6 


6 


97 

47 

10 

18 

55 

3 

17 

258 

48 

78 

120 

24 

56 

119 

5 


967 


I    } 


2  I 


4 

6 

4 
1 

3 
5 
2 
9 
8 


8 
1 


54 


15 
4 

11 

23 

16 

5 

64 
71 
16 
67 
78 


3 

47 

1 


426 


[Public— No.  171.] 

AN  ACT  Requiring  common  carriers  engaged  in  interstate  commerce  to  make  full  reports  of  all  acci- 
dents to  the  Interstate  Commerce  Commission.  ' 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  en^a^ed  in  interstate  commerce  by 
railrcRftd  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
IHstrict  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deem^  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisidiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making 
the  same. 

Sec  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  ao  makingj  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Skc.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  nrescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SPECIAI4  IKFOBMATIOK  CONTAINED  IN  PBECEDINQ  BTTIiliETINS.o 

Bach  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  employ- 
ees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see 
Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents. 
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The  causes  of  accidents  to  employees  in  coupling  and  unco«]Aw  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  ^e  most  serious 
collisionB  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A) 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No. 
1  was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quarter 
ending  June  30  contains,  in  addition  to  the  ouarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  records  one  collision,  killing  6  and  injiuring  35  persons,  and  one  derul> 
ment,  killing  15  and  injuring  28.  The  collision,  occurring  at  1  a.  m.,  was  due  to 
gross  negligence  on  the  part  of  the  men  in  chs^e  of  a  freight  train.  The  demil- 
ment  was  due  to  an  open  draw.  The  drawbridge  was  not  provided  with  inter- 
locked signals  and  the  engineman  was  not  adequat^y  acquainted  witii  the  line 
of  the  road.  A  collision  and  a  derailment  are  reported  whicn  were  due  to  the  lack 
of  suitable  detector  bars  at  switches,  and  a  collision  which  was  due  to  failure  of 
''controlled  manual"  block  si^al  working. 

Bulletin  No.  18  shows  total  casualties  much  la^er  than  in  the  preceding  quarters,  due 
largely,  no  doubt,  to  an  enormous  increase  in  traffic.  Many  accidents  are  repr)rt4Mi 
in  which  the  men  had  been  on  duty  excessively  long  hours.  One  collision.  Killing 
17  persons,  was  due  to  the  error  of  an  engineman  of  five  months'  experience,  who 
ran  past  five  warning  signals.  Another  collision,  killing  10  persons,  was  (hie  to 
the  failure  of  the  men  in  chaige  of  a  freight  train  to  identify  opposing  passenger 
trains.  One  derailment  of  a  passenger  train,  killing  13  persons,  was  reported  as 
due  to  some  cause  that  could  not  be  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  casualties.  One  butt- 
ing collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injuries 
and  $50,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons.  One 
collision  was  due  to  the  n^ligence  of  men  who  had  been  worked  nannantly  loo^ 
hours.  Particulars  are  given  of  a  number  of  collisions  due  to  complicated  and 
unusual  causes. 

Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  quarter  of  the 

Srevious  year,  but  the  number  of  passengers  and  employees  killed  m  train  acci- 
ents  was  considerably  smaller.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  minnterpretation  of  a  dispatcher's 
order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caused  9  deaths  and  18  injuries. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident — a  collision — in  which 
more  than  10  persons  were  killed,  but  the  totals  of  casualties  of  all  classes  are 
laige,  no  improvement  being  shown  over  preceding  quarters.  Number  of  pas- 
sengers killed  in  train  accidents,  52.  One  collision,  killing  17  and  injuring  56, 
was  due  to  confusion  of  tel^fraphic  orders;  one  derailment^  killing  9  and  iniuring 
43,  was  at  a  misplaced  switch,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speed. 

Bulletin  No.  22  shows  180  passengers  killed  in  train  accidents — a  number  laz]^  than 
that  in  any  other  bulletin  except  No.  13.  One  rear  collision  in  the  District  d 
Columbia  caused  the  death  of  43  passengers  and  the  injury  of  63.  A  butting  col- 
lision killed  43  persons  and  injured  155,  the  bodies  of  the  killed  being  consumed 
by  fire.  In  the  derailment  of  a  passenger  train  at  a  drawbridge  57  persons  were 
killed  and  36  injured. 

Bulletin  No.  23  shows  126  passengers  killed  in  train  accidents.  It  contains  the  record 
of  two  collisions,  killing  41  persons,  and  two  derailments,  killing  the  same  numbtf. 
The  number  of  employees  killed  in  coupling  accidents  is  25  per  cent  lees  than  in 
the  last  preceding  quarter. 

Bulletin  No.  24,  though  representing  that  (quarter  of  the  year  which  is  usually  the 
lightest  in  traffic,  showed  all  of  the  principal  totals  of  casualties  laxger  than  in 
the  same  Quarter  of  the  year  preceding,  and  the  number  of  passengers  killeii  in 
train  acciaents  was  very  much  larger.  One  derailment  killed  33  persons  and 
one  collision  8.  The  tables  for  the  year  ending  June  30.  1907,  showed  hea\7 
increases  in  all  items  except  accidents  in  car  coupling  ana  from  striking  against 
overhead  obstructions,  ana  the  number  of  passengers  killed  and  injured  in  col- 
lisions and  derailments  showed  an  alarming  increase,  the  number  of  killed  in 
this  class  being  17  per  cent  higher  than  the  very  lari^e  total  reported  in  the  year 
ending  June  30,  1905.  A  condensed  list  is  given  of  10  prominent  accidents  in 
the  year  ending  June  30,  1907,  to  which  are  chaiged  an  aggregate  of  291  deaths. 


«  For  notes  on  Bulletins  1  to  10,  inclusive,  see  Bulletin  No.  17. 
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Accident  Bulletin  No.  26. 


RAILROAD  ACCIDENTS   IN  THE    UNITED  STATES 

DURING  THB 

THREE  MONTHS  ENDING  DECEMBER  31, 1907. 


The  number  of  persons  killed  in  train  accidents  during  the  months  of 
October,  November,  and  December,  1907,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Conunission,  \mder 
the  ''accident  law"  of  March  3,  1901,  was  220  and  of  injured  4,187. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  off  cars,  etc.,  bring 
the  total  number  of  casualties  up  to  20,458  (1,092  killed  and  19,366 
injured).  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers  and  (6)  employees  on  duty." 

Table  No.  1. — CanuUtie^  to  persons,  October ^  November ^  and  December,  1907 fie 


Passen- 
gers 
(a  and  b). 

Persons 
carried  un- 
der agree- 
ment or 
contract 
(bb). 

Total 

(a,b,and 

bb). 

Trainmen. 

Train- 
men in 
yards. 

1 
s 

10 
6 

i 

s 

•s 

4 

2 

a    >    ■    • 

• 

I 

9 

• 

14 
7 

•  ■  ■  • 

21 

1 

"a 
1^ 

• 

77 
46 

16 

t 
f 

s 

11 

6 
1 

• 

a 

CoUtsiona 

1,358 
516 

15 

119 
113 

4 

1,477 
629 

19 

664 
352 

254 

238 

Derailments 

44 

Miscellaneous  train  aoeldents,  Including  lo- 
comotive boiler  explosions 

55 

15 

Total  train  accidents 

1,889 

6 

236 

2,125 

141 

1,270 

18 

13 

15 

2 

24 
34 

88 

106 

337 

Ooiipllng  o'"  n^iooiipling 

22 

16 

16 

86 
61 

288 

2,403 

212 

1,385 
221 

175 

Wbiie  ooing  other  work  about  trains  or 
while  attending  switches 

805 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

4 

552 

550 

•  •  •  • 

1 
3 

4 

1 

16 
67 

•  «  «  > 

36 
24 

60 

81 

5 

568 
626 

91 

Falling  from  cars  or  engines  or  while  get- 
ting on  or  oiT 

35 
21 

56 

71 

665 

Other  causes 

140 

Total  (Other  than  train  accidents) . . . 

1,115 

84 

1,199 

191 
332 

4,509 

1,876 

Total  all  classes 

3,004 

10 

320 

3,324 

5,779 

2,213 

a  The  caaoaltles  to  iMisaengers  have  been  divided  into  three  classes.  Class  a  includes  all  ordinary 
passengers.  Class  b  includes  passeneers  traveling  on  freight  trains.  Class  bb  includes  persons  who 
are  costomarily  carried  on  trains  unaer  special  arrangements,  such  as  postal  clerks  and  express  mes- 
sengers, employees  on  Pullman  cars,  newsboys,  live-stock  tenders,  and  men  in  chaige  of  freight. 

MTable  No.  1  is  continued  on  next  page. 

c  Accidents  to  employees  resulting  In  slight  Injuries  which  do  not  prevent  the  employee  injured  from 
parformlng  his  accustomed  service  fqr  more  than  three  days  In  the  aggregate  during  the  ten  days  immo- 
diateiy  following  the  accident  are  not  reported. 
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Table  No.  1. — Ckmialties  to  penoM,  OctobeTj  November^  and  December^  1907 — Cont'd, 


• 

Yard  train- 
men (switch- 
ing crews). 

Other  em- 
ployees. 

Total  em- 
ployees. 

Totak  per- 
sons re- 
ported. 

« 

• 

i 

a 

1 

3 

i 

a 

"a 

i-i 

• 

a 

105 
71 

23 

• 

1 

p 

• 

a 

■ 

1 

9 

Collisions 

10 
10 

2 

159 
77 

20 

7 
7 

4 

127 
46 

17 

1,188 
519 

355 

119 
78 

2» 

2,6G5 

Derailments 

1,148 

Hisoellaneous  train  accidents,  including  lo- 
comotive boiler  explosions 

374 

Total  train  accidents 

22 

265 

18 

190 

199 

2,062 

220 

4,187 

ConnllnK  or  uiiponpllnsr , , 

40 
15 

4 

49 
37 

466 

919 

107 

1,019 
126 

2 

18 

4 

22 
342 

16 

044 

12 

326 
3,960 

77 

64 

26 

181 
464 

945 

4,7n 

422 

3,305 
4,447 

77 
64 
26 

217 

488 

945 

While  doing  other  work  about  trains  or 
while  attending  switches 

4.771 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

427 

Falling  from  cars  or  engines  or  while  get- 
tins  on  or  off 

3,963 
5,073 

Other  causes 

Total  (other  than  train  accidents) . .. 

145 

2,637 

388 

4,958 

812 

13,980 

872 

15,179 

Total  all  classes 

167 

2,902 

406 

5,148 

1,011 

16,042 

1,092 

19.366 

This  bulletin  shows  marked  decreases  in  nearly  every  item  of 
Table  No.  1,  reflecting  the  marked  falling  oflF  in  traffic  which  b^an 
last  autumn  on  practically  every  railroad  in  the  coimtry.  The 
largest  proportional  decrease,  that  in  the  number  of  passengers  killed 
in  train  accidents,  is  in  an  item  which  is  not  so  directly  proportionate 
to  the  volume  of  traffic;  this  for  reasons  which  have  been  noticed  in 
previous  bulletins;  while  the  fatal  accidents  to  passengers  from  other 
causes — largely  from  their  own  negligence  or  want  of  caution — have 
not  decreased  (61  now,  54  a  year  before).  This  probably  indicates 
that  the  decrease  in  the  total  number  of  passengers  traveling  w^as 
not  large;  while,  on  the  other  hand,  the  diminution  in  the  number 
or  the  severity  of  accidents  afifecting  only  trainmen  undoubtedly 
is  due,  not  alone  to  a  falling  off  in  traffic,  but  also  to  the  diminished 
pressure  under  which  the  trainmen  do  their  work.  With  the  reduc- 
tion in  the  volume  of  traffic  there  has  been  less  of  overwork  and 
excessive  hours,  and  also  probably  a  weeding  out  of  the  less  compe- 
tent men. 

The  list  of  train  accidents  notable  by  their  magnitude,  heretofore  of 
considerable  length  in  each  quarter,  is  now  happily  much  reduced,  the 
chief  items  in  Table  2a  being  collisions  1,  9,  and  11.  Derailment 
No.  1,  though  comparatively  of  small  magnitude,  is  noticeable  as 
being  one  of  a  new  class.  It  was  a  derailment  of  an  electric  car, 
running  alone.  Electric  railroads  doing  interstate  business  have 
been  so  few  that  hitherto  their  reports  have  not  been  prominent  in 
the  accident  records.    Cars  running  alone  axe  subject  to  accidents 
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from  defective  brake  apparatus  which  in  trains  of  cars  would  not 
cause  serious  trouble. 

Notwithstanding  the  improvement  as  regards  results^  the  causes 
of  accidents,  as  shown  in  Table  2a,  are  as  varied  as  ever,  and  de- 
mand no  less  serious  consideration  than  in  the  past.  In  the  amount 
of  damage  done  to  cars  and  engines  it  is  also  observable  that  there  is 
no  important  decrease,  as  compared  with  the  corresponding  quarter 
in  the  preceding  year. 

Tablx  No.  la. — Comparison  of  principal  itemt  with  last  bulletin  and  with  one  year  hack. 


1.  Pasaeogen  killed  In  tmin  aoddentt 

2.  Pasiengen  killed,  aU  caueee 

3.  Employees  killed  in  train  accidents 

4.  Employees  killed  in  ooupUng 

5.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  aU  causes. 


Bulletin  26. 

Bulletin  25. 

Bulletin  22. 

21 

110 

180 

81 

195 

234 

199 

236 

294 

77 

87 

84 

1,011 

1,144 

1,196 

1,092 

1,330 

1,430 

The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  3,964  (2,094  collisions  and  1,870  derailments), 
•  of  which  337  collisions  and  202  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $2,962,470.  Given  more  in  detail,  these  facts  appear  as 
below: 

Table  No.  2. — Collisions  and  derailments ^  October,  November,  and  December,  1907. 


Number. 

Loss. 

Killed. 

Injured. 

Collision«,  T^T _    ,    _    ,  _              . 

506 

264 

166 

1,156 

t472,847 

474,144 

58,869 

.530,863 

39 

46 

2 

32 

705 

Colllsllontt.  buttinff. 

1,051 

CoUtslona,  train  separating 

88 

OoliWonsi  misceUaJoeous  .7. 

821 

Total / 

2,004 

1,536,723 

119 

2,665 

Derailments  due  to  defects  of  roadway,  etc 

404 
819 
129 
84 
23 
411 

243,272 

650,538 

86,874 

92,720 

27,521 

324,822 

10 
9 
9 

17 
7 

26 

299 

Deiailments  due  to  defects  of  equipment 

%24 

Derailments  due  to  negligence  of  trainmen,  slgzuklmen,  etc. . 

Derailments  due  to  unforeseen  obstruction  of  track,  etc 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Deniflipvpts  du9  to  mifKiellftnAnna  caupes. , .  T 

85 
169 

38 
333 

Total 

1,870 

1,425,747 

78 

1,148 

Total  collisions  and  derailments 

3,964 

1 

2,962,470 

197 

3,813 
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Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  110,000  and 
down  to  $2,000,  wheiever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 


Table  2a. — Cauart  offorty-oTU  prominent  tr 


COLLI  a  IONS. 


n  aeddenU  (Cfow  A). 

■1  eolll<lou;   I 


B  P 

B  P 

R  F 

B  r 

R  I  F 


et  mliplacMl  iwltdi  u 

d^,  but  hsd  been  ei 

EaitbouDd  puwnger  collided  wtth  veatbound 
■tending  ftvlgbt.  PuMngcr  ocdond  to  mn  on 
■reatbound  Inusk:  operator  trrongfuUT  Rportwl 
that  the  Brelght  hul  duanid  that  tiv^    It  wu 


idjns  Dtar  bl>  cabin,  but  he  thou^t,  c 
iftd.lhat  It  had  paued. 

-  (Ulkd)  iint^tAiA  Bag;  t 


that  It  had 

-^ -in  {Mil  - 

dutT  38  boun. 
Uaplaoed  nrltc 

months'  eiptijence:  on 


'JwighM 


failure  to  prolMt  itandliut  might  ttaln  by  flag. 
CoQdiwtor  aaleep  Id  cab;  "'g"*"  alto  Id  cabooae: 
tbennwDiHidinj  Uhoan67alnut«B;  followliie 


Fidght^itandinKi 

bSS., — ,._, ^ — _„,_. 

ditplayed  at  chaTi  •'r"'™*"  In  MrvlcaG  jbbi 


ilgnal  [telegnph  block  syitam)  wronstuUr 

low.) 
giving  ht 


Conductor  bsU  order  afTins  him  imta  IS:1S  to  nach 
a  oertaln  lUtlon;  took  K  tor  «:«)  and  »  toH  eo- 
glueman.    BnoliMiman  did  pot  re*d  order;  order 


Three  paesenoera  killed.    Paeeenger  train  n 
automatic  block  ilgnal  Indicating  at ' 


outalde  ol  deralLlng 

Conductor  and  englr. _. 

■cbediile  ol  paasenger  train. 


._  .  H  on  time  ol  paaansfr 
d  engtoamau  unacoonntaSlr 
0  minutes,  though  the;  bad 


■idlng  at  night. 
loullDg  point;  oa 

ol  freight  o««i1ooked 


lad  been  \t 
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Tabus  2a. — Cauaet  offorty-cnt  pnmintn^  trmhi  aeeidenU  {Clou  A) — Continued. 

COLLISIONS-OoDtlmied. 


1 

No. 

1 

Claee. 

Kind  of  train. 

• 

• 

2 

1        ak     • 

|-b3 

Reference  to 
»4            record. 

• 

Cause. 

• 

18 

B 

FandF 

3 

10,  uo 

Cars  ran  oat  of  side  track.   Contrary  to  orders. 

cars  bad  been  left  on  an  unsuitable  temporary 

• 

1 

track.    BeUeyed   brakes  bad  been  maliciously 

loosened.                   • 

10 

B 

FandF 

1 

1 

10,170 

13 

Nortbbound  train  approached  8tatl<m  at  unooii- 
trollable  speed;  engineman,  expeilenoed,  did  not 

20 

B 

FandF 

1 

4 

10,500 

8 

manage  air  brakes  properlT. 
Southbound  met  one  northbound  train,  but  men 
foigot  that  order  specified  two  trains.    Con- 

ductor (10  years'  experience  as  brakeman)  was 
on  his  first  trip  as  conductor. 
Operator  neglected  to  deliver  one  of  four  orders. 
Conductor  accepted  other  orders  knowing,  his 

21 

B 

FandF 

3 

1 

10,800 

51 

signature  had  been  prematurely  and  wrongfully 
sent  to  dispateher.    Operator  In  senrioe  at  this 

place  12  days, 
lusplaoed  switch  at  meeting  point.    Brakeman,  8 

22 

B 

FandF 

3 

63 

12,400 

16 

months'  experience,  on  duty  20  hours  40  minutes: 
should  have  closed  switch,  and  claims  that  he  had 

done  so. 

23 

B 

FandF 

1 

2 

12,800 

4 

Disregard  of  distant  and  home  signals  approaching 
station  (2  a.  m.).  Engineman  believed  to  have 
been  asleep;  brakeman  in  cab  also  probably 
asleep;  fireman  not  well  acquainted  wltn  road. 

Collision  opposite  station,  both  enginemen  disobey- 
ing rule  to  approach  under  control.    (See  note  in 

24 

B 

PandP 

1 

10 

13,850 

42 

< 

text  below.) 

25 

.» 

FandF 

0 

3 

15,780 

72 

experience  lyear  6 months.    Damage  largely  due 

to  fire  started  from  broken  stove  in  caboose  and 

from  overturned  engine. 

26 

B 

FandF 

1 

5 

17,000 

40 

Operator  accepted  order  after  train  had  passed. 

(See  note  in  text  below.} 
Westbound  freight  backed  through  cross  over  Into 

27 

M 

Fand  F 

0 

2 

20,700 

84 

eastbound   freight.     Brakeman,   in   service     2 
months,  set  cross-over  switch  instead  of  side- 

track switch  as  ordered. 

28 

B 

FandF 

3 

80 

46,700 

44 

Conductor  and  engineman  northbound  frelfl^t  en- 
croached on  time  of  regular  southbound  passen- 
ger train;  men  on  duty  10  hours  63  minutes. 
They  knew  that  they  were  on  the  time  of  the 

passenger;  detached  engine  and  tried  to  reach 

Tot 

tX 

38 

457 

station,  evidently  depending  on  possibility  of 
passenger  being  a  little  behind  time. 

271,875 

DERAILMENTS. 


1 
2 

3 

4 


D 
D 

D 
D 


6 

7 

8 


D 
D 


P. 
F. 


P. 


P. 

F. 


1 
1 


0 
0 


35 

1350 

63 

3 

2,700 

20 

13 

3,100 

32 

0 

5,805 

35 

10 

7,804 

03 

3 
2 

10,287 
10,400 

07 
05 

2 

10,977 

65 

Excessive  speed  on  curve  due  to  broken  brake  beam 
(electric  car  running  alone). 

Runaway  on  2.2  per  cent  descending  grade;  bad 
management  of  air;  train  pipe  leaky ;  hand  brakes 
not  promptly  used.  Engineman,  on  duty  28 
hours,  did  not  seasonably  signal  to  apply  hand 
brakee. 

Accidental  obstruction.  (Wreck  caused  by  derail- 
ment No.  10.) 

Excessive  speed  on  curve  and  steep  descending 

frade:  engineman  making  his  first  trip  on  this 
ranch;  conductor  applied  air  brakes  in  caboose, 
but  applied  them  too  suddenly  and  broke  coup- 
ling between  engine  and  tender. 

Two  cars  of  passenger  train  blown  off  track  by  high 
wind. 

Unknown. 

Runaway  on  descending  grade.  (See  note  In  text 
below.) 

ICast  o(  steam  shovel  struck  overhead  bridge,  and 
bridge  was  weakened  and  fell.  Height  orsnovel 
10  feet  6i  inches;  clearance  at  bridge  had  formeriy 
been  10  feet  7  inches,  but  new  and  thicker  tiee  had 
been  put  in,  raising  the  rails. 
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Table  2a. — Cowum  cf forty-one  prcminent  train  accidents  (Class  A) — Contmued. 

DERAILHENTa-Continued. 


No. 


9 


10 
11 
12 


13 


D 


D 
D 
D 


Kind  of  train. 


F. 
P. 
F. 


D       F. 
Total 


Total  ooUlalona  and 
derailments. 


tii 

o 

* 

• 

ill 

eference 
record. 

1 

12 

o 

67 

11,100 

0 

0 

13,210 

31 

1 

3 

16,546 

25 

1 

4 

17,260 

30 

0 

7 

0 
87 

19,060 

80 

129,028 

45 

544 

401,603 

Cauae. 


Accidental  obetruction.  (Wrack  of  freight  train  on 
adjacent  track  derailed  by  shock  due  to  auto- 
matic application  of  air  brakes.  Triple  vUve  on 
one  oar  too  sensitive.) 

Broken  flange. 

Unknown. 

Runaway  on  descending  gmde.  Engineman  in  serr- 
ice  on  this  steep  grade  2  weeks:  7  years'  experi- 
ence elsewhere;  nad  run  4  trips  over  this  section 
as  learner. 

Broken  flange. 


Collision  No.  7  was  caused  by  an  error  of  a  signalman.  The  signal- 
man at  A  allowed  a  passenger  train  to  leave  A  for  B  before  a  preced- 
ing passenger  train  had  reak^hed  B.  This  signalman  is  25  years  old, 
and  has  been  employed  in  that  capacity  for  five  years.  His  explana- 
tion is  that  he  was  busy  setting  the  switches  and  signals  for  switching 
movements  which  were  going  on  at  his  station  at  the  time  when  he 
was  called  upon  to  give  the  signal  for  the  passenger  train. 

Collision  No.  13  was  at  a  crossing,  a  freight  train  of  road  A  running 
into  the  side  of  a  passenger  train  of  road  B.  One  sleeping-car  con- 
ductor was  killed  and  4  passengers  were  injured.  The  collision 
occurred  at  5:45  a.  m.  The  freight  train  approached  the  crossing  at 
uncontrollable  speed,  either  on  accoimt  of  the  air  pressure  in  the  air- 
brake system  having  been  excessively  reduced,  or  by  reason  of  defec- 
tive judgment  on  the  part  of  the  engineman.  This  freight  train  had 
begun  its  trip  without  proper  inspection,  the  air  brakes  not  having 
been  tested;  and  besides  this,  the  rule  requiring  75  per  cent  of  the 
train,  to  be  air-braked  had  been  disobeyed,  only  22  cars  out  of  34  hav- 
ing their  air  brakes  connected  to  the  engine.  Road  A  asserts  that  the 
passenger  train  did  not  comply  with  the  law  requiring  a  full  stop 
before  passing  over  this  crossing,  and  that  if  this  stop  had  been  made 
the  collision  would  not  have  happened.  The  men  in  charge  of  the 
other  train  declare  that  they  had  made  the  stop.  The  conductor  of 
the  freight  train  had  been  on  duty  21  hours  and  the  engineman  13 
hours;  the  experience  of  the  conductor,  as  such,  was  5  months,  and  of 
the  engineman  2  years  and  4  months. 
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Collision  No.  24  was  between  a  regular  westbound  and  a  regular 
eastbound  passenger  train,  and  it  occurred  exactly  opposite  a  block- 
signal  station.  According  to  the  rule,  both  trains  should  have 
approached  the  block-signal  station  with  speed  under  such  control 
that  a  ^top  could  be  made  before  reaching  the  signal  in  case  it  was 
not  clear.  It  is  stated  in  the  report  that  the  block  signal  was  ob- 
scured by  fog  and  also  by  smoke  from  an  engine  standing  nearby 
on  a  side  track. 

Collision  No.  26,  a  butting  collision  between  freight  trains  at  9:36 
p.  m.;  and  causing  the  death  of  a  fireman,  was  due  to  the  error  of  a 
telegraph  operator,  19  years  of  age,  who  had  been  in  the  service  of 
the  road  2  months,  though,  according  to  the  report,  he  had  had  4 
years'  experience  as  an  operator.  An  order  having  been  sent  to 
this  operator  for  train  No.  6  and  it  having  become  desirable  to  change 
this  order,  the  dispatcher  asked  the  operator  if  the  train  had  passed, 
and  was  told  in  reply  that  it  had  not,  whereupon  he  sent  an  order 
restricting  the  right  of  train  No.  6.  ft  appears  that  when  the  dis- 
patcher asked  his  question  the  operator  looked  out  of  his  window 
and  saw  the  headlight  of  a  locomotive  and  took  it  for  train  No.  6, 
but  afterwards  found  that  No.  6  had  already  passed  and  that  the 
light  was  that  of  a  switching  engine.  Train  No.  6  had  passed  this 
station  some  mmutes  ahead  of  time,  this  having  been  authorized 
by  the  dispatcher. 

Derailment  No.  7  was  due  to  the  mismanagement  of  the  air  brakes, 
a  heavy  freight  train  becoming  uncontrollable  on  a  steep  descending 
grade.  The  train  had  two  engines.  The  leading  engineman  is 
held  responsible,  having  neglected  to  use  ''straight  air''  to  apply 
the  brakes  when  he  found  the  train  was  eluding  control;  and  the 
engineman  of  the  helping  engine  is  held  at  fault  for  not  having  been 
watchful  so  as  to  take  an  opportimity  to  recharge  the  ''train  line" 
(air  pipes  and  cylinders)  and  apply  the  brakes.  The  leading  engine- 
man  had  been  in  the  service  on  this  division  only  3  months,  but  is 
reported  as  having  had  one  year's  experience  elsewhere.  He  had 
been  on  duty  21  hours,  with  5  hours'  intermission.  The  other  en- 
gineman had  been  on  duty  17  hours,  with  5  hours'  intermission. 
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Table  No.  3. — Detaili  of  Table  No.  1 — CatMes  of  aecidenU  to  employees  in  ccupUnff 

and  uncoupling  cars. 


8ob- 

C1A88. 


1 

2 
3 
4 

5 
6 
7 

8 

9 

10 

11 
13 

13 
14 

15 

16 
17 
18 
10 
20 

21 

22 
23 
24 

25 

26 
27 
28 


Caoset. 


Adjusting  coupler  with  foot 

Adjusting  coupler,  cars  accidentally  started 

Careless  manipulation  of  unooupUi^  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emeigeney  apptianoe 
on  curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  applis^ioe 
because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever 
and  body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever»  uncoupling  lever 
not  in  working  order ^ 

Foot  caught  in  frog,  switch,  or  guarcrali 

Opening  or  closing  Knuckle  when  cars  were  near  to- 
gether, miscalculated  speed 

Opening  Icnuckle  when  cars  were  near  together,  en- 
gine accidentally  started 

Opening  Icnuckie.part  of  defectivecoupler  fell  on  foot. 

Opening  knuckle,  lost  footing 


Riding  on  car  to  uncouple,  supped  off 

Struck  by  object  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to  slack 
running  in 

Caught  by  unexpected  movement  of  car,  due  to  mis- 
take or  misunderstanding  in  giving  hand  signals.. 

Uncoupling  moving  cars  and  lost  footing 

Parts  bard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 
rule 


Hand  caught  between  projecting  load  and  end  of 
next  car 


No  witness  (fatal  injury) 

Other  causes  (see  detailed  list  below) 
U  nexplai  ned 


Total. 


Tvai]>> 
men. 


1 
1 


1 
3 


2 
3 


2 

3 


22 


24 

10 
3 
2 
6 
9 


63 
10 

39 
3 


3 
6 
9 
3 
6 

17 

4 

8 
4 

18 

3 


6 
3 


288 


Tsain- 
menin 
yards. 


3 

•  *  • 

3 

m  m  t 

5 


13 


17 
6 
1 


12 

3 

1 
1 

33 
2 

34 

3 

11 

1 
3 
11 
3 
3 

12 

3 
3 
0 

13 

3 


175 


Yard 
trainmen 
(switch- 
ing 
crews).* 


Other 
ployees 


2 
7 

4 

1 

7 
2 


1 

■  •  « 

"2" 


40 


31 

14 

9 

3 

6 


10 


t 


6 

91 
16 

50 
6 

33 

7 
7 
9 
7 
11 

27 


466 


2 

1 


3 
1 
1 


6 
34 

10 

r 
.... 

....1 

1 
1 

31 

I 

1 

•  •  «  • 

2 

6 

...... 

1 

i 

"i'V. 

1 

A      *     •       • 
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DetaiU  of  injuries  included  in  Table  Sy  9uhclas$  27, 

0. 1.  Adjusting  knuckle;  ties  rolled  off  car. 

0. 2.  Piece  of  coal  fell  from  car  on  foot. 

O.  3.  Steel  billet  fell  on  foot.. 

O.  4.  Stake  on  flat  car  broke  and  struck  hand. 

0. 5.  Wheel  ran  over  piece  timber,  which  flew  up  cutting  eye  and  nose. 

O.  6.  Stepped  on  nail. 

O.  7.  Stepped  on  sharp  piece  of  steel. 

N.  1.  Stepped  In  ditch,  spraining  foot. 

N.  2.  Brake  staff  fell  from  car  on  head. 

N.  3.  Torpedo  exploded  and  cut  neck. 

N.  4.  Stepped  on  nail. 

N.  5.  Stepped  on  spike,  spraining  ankle. 

N.  ti.  Air  hose  flew  up,  striking  nose. 

D.  1.  Adjusting  knuckle;  caught  hand. 

D.  2.  Air  hose  burst,  striking  hand. 

D.  3.  Glove  caught  on  drawbar;  flnger  cut  off. 

D.  4.  Opening  knuckle,  caught  thumb. 

D.  5.  Fell  off  bridge. 
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Table  3a. — NaJtwre  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injurl^. 


IxMS  of  feet 

of  lege 

of  anns 

ofbands 

Loss  of  flxigen 

lAMsof  toee 

FiBCtared  skull 

Fractured  leg ^.. 

Frecturadann 

Fractured  collar  bone  or  ribs 

Fxactured  otber  booBe 

Contusion  of  bead  or  body 

Contusion  or  laceration  of  Itot . . . 
Contusion  or  laceration  of  toes. . . 
Contusion  or  laoemtlon  of  legs. . . 
Contusion  or  laceration  of  anna. . 
Contusion  or  laoerstlon  of  bands. 
Contusion  or  laceration  of  fingers. 

IMaloeatlon 

Internal  injoxtos 

Sprains 

Shock 

Mlsoailaneoos 


Traln- 


2 
6 
S 
2 
17 
2 


Train- 
men in 
yards. 


4 

8 

8 

26 

23 

6 

9 

16 

47 

98 

1 

1 

7 


5 
2 
2 

1 
7 
1 


8 

U 

3 

4 

17 

14 

2 

6 

11 

31 

43 

1 

4 

4 


Yaid 
train- 
men. 


5 
1 
3 
2 
13 
2 


5 

10 

9 

11 

68 

42 

8 

31 

21 

66 

136 

2 

6 

28 


Otber 
em- 
ployees. 


1 
1 

1 


1 
1 
3 

1 
1 


2 
1 
1 


Killed 


Total  injuries. 


288 
22 


Total  killed  and  Injnred . 


310 


3 


175 
13 


1S8 


8 


466 
40 


506 


16 
2 


18 


RECAPITULATION. 

Total  kUlBd 77 

Total  lujnred 945 

Total  killed  and  Injured 1,022 

Table  No.  4. — DeUtiU  of  Table  No,  1. — Causes  of  accidents  to  employees  elassifiea  {C6 
and  C7)  as  falling  from  and  getting  on  or  off  cars  and  engines. 


Sub- 


C6 


1 
2 
3 
4 


C7 


6 
7 
8 
9 
10 

b 

11 
12 

ri3 

14 
15 

16 

17 
18 


Causes. 


Fell  from  roof  of  bojt  car  by  reason  of— 

Defect  In  oar 

Ice  or  snow 

Parting  of  train 

I>erailment,colUslon,or  sbock  due  to  abnormal 
movements  of  cars  otber  tban  tbose  in  sub- 
class 3 

Wblle  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  tban  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in  mo- 
tion  

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  oars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  colli- 
sion, derailment,  or  otber  accident 

FeU  from  engines  or  cars  by  reason  of  defective 

handholds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  tail,  or  switch 


Train- 
men. 


• 

• 

"S 

e 

a 

3 

^ 

13 

Total 


1 
2 


3 
3 

1 
4 

20 
1 


18 

14 

7 


1 
11 


86 


4 

9 
28 


64 
62 

15 

49 

164 

11 

80 
264 

70 
112 
163 

47 

40 

202 

11 

1,385 


Train- 
men In 
yards. 


2 
2 

4 


5 
1 
3 


1 

4 


4 
3 
6 


26 
23 


51 
100 
14 
51 
90 

16 

32 

119 

13 


24      665 


Yard 
trainmen  ,rv^^.^^ 

crews).  I 


Ui 


5 
8 
2 


8 
3 


6       1 

23  ,    5 

83  I    5  ' 

5  I....' 


9 


10 
7 
6 


105 
70 

8 
20 
69 

3 

25 

244 

45 

77 
114 

18 

48 

144 

6 


49   1,019 


•2 


2 
1 
1 


3 
2 
6 
3 


22 


1 

i 


8 
8 

2 
20 
12 

1 

53 
67 
13 
36 
63 

8 

3 

48 

2 

326 
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[PuBUC— No.  171.] 

AN  ACT  Requiring  common  carriers  engaged  In  Interstate  commerce  to  make  full  reports  of  mH 

accidents  to  the  Interstate  Commerce  Comulssion. 

Be  it  enacted  by  the  Senate  and  House  of  RepreeerUatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  genem  manager,  superintendent » 
or  other  proper  officer  of  every  common  carrier  en^a^ed  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  whicli 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  snsdl  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  tine  time  herein  specified  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making^  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  m  said  report. 

Sec.  4.  Tliat  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  meUiodand  form  for  making  the  reports  in  tne  foregoing 
section  provided. 

Approved,  March  3,  1901. 
SPECIAL  INFORMATION  CONTAINED  IN  PBBCEDINO  BUIiLBTIN8.« 

Each  accident  bulletin  contains  tables  showing  the  number  of  ptusengers  an$i  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see 
Table  No.  1);  also  tables  showing  cost  of  the  different  claase«  of  train  accidents. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  "Hie  most  serious 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A) 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quarter 
ending  June  30  contains,  m  addition  to  the  Quarterly  statistics,  tables  showing' 
tlve  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  records  one  collision,  killing  6  and  injuring  35  persons,  and  one  derail- 
ment, killing  15  and  injuring  28.  The  collision,  occurring  at  1  a.  m.,  was  due  to 
gross  negligence  on  the  part  of  the  men  in  charee  of  a  freight  train.  The  dendl- 
ment  was  due  to  an  open  draw.  The  drawbridge  was  not  provided  with  inter- 
locked signals  and  the  engineman  was  not  adequately  acquainted  with  the  line 
of  the  road .  A  collision  and  a  derailment  are  reported  which  were  due  to  the  lack 
of  suitable  detector  bars  at  switches,  and  a  collision  which  was  due  to  failure  of 
*' controlled  manuar'  block  si^al  working. 

Bulletin  No.  18  shows  total  casualties  much  lar^r  than  in  the  preceding  quarters,  due 
largely,  no  doubt,  to  an  enormous  increase  m  traffic.  Many  accidents  are  reported 
in  which  the  men  had  been  on  duty  excessively  lon^  hours.  One  collision,  Killing 
17  persons,  was  due  to  the  error  of  an  engineman  of  five  months*  experience,  who 
ran  past  five  warning  signals.  Another  collision,  killing  10  persons,  was  due  to 
the  lailure  of  the  men  in  charge  of  a  freight  train  to  identify  opposing  passenger 
trains.  One  derailment  of  a  passenger  train,  killing  13  persons,  was  reported  as 
due  to  some  cause  that  could  not  be  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  casualties.  One  but- 
ting collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injuries 
and  150,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons.  One 
collision  was  due  to  the  negligence  of  men  who  had  been  worked  flagrantly  lone 
hours.  Particulars  are  given  of  a  number  of  collisions  due  to  complicate  ana 
unusual  causes. 

o  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17. 
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3iilletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  q^uarter  of  the 

Srevious  year,  hut  the  numher  of  passengers  and  employees  killed  in  train  acd- 
ents  was  considerably  smaller.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  dispatcher's 
order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caused  9  deaths  and  18  injuries. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident — a  collision — in  which 
more  than  10  persons  were  killed,  but  the  totals  of  casualties  of  all  classes  are 
laige,  no  improvement  being  shown  over  preceding  quarters.  Number  of  pas- 
eengeiB  killed  in  train  accidents,  52.  One  collision,  killing  17  and  injuring  56, 
was  due  to  confusion  of  tel^aphic  orders;  one  derailment,  killing  9  and  iniuring 
43,  was  at  a  misplaced  switcn,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speed. 

Bulletin  No.  22  shows  180  passengers  killed  in  train  accidents — a  nimiber  larger  than 
that  in  any  other  bulletin  except  No.  13.  One  rear  collision  in  the  District  of 
Columbia  caused  the  death  of  43  passengers  and  the  injury  of  63.  A  butting  col- 
lision killed  43  persons  and  injured  155,  the  bodies  of  the  killed  being  consumed 
hy  fire.  In  the  derailment  of  a  passenger  train  at  a  drawbridge  57  persons  were 
killed  and  36  injured. 

Bulletin  No.  23  shows  126  passengers  killed  in  train  accidents.  It  contains  the  record 
of  two  collisions,  killing  41  persons,  and  two  derailments,  killing  the  same  number. 
The  number  of  employees  Killed  in  coupling  accidents  is  25  per  cent  less  than  in 
the  last  preceding  ouarter. 

Bulletin  No.  24,  thougn  representing  that  c|uarter  of  the  year  which  is  usually  the 
lightest  in  traffic,  showed  all  of  the  principal  totals  of  casualties  larger  than  in 
the  same  ouarter  of  the  year  preceding,  and  the  number  of  passengers  killed  in 
train  accidents  was  very  much  larger.  One  derailment  killed  33  persons  and 
one  collision  8.  The  tables  for  the  year  ending  June  30,  1907,  showed  heavy 
increases  in  all  items  except  accidents  in  car  coupling  and  from  striking  against 
overhead  obstructions,  and  the  number  of  passengers  killed  and  injured  in  col- 
lisions and  derailments  showed  an  alarming  increase,  the  number  of  killed  in 
this  class  being  17  per  cent  higher  than  the  very  large  total  reported  in  the  year 
ending  June  30,  1905.  A  condensed  list  is  given  of  10  prominent  accidents  in 
the  year  ending  June  30,  1907,  to  which  are  charged  an  aggregate  of  291  deaths. 

BuUetin  No.  25  shows  110  passengers  killed  in  train  accidents,  three  collisions  and  one 
derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  passen- 
^rs  killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a  large 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a 
dispatcher's  order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 
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RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DURING  THE 


THREE    MONTHS   ENDING   MARCH  31,  1908. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  January;  February,  and  March,  1908,  as  shown  in  reports  made  by 
the  raih'oad  companies  to  the  Interstate  Commerce  Commission 
under  the  "accident  law"  of  March  3,  1901,  was  125,  and  of  injured 
2,770.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work,  and  by  passengers  in  getting  on  or  off  the  cars, 
etc,  bring  the  total  number  of  casualties  up  to  15,441  (728  killed 
and  14,713  injured).  These  accidents  are  classified  in  the  following 
table.  These  reports  deal  only  with  (a)  passengers  and  (b)  employees 
on  duty : " 

Table  No.  1. — Summary  of  cstmuiXiiet  to  pernoTU,  January ^  February,  March,  1908.^  c 


ColIiBions 

Dezmihnents 

Miaoellaneous    train    accidents,    including 
locomoti  ve^boiler  explosions 


TotAl  timin  acxsidents, 


Couplliiff  or  nneoupliiig 

While  doing  other  work  about  trains  or 
while  attending  switches 

Coining  in  contact  with  overhead  bridges, 
structuras  at  aide  of  track,  etc 

Falling  from  cars  or  engines  or  while  get- 
ting on  or  off 

Other  causes 


Total  (other  than  train  accidents) 
Total  all  classes 


PaasengDTs 
(aand  D). 


Persons 

carried 

under 


mentor 

contract 

(bb). 


•8 

a 

14 


10 


19 


32 
16 


48 


603 
654 

19 


M 


3 


1,276  I    2 


556 
520 


1,078  !    3 


03 
40 

2 


Totol(a,b, 
and  bb). 


10 
11 


144  I    21 


18 
41 


59 


33 
17 


67 


2,354 


5 


203 


096 
708 

21 


Trainmen. 


M 


35  1 
33  I 

lo' 


348 
262 

180 


1,420 


78  :      799 


2 

574 
561 


51  ;  1,137 


13        207 
12     1,716 


17 


118 


54  '  1,003 
22         189 


72  .  2,557 


Trainmen 
tn  yards. 


3 

5 


8 
2 


10 


5 

7 

1 

17 
25 


118     3,233     55 


196     4,032  j  G5 


143 


£6 


231 


133 

644 

64 

582 
128 


1,551 


1,782 


•  The  ttasualtlea  to  passengon  have  been  divided  into  three  classes.  Class  a  includes  all  ordinary 
passengers.  Claas  b  includes  passengers  traveling  on  freight  trains.  Class  bb  includes  persons  who 
aie  customarily  carried  on  tralna  under  special  arrangements,  such  as  postal  clerks  and  express  mes- 
sengers, employees  on  Pullman  cars,  newsboys,  live-stock  tenders,  and  men  in  charge  of  freight. 

*  Table  No.  1  is  continued  on  next  page. 

'  Accidents  to  employees  resulting  in  slight  Injuries  which  do  not  prevent  the  employee  inJuiwl  from 
performing  his  accustomed  service  for  moiv  than  three  days  in  the  aggregate  during  the  ten  days  imme- 
diately fcmowing  the  accident  an  not  reported. 
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Table  No.  I.— Summary  of  casualties  to  ffcrsons,  January,  February,  March,  1908. 

Continued. 


Collisions 

Berailments 

Miscellaneous  train  accidents,  includizig 
locomotive-boiler  explosions 

Total  train  accidents 

Coupling  or  uncoupling 

While  doing  other  work  about  trains,  or 
while  attending  switches 

Coming  in  contact  with  overhead  bridges, 
stnicturps  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  white  get- 
ting on  or  off 

Other  causes 

Total  (other  than  train  accidents) 

Total  all  classes 


Yard  train- 
men (switch- 
ing crews). 


Other  em- 
ployees. 


5 

4 


10 


84 
61 

31 


4 
2 


166 


6 


23 

13 

1 

25 
28 


86 


03 


277 

663 

70 

830 
116 


1,956 


3 

12 

3 

31 
245 


294 


2,122  I    300 


67 
69 

18 


154 


Total  em- 
ployees. 


■ 

•2 

1 

S 

s 

^" 

Ui 

1-4 

52 

641 

41 

415 

11 

294 

104 


16 
536 

8 

321 

3,185 


4,066 


4,220 


44 
44 

22 

127 
815 


552 


656 


Total  penons 
reported. 


62 
52 

11 


1,337 
1,118 

315 


1.350  < 


633 

3,559 

260 

2,736 
3,618 


125 


2.770 


44 
44 


160 
332 


10,806        608 


12,156 


728 


€33 

3,559 

262 

3.310 
4,179 


11,943 


14,713 


The  total  number  of  casualtie^s  to  passengers  and  employees 
reported  in  the  quarter  under  review  (15;441)  is  smaller  than  in 
any  quarter  since  that  ending  with  March,  1906;  the  total  number 
of  passengers  and  employees  killed  by  all  causes  (last  item  in 
Table  No.  la)  is  smaller  than  in  any  quarter  since  June,  1904,  and 
the  total  killed  in  train  accidents  (125)  is  smaller  than  in  any  quarter 
since  the  monthly  records  were  established,  in  July,  1901.  The 
number  of  employees  killed  in  coupUng  accidents  (44)  is  smaller 
than  in  any  quarter  since  June,  1902.  These  gratifying  reductions 
in  the  lists  of  deaths  and  injuries  are  all  due  primarily  to  the  reduction 
in  the  volume  of  traffic  on  practically  all  of  the  railroads  of  the 
country.  The  condition  was  indicated,  though  in  a  lesser  degree, 
in  the  last  bulletin.  Reduced  traffic  has  resulted  also  in  easier  work 
and  shorter  hours. 

The  following  table  (No.  la)  shows  the  usual  comparisons  with 
the  last  preceding  bulletin  and  with  one  year  back,  and  below  it  is  a 
list  showing  the  totals  of  passengers  and  employees  killed  in  train 
accidents,  each  ([uarter,  since  the  monthly  records  were  estabUshed: 

Table  Xo.  la. —  Comparisons  of  principal  items. 


1.  Passengers  killed  in  t  niin  nccidents 

2.  Passengers  killed,  all  eauscs 

3.  Employees  killed  In  train  nwldents 

4.  Employees  killed  In  coupling 

5.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  all  cqusps 


Bulletin  27. 

Bulletin  26. 

BuUetin  23. 

21 

21 

136 

72 

81 

184 

104 

199 

296 

44 

77 

62 

656 

1,011 

1,109 

728 

1,092 

1.291 
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Passengers  and  employees  hUled  in  train  acvidenis. 


BuUetinNo.27 125 


26. 
25- 
24. 
23. 
22. 
21. 
20. 
19. 
18. 
17. 
16. 
15. 
14-. 


220 
346 
250 
421 
474 
267 
194 
274 
320 
272 
262 
232 
242 


Bulletin  No.  13 411 


12. 
11. 
10. 

9. 

8. 

7- 

6. 

5. 

4. 

3. 

2- 

1. 


167 
221 
446 
280 
230 
300 
266 
263 
140 
212 
272 
240 


The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  2,632  (1,190  collisions  and  1,442  derailments), 
of  which  199  collisions  and  220  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $1,977,419.  Given  more  in  detail,  these  facts  appear  as 
below: 

Table  No.  2. — Collisions  and  derailments ^  January y  February,  and  March,  1908. 


Collisions,  pear 

Collisions,  butting 

Collisions,  train  separating 

Collisions,  misoellabeous 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc 
Derailments  due  to  amoreseen  obstruction  of  track,  etc. . . 
Derailments  due  to  malicious  obstruction  of  track,  etc  — 
Derailments  due  to  miscellaneous  causes 

Total , 

Total  collisions  and  derailments 

T  otal  for  same  quarte  r  of  1907 


Number. 

Loss. 

236 

158 

78 

724 

$188,731 

231,394 

31,108 

335,047 

KiUed. 


12 

22 

2 

26 


1,190  786,280 


62 


331 

580 

75 

87 

24 

345 


210,255 
498,429 

44,195 
103,102 

29,470 
306,688 


13 
6 
3 
7 
4 

19 


Injuxed. 


271 

418 

38 

610 


1,337 


383 

143 

63 

92 

48 

390 


1,442  I     1,191,139 


52 


2,632 
3,991 


1,977,419 
3,536,110 


114 
355 


1,118 

■  -  ■-■.-» 


2,455 

4,45C 


Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which 
passengers  are  killed  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest. 
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Table  2a. — Comes  of  twenty^nx  prominent  train  accidents  ( Class  A). 

[NoTS.— R  stands  for  rear  collision;  B,  butting  collision;  M.  miscellaneous  collisions;  D,  dermU. 
ment;  P,  passenger  train;  F,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


2 
3 

4 

5 
6 
7 
8 
9 
10 

11 
12 

13 


R 

B 
B 
R 

M 

U 
M 

B 
B 
B 

B 


B 


Fand  F. 


Fand  F. 
P  and  F. 
F  and  F. 


0 


1 
2 
0 


FandF 1 

PandF 2 

PandP I  8 

FandF '  0 

FandF 0 


Pand  F. 


FandF, 


B       FandF. 


PandF, 


Total 


1 


0 


3 

13 
0 

1 

23 

17 

7 

0 

20 


13 


21  !i03 


c  •  >? 

a  p  rt 

3  Mot 


SI, 467 

3,075 
4,600 
5.000 

5,000 
6,400 
8.000 
9,220 
10,250 
11,852 

14,914 
18,600 

21,000 


119,278 


-I 

®  9, 

PS 


19 

51 
3 
1 

56 

22 

26 

4 

5 

46 

53 
60 

27 


Cause. 


False  clear  manual  block  signal.  Operator's  ex- 
perienoe  4  years.  This  operator  sa^s  that  when 
the  train  approached  he  "was  working  on  his 
books  and  unconsciously  puUed"  off  the  aisnal 
without  consulting  the  block  sheet. 

Operator  failed  to  deliver  meeting  order;  also  train 
ran  past  an  automatic  block  signal  set  against  it. 

Mistake  in  dispatcher's  order.  (See  note  in  tejct 
below.) 

Air  brakes  inoperative:  angle  cook  on  front  end  of 
first  car  partly  dosed;  cause  not  discovered.  At 
the  last  station  where  the  air  brakes  should  ha-ve 
been  tested,  the  duty  was  neglected. 

Northbound  train  ran  past  switch  at  end  of  double 
track.    (See  note  in  text  below.) 

Extra  passenger  train  (11  p.  m.)  ran  past  distant 
and  home  automatic  blocx  signals;  dense  fog. 

Careless  management  of  street  car  at  crossing.  (See 
note  in  text  nelow.) 

Conductor  and  er^neman  misread  name  of  statktt 
in  meeting  order.    (Conductor  In  service  8  months. 

Englneman  of  empty  engine  overlooked  meeting 
order. 

Conductor  and  englneman  of  northbomid  passenser 
train  overlooked  meeting  order;  englnotnan  also 
ran  past  automatic  block  signal  set  against  him. 

HisunderstandinK  between  conductors  of  west- 
bound and  eastbound  trains  as  to  the  station  for 
meeting  the  second  part  of  a  separated  train. 
(See  note  in  text  below.) 

Mistake  in  dispatcher's  order.  Operator.  2  yean 
In  service,  omitted  the  word  "East**  from  the 
name  of  the  meeting  station,  though  In  repeating 
the  order  back  to  the  dispatcher  he  had  given  the 
name  correctly. 

Bfistake  in  dispatcher's  order,  the  forms  of  the  or- 
ders being  substantially  as  follows:  The  order 
read  "Run  from  A  to  C.  Meet  7  at  B."  It  was 
written  out  and  delivered,  "Run  from  A  to  C. 
Meet  7  at  C."  The  operator  had  had  5  years'  ex- 
perience and  la  reported  as  having  a  very  good 
record. 


DERAILMENTS. 


1 

D 
D 

D 

D 
D 

D 

D 

P 
D 
D 

P 

P 

3 

P 

4 

P 

5 

P 

6 

F 

7 

P 

8 

9 

10 

P 

F 

F 

1 

3 


0 
0 


0 


1 
0 
0 


23 

28 

43 


15 
0 


0 


C>8 
0 
0 


31,310 
3,400 

4,795 


6,580 
11,400 

11,400 
11,600 


11,630 
14,000 
14,800 


68 
30 

43 


31 
33 

57 


38 
10 
61 


Accidental  obstruction. 

Broken  rail;  speed  18  miles  an  hour.    Rail  weighing 

56  pounds  per  yard;  made  in  1^3. 
Bolts  in  track  had  been  loosened  by  the  derailment 

of  an  engine  9  hours  before;  defect  in  track  bad 

not  been  discovered.    Rails  partly  covered  by 

snow. 
Unexplained;  speed    45  miles   an   hour.    Driving 

wheels  of  locomotive  first  to  leave  track. 
Brolccn  wheel;  station  building  knocked  down  and 

fire  started  from  station  stove  destroyed  building 

and  3  cars.    Wheel,  pressed  steel,  one  vear  old. 

Had  been  turned  once.    There  was  a  well-defined 

"pipe"  in  the  metal. 
Briage  fell  under  coal  train.    Wooden  Howe  tnisa 

150-foot  span.    Reported  in  good  condition.    Bo- 

lieved  clamps  had  oeen  broken  In  consequence  of 

severe  application  of  brakes. 
Malicious  oostniction.    (Two-inch  hexagonal  nut 

on  rail,  on  outside  of  curve.)    Engine  and  one  car 

brolce  through  bridge  28  feet  high. 
Brolcen  80-pound  rail. 
Broken  wheel. 
Bralce    rod    dropped    on    track,    having   become 

loosened  by  the  working  out  of  the  keybolt. 
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Table  2a. — CausM  of  twenty-nx  praminejU  train  accidents  (Class  A) — Continued. 

DE  Rill  LM  ENT3->ConUnaed. 


1 

No. 

Cl&M. 

Kind  of  train. 

i 

a 

0 

0 

a 
5 

1 

Damage  to  en- 
gines, cars, 
and  roadway. 

Reference  to 
record. 

Caase.  • 

11 

D 

P 

21,900 

28,700 
46,000 

45 

63 
14 

Soft  roadbed:  speed  (1  a.  m.)  18  miles  an  hoar. 

12 

D 

F 

Damage  due  laq^ly  to  fire  from  Baker  heater  ia 
Bleeping  car  3  hours  after  derailment.    Sleeping 
car  was  not  owned  by  the  railroad  company,  and 
Its  conductor  had  given  assurance  thAt  there  was 
no  Are  in  the  car. 
B roken  wheel .    Wheel  cast  I  ron.  33  Inches  i n  diame- 

1 
13  *      D 

P 

3     87 

12    272 

* 

ter,  8  yean  old.    Flaw  tiad  existed  some  time. 
Unexplained.    Speed  25  mites  an  hour  on  curve  of 
6*.    Grade  1  per  cent  deseimding.    Part  of  train 
fell  through  trestle  bridge  and  bridge  was  wrecked^ 

Tots 

Tots 
de] 

A 

187,515 

J  collisions  and 
railments. 

33 

375 

300,793 

Collision  No.  3  waa  due  to  the  mistake  of  a  telegraph  operator  in 
writing  out  a  meeting  order.  The  order,  as  recorded  in  the  dish 
paicher^s  office,  named  "12:15"  as  the  time  at  which  a  certain  train 
must  be  at  a  certain  station,  but  the  operator,  in  writing  the  order 
for  delivery,  wrote  ''12:50."  Two  or  three  operators,  who  were 
listening  at  the  time,  testified  that  the  order  was  transmitted  over 
the  wire  as  recorded  by  the  dispatcher,  namely,  "12:15;"  and  the 
report  indicates  the  belief  on  the  part  of  the  Superintendent  that 
the  station  operator,  not  being  satisfied  with  the  copy  which  he  had 
made,  rewrote  the  whole  order,  and,  in  rewriting,  made  the  mistake. 
The  collision  occurred  about  12:30  a.  m.  The  station  operator  had 
been  on  duty  since  8  p.  m.,  and  had  worked  nearly  all  the  preceding 
day  at  another  station.  At  this  other  station  he  went  on  duty  at 
7  a.  m.,  was  relieved  at  3:30  p.  m.,  and  then  went  to  the  station  where 
the  error  occurred.  The  dispatcher  who  ordered  the  operator  from 
one  station  to  the  other  did  not  know  that  he  had  been  on  duty 
during  the  day,  but  appears  to  have  understood  that  he  had  been 
relieved  at  that  station  in  the  morning. 

Collision  No.  5  occurred  at  end  of  double  track.  A  train  run- 
ning from  double  to  single  track  fouled  the  switch  just  as  a  train 
from  the  opposite  direction  came  along.  The  collision  occurred 
just  after  sundown.  It  was  due  to  the  fact  that  the  double  track 
had  been  extended  and  the  engineman  not  informed  of  the  fact. 
The  switches  had  been  moved  about  1 ,500  feet,  and  the  tower  con- 
taining the  telegraph  office  had  also  been  moved;  and  the  engine- 
man  r^ulated,  or  attempted  to  regulate,  the  speed  of  his  train 
with  reference  to  the  location  of  the  signal  light  on  the  tower. 
Besides  running  1,500  feet  farther  than  he  was  accustomed  to  run- 
ning, he  passed  a  cross-over  track,  which  had  been  put  in  at  the 
former  location  of  the  tower.  He  asserted  that  he  did  not  notice 
the  switch  at  this  cross  over. 


8  ACCIDENT    BULLETIN   NO.   27. 

The  fireman,  as  well  as  the  engineman,  of  this  train  is  held  blame- 
worthy, because  he  did  not  inform  the  engineman  that  the  engine 
wms  fouhng  the  single  track,  the  view  of  the  track  being  better  from 
the  fireman's  than  from  the  engineman's  side  of  the  engine. 

The  ignorance  of  the  engineman  concerning  the  change  in  the 
location  of  the  switches  and  tower  was  due  to  the  omission  of  him- 
self and  the  conductor  to  read  a  telegraphic  bulletin  which  had 
been  issued  at  a  station  16  miles  back.  The  operator  at  this 
station  had  three  bulletins  for  these  men  to  read  and  sign.  Two  of 
the  bulletins  were  properly  read  and  receipted  for,  but  the  other 
was  neglected  and  the  operator  did  not  notice  this  neglect.  There- 
after the  operator,  in  gross  disregard  of  rules,  sent  to  the  dispatcher 
the  names  of  the  conductor  and  engineman  as  having  been  signed  to 
the  overlooked  bulletin,  although  they  had  not  signed  it. 

All  these  men  had  had  ample  experience  in  their  respective  depart- 
ments. The  men  in  charge  of  the  ti'ain  had  been  on  duty  thirteen 
hours  and  fifty  minutes. 

Collision  No .  7 ,  fatally  injuring  8  passengers  in  an  electric  car,  occurred 
at  a  street  crossing  where  two  standard  (steam)  railroads  are  crossed  by 
a  street,  which  is  traversed  by  an  interurban  electric  Ime.  The  two 
standard  railroads  lie  parallel  to  each  other,  about  65  feet  apart  and 
the  direction  of  their  lines  is  north  and  south;  the  direction  of  the 
street  is  east  and  west.  This  double  crossing  has  gates  with  an 
attendant,  such  as  are  generally  used  at  grade  crossings  of  streets 
over  railroads,  and  two  electric  alarm  bells,  one  at  each  railroad. 
On  the  day  when  this  collision  occurred  the  gates  were  out  of  order 
because  the  pneumatic  pipes,  by  means  of  which  they  are  operated, 
and  which  lie  underground,  had  been  ruptured  in  consequence  of 
moisture  freezing  in  one  of  them,  and  the  attendant  at  the  crossing 
gave  his  signals  witl\  a  yellow  flag  in  the  day  time  and  a  yellow  lantern 
at  night.  The  electric  alarm  bells  are  reported  as  in  good  working 
order  at  the  time  of  the  accident.  The  bell  at  the  track  on  which  the 
accident  occurred  rings  from  the  time  an  approaching  train  is  within 
2,000  feet  of  the  crossing  until  it  has  passed  the  crossing.  The  regu- 
lations of  the  electric  line  require  that  the  cars  shall  stop  before  cross- 
ing the  steam  railroad,  and  that  the  conductor  shall  go  ahead  on  foot 
and  assure  himself  that  no  steam  railroad  train  is  approaching,  before 
the  electric  car  passes  over  the  crossing. 

This  collision  occurred  at  8 :03  p.  m.,  and  the  night  was  quite  dark. 

According  to  the  report  of  the  company  operating  the  electric  car, 
the  conductor  of  that  car  went  across  both  steam  railroads  with  a  red 
lantern  in  his  hand;  he  saw  no  train  coming  and  signaled  to  the 
motorman  to  proceed,  but  before  the  car  had  reached  the  first  of  the 
st^am  railroad  tracks  the  conductor  saw  a  train  approaching  rapidly 
on  tlie  second  railroad  and  signaled  to  the  motorman  to  stop,  but  it 
was  then  too  late  to  avoid  the  collision.  The  electric  car  was  struck 
in  the  middle  and  competely  demolished. 
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According  to  the  report  of  the  steam  railroad,  the  conductor  of  the 
electric  car  gave  the  proceed  signal  to  his  motorman  before  crossing 
the  second  railroad;  and  when  he  gave  the  signal  the  crossing  watch- 
man called  to  him  that  a  train  was  coming.  Both  watchman  and 
conductor  then  signaled  the  motorman  to  stop,  but  the  motorman 
disregarded  these  signals. 

Collision  No.  11  was  between  a  part  of  a  westbound  extra  freight 
train,  drawn  by  two  engines,  and  a  regular  eastbound  train.  One  of  the 
engines  and  a  part  of  the  cars  of  the  westbound  train  were  sent  for- 
ward from  B  to  C  and  at  C  met  the  eastbound  train.  The  two  brake- 
men  in  charge  of  the  part  of  the  westbound  train  gave  some  informa- 
tion to  the  conductor  of  the  eastbound  concerning  the  point  at  which 
he  was  to  meet  the  second  part  of  the  westbound  train,  and  the  east- 
bound  proceeded ;  but  the  information  was  inaccurate  or  insufficient, 
and  the  conductor  of  the  westbound,  having  one  engine  and  the  rear 
portion  of  his  train,  started  from  B  before  the  eastbound  reached 
there,  and  his  train  collided  with  the  eastbound. 

Table  No.  3. — Details  of  Table  No.  1 — Causes  of  accidents  to  employees  in  coupling  and 

uncoupling  cars. 


Sub- 
class. 


1 
2 
3 

4 
5 
6 

7 

8 

9 
10 

11 
12 

13 
14 

15 

16 
17 
18 
19 
20 

21 

22 
23 
24 

25 

26 
27 
28 


Causes. 


Adjasting  coupler  with  foot 

Adjusting  coupler,  cars  aocident&lly  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  linlc  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance 
on  curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 
because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caugnt  between  uncoupling  lever 
and  body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever 
not  in  worldnff  order 

Foot  caught  in  frog,  switch,  or  guard  rail 

Opening  or  closing  Imuckle  when  cars  were  near  to- 
gether, miscalculated  speed 

Opening  knuckle  when  cars  were  near  together,  en- 
gine accidentally  started 

Opening  knuckle,  nart  of  defective  coupler  fell  on  foot 

Opening  knuckle,  lost  footing 


Ktdlnff  on  car  to  uncouple,  slipped  off 

struck  by  object  at  side  of  tracK 

Caught  by  unexpected  movement  of  car,  due  to  slack 
running  in 

Caught  by  unexpected  movement  of  ear,  due  to  mis- 
take or  misunderstanding  in  giving  hand  signals . . 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to 
rule 

Hand  caught  between  projecting  load  and  end  of 
next  car 

No  witness  (fatal  injury ) 

Other  causes  (see  detailed  list  below) 

U  nexplained 


Total. 


Train- 
men. 


-8 

a 


1 

1 


20 
3 
4 
4 
7 
5 

6 


Train- 
men in 
yards. 


I 


s 


1 

2 


1 


3 

I 

'i'l. 


45 
5 

19 
3 

16 

1 
3 
6 
3 
3 

18 

4 

6 
3 

9 

4 


6 
3 


13       207 


6 
6 
3 
1 

2  ' 
5 

1 

1 
1 

23 
6 

20 
5 


3 
1 

1  ■ 

4  ! 


1 
1 


3 
4 


5 
2 


Yard 
trainmen 
(switch- 
ing 
crews). 

1 

1 

Other  em- 
ployees. 

1 

• 

1-1 

14 

i 

f 

«  *  ■  • 

1 

20 
6 
3 

5 

*  •  •  ■ 

2 

6 
17 

5 

"2 

.  • « • 

1 

•  ■  •  • 

4 

55 

7 

30 

1 

4  1        4 

5 
1 

16 

6 

7 

13 

7 

7 

16 

6 
18 

4 

17 

1 

1 

1 

1 

1 

2 
2 

a    •    ■     • 

2 

.... 

•  •  •  • 

1 

1 

2 

o 

■  •  •  • 

3 

1 

1 

•  •  >  > 

23 

277 

1 

16 

It) 
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Details  of  injuries  included  in  Tiible  S,  syiclau  f7. 

J.  1.  Burned  by  staam  from  heating  hoae. 

J.  2.  Stmck  by  corner  of  car. 

J.  2.  Hand  oaugbt  Jn  kimckh*  of  4)oupler. 

J.  4.  Hand  cau^t  between  drawheads. 

F.  1.  ficalded  by  ataam  from  stoam  koM. 

F.  2.  Hand  caught  between  drawheada. 

IL  1.  Struck  on  head  by  lump  of  ooaL 

M.  2.  Lump  of  coal  fell  off  car,  cutting  head. 

M.  3.  Cut  on  bead  by  piece  of  coal. 

M.  4.  Stepped  on  nail. 

U.  5.  Brake  ataJI  fell  from  car. 

K.  6.  Stepped  on  piece  of  coal. 

M.  7.  HeM  cut  by  atone  falling  off  car. 

H.  8.  Cut  wrist  on  shaxp  piece  of  Iron  on  drawbar. 

Table  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling 


Injuries. 


Loss  of  fee  t 

Loss  of  legs 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  libs 

Fractured  other  bones 

Contusion  of  bead  or  body 

Contusion  or  laceration  of  feet. . . 
Contusion  or  laceration  of  toes. . . 
Contusion  or  laceration  of  lags. . . 
Contusion  or  laceration  of  arms.. 
Contoaion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingers. 

Dislocation 

Internal  Injuries 

Sprains 

Shock 


Train- 
men. 


Train- 
men in 
yards. 


8 
1 
5 


i 

1 

1 

2 

6 

6 

4 

20 

18 

3 

3 

8 

31 

63 

3 

4 

8 


1 
1 

8 
1 


2 

1 


1 

16 

12 

3 

3 

8 

26 

41 

1 

2 

2 


Yanl 
train- 


Other 

em- 

pjloyet^a. 


3 
3 

6 

3 

12 


I 


1 

1 


I 

5 

8 

9 

39 

25 

2 

17 

13 

27 

81 

2 

2 

16 


1 

5 


2 
3 
1 
1 


Miacellaaeoua. 


7  I 


Total  injuries.. 


KUled. 

Total  killed  and  injured  .. 


207 
13 


133 

6  I 


UB 


277  ' 
21 


H 

3 


19 


KECAPITULATION. 

Total  killed 44 

Total  injured 633 

Total  kilied  and  injured 677 

Table  No.  4. — Details  of  Table  No,  1. — Causes  of  accidents  to  employees  classified  (0> 
and  €7)  as  falUng  from  and  getting  on  or  ojfcars  and  engines. 


Sub- 
dasa 


Causes. 


C6^ 


1 
2 
3 
4 


4 

8 

9 

10 


Trabk- 

meii. 


Ttafai- 
nien  In 
yards. 


Yard 


(switch- 
ing 

crews). 


I 

s 


Fell  from  roof  of  box  car  by  reaaon  of— 

Delect  In  car 

Ice  or  snow I    2 

Parting  of  train 1 

Derailment,  coUlBion,  or  shock  diie  to  abnor-  { 
inal  movements  of  cars  other  than  thoee  in  i 
salx!lasa  3 I 

White  setting  brakes ' 

Fell  from— 

Coal  car 

FroAght  oar  ot^er  than  box  or  coat  ear 

Engine  or  tender 

Passenger  car 

Enginra,  tenders,  or  cars  (aH  kinds)  not  in 
motion 


10 
9 

12 


35 
25 

12 
85 

108 
13 

56 


4 
8 
6 


23 

5 
17 
60 

« 

44 


1 


1 


I 


3 

1 

1 

i 


.< 


3 
10 

2 


71 

56 

5 
12 

40 
2 

23 


Other  em- 
ployees. 


t 

3 


s 

8  * 

1 
1 


2 
1 


4 
3 

4 

14 

19 

2 

6S 
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Table  No.  4.—l>tta%U  of  Table  No.  7. — Cattses  of  aeeidenU  to  employees,  eU. — Cont'd. 


8al>- 


C7 


11 
12 
13 
14 
15 

16 

17 

18 


CMises. 


Not  dMLzly  explainfid 

Slipped  gettlQg  on  moving  traina  or  can 

Jnmphiif  off  moTlQK  trains 

Jumpiiw  frcMn  engmM  or  cars  antte^ngtlog  oc^- 

Bion.  derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

hasdboMs  and  sHI  steps 

QettiBK  on  or  <tf  movixig  englDe 

Caught  in  frog,  guard  rail,  or  switeii 


Total. 


Train- 
mm. 


I 

5 


6 

US 

4 
3 


179 
4» 
96 

138 

41 

36 
14B 

7 


M   1.003 


Yard 
Train-     traimofln 


men  in 
yards. 


M 


2 

4 
2 


17 


i 

a 
a 


62 


19 

136 

1 


(switck- 
crevs). 


M 


14  '  10 
62  .  1 
86      2 


6 


•8 


3M 
34 
62 

128 

17 

43 

121 

2 


582     25  ,    830 


Otlier  em- 
ployees. 


I 

t4 


4 

4 
6 
5 


31 


64 
16 
45 
43 


3 

32 

1 


321 


[Public— No.  171.] 

AN  ACT  Requiring  common  carriers  enffagod  in  interstate  commerce  to  make  full  reports  of  all 

accidents  to  the  interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  RepresentatiTes  of  the  United  States  of  America 
in  Congress  assembled^  It  shall  be  the  duty  of  the  general  mani^er,  saperintendent, 
or  other  pTQf>er  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
laikoad  to  make  to  the  Interstate  Commerce  CommisBion,  at  its  office  in  Washington, 
District  fA  Colombia,  a  monthly  report,  imder  oath,  of  all  collisions  of  trains  or  where 
any  train  or  {>art  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  pasBengeis  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shaU  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Skc.  2.  Tliat  any  commion  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deem^  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jnri^iction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  inaking 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evi- 
dence or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit 
or  action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interetate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing  elec- 
tion provided. 

Approved,  March  3,  1901. 

8PBCIAI.  IKFOBJ&CATIOir  CONTAINED  IN  PBKCEDINa  BTTLIJBTINS. 

Bach  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  iniured,  and  these  figures  are  classified  according  to  cause  (see 
Table  No.  1);  also  tables  showing  cost  of  the  different  claases  of  train  accidents. 
The  causes  oi  accidents  to  em{>loyee6  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  Tne  most  serious 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A), 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quarter 
ending  June  30  contains,  m  addition  to  the  quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 


o  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17. 
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Bulletin  No.  17  records  one  collision,  killing  6  and  injuring  35  persons,  and  one  derail- 
ment, killing  15  and  injuring  28.  The  collision,  occurring  at  1  a.  m.,  was  due  to 
gross  negligence  on  the  part  of  the  men  in  chaise  of  a  freight  train.  The  dciuil" 
ment  was  due  to  an  open  draw.  The  drawbridge  was  not  provided  with  inter- 
locked signals  and  the  engineman  was  not  adequately  acquainted  with  the  line 
of  the  road.  A  collision  and  a  derailment  are  reported  which  were  due  to  the  lack 
of  suitable  detector  bars  at  switches,  and  a  collision  which  was  due  to  failure  of 
"controlled  manual"  block  signal  working. 

Bulletin  No.  18  shows  total  casualties  much  larger  than  in  the  preceding  quartens.  due 
largely,  no  doubt,  to  an  enormous  increase  m  traffic.  Many  accidents  are  reported 
in  which  the  men  had  been  on  duty  excessively  long  hours.  One  collision.  Killing 
17  persons,  was  due  to  the  error  of  an  engineman  offive  months'  experience,  who 
ran  past  five  warning  signals.  Another  collision,  killing  10  persons,  was  due  to 
the  failure  of  the  men  in  charge  of  a  freight  train  to  identify  opposing  passenger 
trains.  One  derailment  of  a  passenger  train,  killing  13  persons,  was  reported  as 
due  to  some  cause  tliat  could  not  be  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  casualties.  One  but- 
tine  collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injurii's 
and  $50,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons.  One 
collision  was  due  to  the  negligence  of  men  who  had  been  worked  nagrantly  lone 
hours.  Particulars  are  given  of  a  number  of  collisions  due  to  complicated  ana 
unusual  causes. 

Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  quarter  of  the 
previous  year,  but  the  number  of  passengers  and  employees  killed  m  train  acci- 
dents was  considerably  smaller.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  dispatcher *s 
order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caused  9  deaths  and  18  injuries. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident — ^a  collision — in  which 
more  than  10  persons  were  killed,  but  the  totals  of  casualties  of  all  classes  are 
large,  no  improvement  being  shown  over  preceding  quarters.  Number  of  pas- 
sengers killed  in  train  accidents,  52.  One  collision,  killing  17  and  injuring  56, 
was  due  to  confusion  of  telegraphic  orders;  one  derailment,  killing  9  and  iniuring 
43,  was  at  a  misplaced  switch,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speed. 

Bulletin  No.  22  shows  180  passengers  killed  in  train  accidents — a  number  larj^er  than 
that  in  any  other  bulletin  except  No.  13.  One  rear  collision  in  the  District  of 
Columbia  caused  the  death  of  43  passengers  and  the  injury  of  63.  A  butting  col- 
lision killed  43  persons  and  injured  155,  the  bodies  of  the  killed  being  consumed 
by  fire.  In  the  derailment  of  a  passenger  train  at  a  drawbridge  57  pereons  were 
killed  and  36  injured. 

Bulletin  No.  23  shows  126  passengers  killed  in  train  accidents.  It  contains  the  record 
of  two  collisions,  killing  41  persons,  and  two  derailments,  killing  the  same  number. 
The  number  of  employees  killed  in  coupling  accidents  is  25  per  cent  less  than  in 
the  last  preceding  quarter. 

Bulletin  No.  24,  though  representing  that  quarter  of  the  year  which  is  usually  the 
lightest  in  traffic,  showed  all  of  the  principal  totals  of  casualties  larger  than  in 
the  same  quarter  of  the  year  preceding,  and  the  number  of  passengers  killed  in 
train  accidents  was  very  much  larger.  One  derailment  killed  33  persons  and 
one  collision  8.  The  tables  for  the  year  ending  June  30,  1907,  showed  heavy 
increases  in  all  items  except  accidents  in  car  coupling  and  from  striking  against 
overhead  obstructions,  ana  the  number  of  passengers  killed  and  injured  in  col- 
lisions and  derailments  showed  an  alarming  increase,  the  number  of  killed  in 
thLs  class  being  17  per  cent  higher  than  the  very  lai^e  total  reported  in  the  year 
ending  June  30,  1905.  A  condensed  list  is  given  of  10  prominent  accidents  in 
the  year  ending  June  30,  1907,  to  which  are  charged  an  aggregate  of  291  deaths. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  ^ee  collisions  and  one 
derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  pa^en- 
^ers  killed  from  other  causes  (mostly  their  own  negligence)  aJso  shows  a  lar[re 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  dis- 
patcher's order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding 
quarters,  a  large  falling  off  in  railroad  traffic  having  taken  place.  The  list  <3 
prominent"  train. accidents  includes  only  three  cases  which  may  be  classed  as 
notable. 

o 
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Tables  for  the  year  ending  June  30,  1908 
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WASHINGTON.  D.  C. 
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THE  INTERSTATE  COMMERCE  COMMISSION. 


MARTIN  A.  KNAPP,  of  New  York. 
JUDSON  C.  CLEMENTS,  of  Georgia. 
CHARLES  A.  PROUTY,  of  Vermont. 
FRANCIS  M.  COCKRELL,  of  Missouri. 
FRANKLIN  K.  LANE,  of  California. 
EDGAR  E.  CLARK,  of  Iowa. 
JAMES  S.  HARLAN,  of  Illinois. 

EDWARD  A.  MOSELEY,  Secretary. 
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RAILROAD  ACCIDENTS  IN  THE  UNITED  STATES 


DUBING  THB 


THREE  MONTHS  ENDING  JUNE  30,  1908, 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April;  May,  and  June,  1908,  as  shown  in  reports  made  by  the  rail- 
road companies  to  the  Interstate  Commerce  Commission,  imder  the 
"accident  law"  of  March  3,  1901,  was  112,  and  of  injured  2,277. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  off  cars,  etc.,  bring 
the  total  number  of  casualties  up  to  13,689  (591  killed  and  13,098 
injured).  These  accidents  are  classified  in  the  following  table. 
These  reports  deal  only  with  (a)  passengers  and  (b)  employees  on 
duty.*» 

Tablb  No.  1. — Canudiiea  to  persons — Aprils  May,  and  June,  190S.  ^  c 


Colli  sloiu 

Derailments 

Misoeilaneoiu  train  Accidents,  Inclading  loco- 
motiv»-boller  explosions 


rasaengera 
(a  and  D). 


•8 


Total  train  accidents. 


CoapIIng  or  onooapUng 

WhUe  doing  other  work  about  trains  or  while 

attending  switches 

Comiiig  in  contact  with  overhead  bridges, 

stmctores  at  side  of  track,  etc 

FaUlng  firom  cars  or  engines  or  while  getting 

on  or  off 

Other  causes 


Total  (other  than  train  accidents) . 
Total  (all  classes) 


10 


20 
11 


41 


51 


499 

561 

23 


1,083 


8 

667 
557 


Persons 
carried 
under 
agree- 
ment or 
contract 
(bb). 


2 


1 
2 


1 
2 


1,232 


2,315      6 


1 

0 

3 


45 
83 


130 


Total  (a.  b, 
and  bb). 


i 


10 
3 


13 


17 
56 


77 


30 
13 


44 


207 


57 


544 

644 

25 


1,213 


12 

684 
613 


1,309 


Train  men. 


i 


13 
60 


78 


12 

7 

12 

55 
18 


104 


2,522 


183 


190 
287 

157 


Train 
men  in 
yards. 


I 


5 
0 


643      6 


171 

i,2n 

116 

775 
167 


2 

6 

6 

14 
15 


3,400     42 


8,133     48 


86 
80 


166 


121 

442 

54 

406 
70 


1,003 


1,258 


•  The  casoaltlas  to  passengers  have  been  divided  into  three  classes.  Class  a  includes  all  ordinary 
paseeogezB.  Class  b  Includes  passeneers  traveling  on  freight  trains.  Class  bb  includes  persons  who 
are  commaiily  carried  on  trains  under  special  arrangements,  such  as  postal  clerks  and  express  mes- 
meogen,  employees  on  Pullman  cars,  newsboys,  live-stock  tenders,  and  men  In  charge  of  trel^t. 

Trable  No.  1  is  continued  on  next  page. 

«  Aooideota  to  employees  resulting  In  slight  injuries  which  do  not  prevent  the  employee  injured  from 
perft>rmln2  his  accustomed  service  tor  more  than  three  days  in  the  aggregate  daring  the  ten  days  imme- 
dUkteiy  following  the  accident  are  not  reported. 
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Tabls  No.  1. — CanudUeB  to  persont— April,  May,  and  June,  ^909— Omtinaad. 


Taid 

train  meo 

(switching 

ciewi). 


t 


Othar 
employvM. 


Total 
vnployeai. 


i 

3 


Total 


i 


CoUislons 

Denilmen  t« 

Misoellaneoas  train  accidents,  including  loco- 
BOtive-boilor  explosions 

Total  train  accidents 

Conpllng  or  UBconpling 

While  doing  other  work  about  trains  or  while 

attending  switches 

Coming  in  contact  with  overhead  bridges, 

structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 

Other  causes 

Total  (other  than  train  accidents) 

Total  (all  classes) 


1 

4 


40 
44 

24 


6 
8 


86 


14 


24 

e7 


411 
400 

244 


M 

70 


0S5 
1,063 


6 


106 


148 


09 


1,064 


112 


2,277 


16 

2 

8 

28 
14 


236 

511 

60 

5S8 

80 


0 

1 

6 

80 
190 


22 

618 

15 

810 
3,603 


30 

16 

25 

127 
237 


540 

2,742 

244 

2,058 
3,010 


30 

10 

26 

157 
250 


540 
2,742 


2,743 
4,532 


63 


1,452 


226 


4,477 


435 


0,512 


479 


10,821 


00 


1,560 


235 


4,025 


534 


10,576 


601 


13,006 


This  bulletin  covers  the  quarterly  period  ending  with  the  ninth 
month  of  light  freight  traflSc  on  most  of  the  principal  railroads.  This 
depression,  which  diminished  the  number  of  freight  trains  run  and 
caused  the  dismissal  of  many  railroad  employees,  showed  itself  in 
some  degree  in  Bulletin  No.  26  (quarter  ending  December  31,  1907). 
Bulletin  No.  27  showed  gratifying  reductions  in  the  number  of 
casualties  in  all  of  the  different  classes,  the  number  of  persons  (pas- 
sengers and  employees)  killed  in  train  accidents  being  the  smallest 
reported  since  the  monthly  records  were  established.  In  the  present 
bulletin  the  improvement  is  carried  still  farther.  The  number  of 
passengers  killed  in  train  accidents  (13)  is  the  smallest  ever  reported 
in  the  quarterly  records,  the  lowest  previous  record  (18)  being  that 
in  Bulletin  No.  4  (June  30,  1902).  The  total  of  passengers  and 
employees  killed  in  this  class  (112)  is  13  less  than  the  previous  low 
record  (126,  Bulletin  27).  The  number  of  employees  killed  in  coup- 
ling or  imcoupling  cars  now  reported  (30)  is  smaller  than  in  any  other 
quarter  except  that  ending  September  30,  1901  (BuUetin  No.  1), 
when  the  number  was  exactly  the  same. 
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The  following  table  (No.  la)  shows  the  usual  comparisons  with 
the  last  preceding  bulletin  and  with  one  year  back,  and  below  it  is  a 
list  showing  the  totals  of  passengers  and  employees  killed  in  train 
accidents,  each  quarter,  since  the  monthly  records  were  established: 

Table  No.  1a. — Comj)ariaon8  of  principal  items. 


1.  Paflsengeri  killed  In  train  accidents 

2.  Paaaengen  killed,  all  causes 

3.  Employees  killed  in  train  accidents 

4.  Employees  killed  in  coupling 

&.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed.  aU  causes 


Bulletin  28. 

Bulletin  27. 

Bulletin  24. 

13 

21 

48 

67 

72 

Ul 

90 

104 

202 

30 

44 

72 

634 

656 

064 

601 

728 

1,066 

Tablb  No.  1b. — Passengers  and  employees  hilled  in  train  accidents. 


Bulletin. 


No.  38.... 
27.... 
26. .  j^ 
25.... 

24 

23 

23 

21.... 

20 

19 

18 

ir.... 

16 

15 


Passen- 

Em- 

Total. 

gers. 

ployees. 

13 

90 

112 

21 

104 

126 

21 

199 

220 

110 

236 

346 

48 

202 

260 

126 

295 

421 

180 

294 

474 

62 

216 

267 

27 

167 

194 

62 

212 

274 

60 

270 

320 

43 

229 

272 

41 

221 

262 

28 

204 

232 

Bulletin. 


No.  14 

13 

12 

11 

10 

9 

8 

7 

6 

5 

4 

3 

2 

1 


Passen- 

Em- 

gers. 

ployees. 

53 

189 

228 

183 

23 

144 

40 

181 

147 

209 

CO 

220 

31 

199 

52 

248 

40 

226 

41 

222 

18 

122 

41 

171 

51 

221 

67 

183 

Total. 


242 
411 
167 
221 
446 
280 
230 
300 
266 
263 
140 
212 
272 
240 


The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  2,130  (820  collisions  and  1,310  derailments),  of 
which  130  collisions  and  198  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $1,617,398.  Given  more  in  detail,  these  facts  appear  as 
below: 

Tablb  No.  2. — Collisions  and  derailments,  April,  May,  and  June,  1908. 


ConiaioDBitfrear 

Collisions,  butting 

CoUisioDS,  train  separating 

Collisions,  miscellaneous 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  train  men,  signalmen,  etc 
Derailments  due  to  unforeseen  obstruction  of  traclc,  etc. . . 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Deraikoenta  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 


Number. 


141 
98 

64 
617 


820 


274 
629 

61 
120 

19 
307 


1,310 


2,130 


Loss. 


1109.044 

194, 757 

23.025 

210, 147 


536.973 


215,790 
398. 140 

22,:m 

224,999 

23,851 

195,250 


1,080.425 


1,617,398 


Killed. 


5 
18 


11 


34 


6 
6 
2 

30 
6 

20 


70 


Injured. 


155 

442 

20 

338 


104 


955 


314 
162 

52 
202 

64 
250 


1,053 


2,008 


NoTK.— Collisions  and  derailments  which  cause  no  death  or  iwrsonal  Injury  and  which  cause  not  oyer 
fUO  damage  to  the  property  of  the  railroad  axe  not  zaportod. 
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Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over;  notable  cases  in  which 
passengers  are  killed  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest. 

Table  No.  2a. — Causa  of  twenty  prominent  train  accidents  (Class  A), 

[Note.— R  itanda  for  rear  ooUision;  B,  butting  collision;  M,  miscellaneous  collisions;  D,  derailment; 

P,  passenger  train;  F,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


No 

Class. 

1 

R 

2 

B 

8 

B 

4 

H 

6 

B 

6 

B 

7 

B 

8 

B 

9 

B 

10 

B 

Kind  of  train. 


PandF. 


PandP. 


PandF. 


PandP. 


Total  collisions. 


Pand  F 


PandF 
Pai)(lF 
Fand  F 

PandP 
PandF 


2 
1 

t 

s 

"-» 
a 

6 

Damage  to  en- 
gines, cars, 
and  roadway, 

Reference  to 
^             record. 

$1,085 

1 

29 

2,300 

21 

0 

2 

2,500 

22 

1 

9 

3,350 

19 

0 

0 

4,000 

43 

0 

32 

6,380 

40 

0 

25 

12,874 

41 

1 

31 

13,184 

39 

2 

54 

20,845 

20 

9 
15 

21 

209 

25,000 

48 

91,518 

CaoaeL 


Passenger  train  ran  9,044  feet  past  automatic  block 
signal  (indicating  stop)  and  at  40  miles  an  hour 
struck  freight  tmin  moving  at  about  15  mUes  an 
hour.  One  passenger  in  the  freight  train  was 
killed.    The  engineman  at  fault  was  experienced. 

Butting  collision  of  special  trains.  Ennneman  ot 
excursion  train  disregarded  stop  signal  at  a  reg- 
istering station.  Conductor  applied  air  tvakas, 
but  too  late. 

Eastbound  freight  and  westbound  passenger;  10.35 
p.  m.  Telegraph  wire  being  out  of  order,  train- 
master (on  freight  train)  attempted  to  modify 
dispatcher's  order,  but  his  directions  were  thwart- 
ed by  a  mistake  of  an  inexperienced  operator  who 
had  been  in  ser\ice  only  tnat  night.  The  engines 
of  both  trains  were  equipped  with  electric  head- 
lights, and  one  or  both  of  the  enginemen  mis- 
judgcxl  the  distance  between  the  trains. 

Engiiionmn  of  extra  frel^t  misread  watdi.  making 
a  niisUike  of  1  hour.  Discovering  that  he  was  on 
tho  time  of  a  special  passenger  train,  he  set  back, 
but  too  late.  The  conductor  of  the  freight  was 
dismissed  for  carelessness. 

Extra  train  was  run  without  orders.  (See  note  in 
text  Ixjlow.) 

Engineman  forgot  order;  error  also  in  block  signal- 
ing.   (See  note  in  text  below.) 

Conductor  and  engineman  forgot  or  overlooked  1 
of  3  orders  whicn  they  held;  met  1  train  but 
failed  to  wait  for  another  one.  covered  by  another 
order. 

Operator  neglected  to  deliver  order  to  eastbound 
train.  Had  4  orders,  delivered  only  3.  Opera- 
tor's experience,  6  yeara 

Conductor  and  engineman  of  northbound  freight 
encroached  on  time  of  southbound  passenger. 
These  men  had  leave  to  use  40  minutes  of  the 
time  of  the  passenger  train,  but  made  a  mistake 
in  calculating  from  the  time  table.  They  allowed 
themselves  until  12.56  p.  m.  to  readi  a  certain 
station,  when,  according  to  the  order  and  the 
time  table,  they  should  have  been  Uiere  at  11.56l 
Tliose  men  were  experienced. 

Of  the  9  persons  killed,  7  were  passengers.  The 
cause  was  disregard  of  a  dispatcner'a  order.  (See 
note  in  text  b^ow.) 


i 


\ 


\ 
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Tablb  No.  2A.—Cau9e$  of  twefUy  praminmU  train  ocaidmU  {CUm  ^)— Coatinued. 

BEBAILMENTS. 


No. 

Cku. 

1 

D 

3 

D 

S 

B 

4 

D 

i 

D 

• 

D 

7 

D 

S 

D 

• 

D 

10 

D 

Undoftnln. 


F. 


P. 
P. 


F, 
P. 
P. 


F 

Total  denilmenta. . . 

Total  oolllsioiis  and 
damUnM&ta 


3 
1 


2 
3 
0 


4 
1 


3 

1 
61 

7 


8    81 


ii 


il 


HOD 


3,000 


2,500 
3,350 


13,«77 

20,650 
25,000 
56,600 


10,900 


135,412 


23  090  1326,930 


03 


66 


64 

8 

28 
58 

80 

9 
56 
17 


35 


Ran  off  derail  at  approach  to  drawbridge,  10  p.  m. 
Signal  light  was  extinguiahed,  the  filament  of  an 
electric  lamp  having  been  burned  out.  Engine- 
man  said  he  was  deceived  bvagreen  light  on  the 
draw.  Thia  light,  displayed  for  the  benefit  of 
boats  in  the  river,  tunu  with  the  dnw,  and  the 
draw  had  not  been  opened. 

Switch  at  power  interlocldi^  tiuown  while  tnin 
was  passing  over  it;  movement  of  detector  bar 
was  foroed  In  oplte  of  presence  of  wheels  of  train. 

Kunawav  of  wore  train  on  descending  grade,  doe  to 
air  brakes  being  inoperative.  Laborers  in  getting 
aboard  train  stepped  on  angle  cock,  closing  it. 

Dvnamite  malidoudy  placed  on  track. 

Washout.  Roadbed  weakened  by  flood  whidi  had 
been  diverted  from  a  mountain  stream  200  feet 
above  the  road  by  a  fallen  tree. 

Arch,  0  feet  radius,  beneath  track,  partly  washed 
out  by  flood.  Surface  of  roadbed  showed  no  In- 
dication of  weakness. 

Embankment  washed  away  by  flood,  due  to  cloud- 
burst. 

Burned  bridge,  6  p.  m.  No  blase  visible  from  ai>- 
proaching  train. 

Embankment  25  feet  high  gave  way.  Cause  ap- 
parently seepage,  whicm  had  been  going  on  some 
time,  but  had  not  been  discovered.    Track  in 

food  oonditioiL    Fire  in  wreck  ignited  gas  from 
roken  tank  and  all  but  1  of  the  cars  of  the  train 
were  destroyed. 
Broken  flange;  derailed  cars  destroyed  a  bridge. 


Collision  No.  5  was  due  to  the  attempt  of  a  conductor  and  engine- 
man  to  run  on  a  foreign  line  without  train  orders;  they  meant  to 
protect  their  train  by  flag,  but  failed  to  do  so.  These  men,  running 
a  train  of  the  A  &  B  road,  were  to  run  over  the  X  &  T,  on  account 
of  the  track  of  their  own  line  being  impassable.  When  leaving  a 
registering  station  on  the  X  &  Y  they  did  so  without  authority, 
making  no  conmiunication  with  the  telegraph  operator;  they  neither 
registered  nor  asked  for  a  clearance  card  and  they  had  no  train  order. 
They  sent  a  flagman  ahead,  but  their  instructions  to  him  were  not 
in  writing  and  he  did  not  get  to  the  proper  point  to  stop  the  approach- 
ing train.  He  should  have  stopped  at  a  certain  switch,  but  instead 
of  doing  this  he  went  to  the  telegraph  ofHce  and  the  passenger  train, 
with  which  his  train  subsequently  collided,  left  the  station  before  he 
could  convey  to  the  engineman  the  order  to  wait. 

Collision  No.  6  was  caused  by  the  engineman  of  a  passenger  train 
forgetting  a  dispatcher's  order,  requiring  him  to  wait  at  a  certain 
station  for  an  opposing  freight  train.  He  put  this  order  in  his  pocket 
while  oiling  his  locomotive,  and  forgot  it.    The  conductor,  who  should 
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have  read  the  order  aloud  in  the  presence  of  the  engmeman,  neglected 
to  do  so.  The  block  system,  more  or  less  modified,  was  in  use  on 
the  line  and  the  passenger  train  should  have  been  held  at  the  entrance 
of  the  block  section  in  which  the  collision  occurred,  but  the  signal- 
man gave  it  a  clear  signal,  "  thinking  that  the  train  was  to  run  to  tlie 
far  end  of  the  siding,  there  to  wait  for  the  opposing  train."  All  of 
the  men  concerned  are  reported  as  experienced. 

Collision  No.  10,  a  butting  collision  of  electric  cars,  was  due  to  the 
violation  of  a  dispatcher's  order  by  the  conductor  and  motorman  of 
one  of  the  cars,  which  was  running  "extra."  The  stations  on  the 
Une  where  the  collision  occurred  are  A,  C,  B,  and  N.  The  regular 
car  was  running  from  N  to  A.  About  the  time  that  it  left  N  the 
extra  car  was  ready  to  start  from  A  to  N,  and  the  dispatcher  (sending 
train  orders  by  telephone)  dictated  an  order  for  both  trains,  directing 
that  the  extra  meet  the  regular  train  at  B.  Finding  that  it  was  too 
late  to  deliver  the  order  to  the  regular  train,  he  instructed  the  oper- 
ator at  A  to  change  it.  As  originally  sent  it  read:  ''Car  2  will  run 
extra  A  to  N  and  meet  train  3  at  B."  He  ordered  it  changed  to 
read:  "*     *    *    will  run  extra  A  to  N  and  report  at  B." 

The  authority  to  run  as  an  extra  train,  when  given  in  this  unqual- 
ified form,  means  that  the  extra  must  keep  clear  of  the  schedules  of 
all  regular  trains  in  either  direction,  and  therefore  (in  this  case)  must 
keep  oflF  the  time  of  No.  2.  This  movement  could  have  been  made, 
as  there  were  two  places  at  which  the  extra  could  have  cleared  the 
regular  trains  before  reaching  the  point  at  which  it  would  encroach 
on  the  regular  train's  schedule;  but  the  men  in  chaige  of  the  extra 
car  proceeded  toward  B,  apparently  without  considering  the  schedule 
of  the  regular  train,  and  collided  with  it  near  C. 

The  operator  at  A,  when  ordered  to  change  the  train  order,  did 
not  destroy  the  one  that  he  had  written,  but  simply  drew  his  pen 
through  the  words  "  and  will  meet  3  at  B,"  and  wrote  the  new  part 
of  the  order  below  the  obliterated  line.  The  conductor  claims  that 
the  operator  informed  both  himself  and  the  motorman  that  they  "had 
a  clear  track  to  B."  This  statement  is  denied  by  the  operator.  For 
such  a  movement  as  this  the  conductor  had  no  authority  to  accept 
other  than  a  written  order  from  the  operator.  The  motorman,  who 
was  injured  in  the  collision,  left  for  parts  unknown  while  still  under 
the  doctor's  care,  and  no  statement  was  obtained  from  him. 

This  motorman,  33  years  old,  had  been  in  the  service  of  the  com- 
pany about  six  weeks,  bub^is  said  to  have  been  employed  on  single- 
track  interurban  railroads  for  the  past  eight  years.  The  officers  of 
the  road  regarded  him  as  one  of  the  best  of  their  motormen.  The 
conductor  had  been  in  the  service  of  the  company  six  weeks,  but 
had  been  in  the  employ  of  other  electric  companies;  kind  of  service 
not  stated.    The  operator  is  reported  as  having  a  clear  record. 
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Table  No.  Z,— Details  of  Table  No,  1 — Cauus  ofaoddaUM  to  emploffeei  tn  coupling  and 

uncoupling  can. 


Sab- 
clAsa. 


1 

2 
8 

4 
6 
0 

7 


20 

U 
12 

13 
14 

15 

16 

17 
18 
19 
20 

21 

22 
28 
24 

28 

2B 
27 


Cmims. 


Adjusting  coupler  with  foot 

Adjusting  coupler,  cars  accidentally  started 

Carelesa  manipulation  of  uncoupling  lever 

Care  not  equipped  with  automatic  coupler. 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  can 

Coupling  with  onaln  or  other  emergencT  appliance  on 

curve  too  shaip  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 

because  of  uneven  track 

Coupling  or  uncoupling  safety  dhaine 

Fingers  on  hand  caught  between  uncoupling  lever 

and  body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever 

not  in  working  order 

Foot  caught  in  frog,  switch,  or  guard  rail 

Opening  or  closing  knuckle  when  oars  were  near 

together,  miscalculated  speed 

Opening  knuckle  when  cars  were  near  together, 

engine  eocldentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on 

foot 

Opening  knuckle,  lost  footing 


Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  track 

Caught  Sy  unexpected  movement  of  car,  due  to 

slack  running  in 

Caught  by  unexpected  movement  of  car,  due  to  ml»- 

take  or  misunderstanding  In  giving  hand  signals. . 

Uncoupling  moving  cars  and  lost  footing 

Parts  bard  to  move,  causing  delay 

Went  between  oars  unnecessarily  and  contrary  to 

rule 

Hand  caught  between  projecting  load  and  end  of 

next  car 

No  witness  (fatal  Injury) , 

Other  causes 

Unexplained , 


Total. 


Train 


s 


1 

2 


12 


18 
5 
1 
2 
2 
8 


6 

28 
2 

13 

4 


1 
4 
2 

10 

2 
8 

6 

12 
4 


6 
2 


171 


Trainmen 
in  yards. 


i 


14 
1 
2 


4 

1 


24 

1 

18 
4 

8 

2 

2 
8 
4 
4 

13 

2 
6 
1 

8 

1 


3 
1 


121 


Yard 
trainmen 
(switch- 
ing 
orewa). 


i 


2 
1 
1 

•  «  • 

8 

■  •  « 

3 

1 
1 


16 


t 


20 
8 
8 
8 
1 
7 


6 

20 
4 

18 

8 

6 

2 

11 

3 

10 

1 

10 
5 

12 


12 
1 


235 


Other 
ployeei. 


i 


1 
1 


7 
1 


2 
2 


1 

1 


1 
1 


22 


DetaiU  of  injuries  included  in  Table  3,  subclass  $7, 


A.  L  Lomber  foD  oft  ear. 

A.  2.  Manhole  cover  fell  off  engine  tank. 

A.  &  Air  hose  flew  up. 

A.  4.  Engine  struck  raU,  which  swung  around. 

M.  L  Struck  by  pin  lifter. 

M.  2.  Burned  bv  steam  from  hose. 

M.  8.  Board  fell  from  top  of  car. 

M.  4.  Piece  of  pipe  fell  off  car. 

M.  &  Cut  by  piece  of  steel  projecting  from  rail. 

M.  6.  Scalded  by  steam. 

M.  7.  Iron  pulley  was  Jarred  off  end  sill  of  oar. 

M.  8.  Push  pole  fell  on  foot. 

M.  0.  Finger  caught  in  pin  hole. 

M.  10.  Slipped  on  tie  which  waa  Ivlng  between  tracka, 

1!.  IL  Load  of  bridge  iron  shifted,  catching  feet. 

M.  12.  Stepped  on  nail. 

J.  1.  Lump  of  coal  fell  otl  engine. 

J.  2.  Trap  door  of  car  felL 

J.  8.  Cau^t  "brake  club"  in  drawbar  and  It  flew  opw 

J.  4.  Stepped  on  nail. 

J.  5.  Lever  came  loose  from  oas. 

J.  6r  Lump  of  coal  fell  off  car. 

67895—01 


10 


ACCIDENT  BULLETIN  NO.  28. 


Tablb  No.  3a. — Natxxre  ofinjuriea  to  employees  in  coupling  and  uncoupling  can. 


Injailes. 


LoMof  feet 

Low  of  legs 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  body 

Conttuion  or  laceration  of  feet 

Contusion  or  laceration  of  toes 

Contusion  or  laceration  of  legs 

Contusion  or  laceration  of  arms. . . 
Contusion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingers. 

Dislocation 

Internal  inj  uries 

Sprains 

Shock 

M  Iscellaneous 


Train 
men. 


6 
1 
1 
1 
12 
2 


2 

1 

3 

6 

18 

8 

4 

5 

6 

16 

64 

3 

4 

3 


Train 
men  in 
yards. 


2 
3 
2 
2 
10 


1 


2 

2 

12 

14 

2 

7 

4 

26 

25 


Yard 
train 
men. 


5 
2 


S 

2 


Other 

ployeea. 


5 

3 

2 

28 

25 

4 

12 

10 

32 

82 

2 

4 

11 


2 
1 
9 


3 

"i 

22 


Killed 


Total  injuries. 


171 
12 


Total  killed  and  injured. 


183 


121 
2 


123 


235 
16 


251 


RECAPITULATION. 

Total  kUled » 

Total  Injured 6« 

Total  killed  and  Injured 579 

Table  No.  4. — Details  of  Table  No.  1 — Causes  of  accidents  to  employees  ckusiJUd  (C6 
and  C7)  as  falling  from  and  getting  on  or  off  cars  and  engirus. 


Sub- 
class. 


1 

2 
3 
4 

C6 

5 

6 
7 
8 
9 
10 

11 
12 
[13 
14 
15 

C7 

16 

17 
18 

Caaaes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ico  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclass  3 

While  setting  brakes 

Fell  f  rom— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  tn 

motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  col- 
lision, deraihnent,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

hand  holds  and  sill  steps 

Getting  on  or  off  moving  engine 

Caueht  in  frog,  guard  rail,  or  switch 


Train 
men. 


•2 


2 


5 

12 

2 


9 

13 

3 

4 


8 


55 


s 


12 


41 
18 

3 
31 
80 

6 

44 

128 
29 
94 

115 

18 

34 

110 

8 


775 


Train 
men  In 
yards. 


t4 


1 
8 


14 


t 

3 


20 
12 

2 

8 

47 

2 

22 

57 

6 

44 

79 

6 

20 

72 

2 


406 


Yard 
train  men 
(switch- 
ing 
erews). 


•8 


5 
1 


1 
8 


4 
4 
2 
8 


& 

9 


5 
2 
2 


57 
39 

2 

8 

45 


9 

121 

30 

51 

«6 


39 
75 


28 


55S 


Other 

em- 

ployeea. 


1 
5 
3 
2 


1 
8 
S 


30 


1 

9 

3 


II 
2 

a 

19 

11 

4 

51 
49 
Ifi 
48 
54 


8 
41 

1 


SIM 


ACCIDENT  BULLETIN   NO.  28.  11 


\ 


YEARLY  TABLES. 

Tills  bulletin  completes  the  publication  of  the  accident  records 
under  the  law  of  March  3,  1901,  for  seven  years,  and  the  table  next 
foDowing,  Table  A,  gives  the  aggregates  for  the  year  ending  June  30, 
1908,  of  the  items  which  are  given  in  Table  No.  1  of  the  quarterly 
returns.  The  total  number  of  casualties  shown  for  the  year  in  Table 
A  is  72,753  (3,764  killed  and  68,989  injured). 

This  table  includes  the  following  statistics  which  did  not  appear  in 
the  quarterly  bulletins,  the  reports  from  which  they  are  taken  having 
been  received  after  the  bulletins  were  printed:  One  passenger  and  13 
employees  killed  and  17  passengers  and  71  employees  injured;  dam- 
age to  railroad  companies'  property  (14  collisions  and  15  derailments), 
$20,677. 

The  totals  of  these  yearly  tables  are  not  comparable  with  those  given 
in  the  commission's  annual  statistical  reports,  for  the  reason  that  the 
monthly  reports  deal  only  with  accidents  to  passengers  and  to  em- 
ployees while  on  duty.  The  monthly  reports  take  no  account  of 
accidents  to  ''other  persons."  These  appear  in  the  annual  reports, 
and  include  casualties  at  highway  crossings,  to  trespassers,  to  per- 
sons walking  along  the  track,  accidents  to  employees  in  shops  remote 
from  the  railroad,  and  all  other  accidents  not  occurring  to  passengers 
and  to  employees  actually  on  duty. 

The  saUent  facts  of  the  records  of  casualties  for  the  year  are  shown 
in  Table  B.  From  this  it  will  be  seen  that  the  number  of  passengers 
killed  in  train  accidents  is  much  less  than  half  as  large  as  it  was  in  the 
year  before;  and  it  is  only  a  little  over  half  the  average  for  the  pre- 
ceding three  years  (1905-1907).  The  total  of  passengers  and  em- 
ployees killed  in  train  accidents  equals  only  63  per  cent  of  the  pre- 
vious record.  The  number  of  fatal  coupling  accidents  (239)  is  20 
per  cent  less  than  last  year.  That  the  diminution  in  this  class  is  not 
so  marked  as  in  some  of  the  others  is  to  be  explained  largely  by  the 
fact  that  those  dangers  incident  to  coupling  operations  which  can  be 
guarded  against,  either  by  prescribing  automatic  couplers  or  by  the 
establishment  of  adequate  regulations,  have  been  done  away  with 
by  law.  The  fatal  casualties  now  reported  are  largely  due  either  to 
breakage  or  failure  of  parts  or  to  carelessness  or  disregard  of  rules  on 
the  part  of  employees.  For  example,  in  Table  D,  "coupling  damaged 
cars,"  subclass  6,  and  ''defective  imcoupling  lever,"  subclass  12, 
account  for  35  of  the  deaths  of  the  year.  Some  of  these  defects  of  ap- 
paratus may  be  charged  to  unavoidable  accident,  while  others  are  due 
to  inefficient  maintenance.  Li  this  connection  it  is  proper  to  say 
that  the  beneficent  effects  of  the  safety-appliance  laws  which  have 
been  passed  by  Congress,  and  which  have  within  the  past  few  years 
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been  greatly  strengthened  by  decisions  of  the  federal  courts,  con- 
tinue to  evidence  themselves.  It  is  regrettable  that  in  the  work  of 
switching  freight  cars  so  many  operations  have  to  be  made  hurriedly, 
under  circumstances  in  which  men,  ordinarily  reasonably  cautious, 
are  led  to  take  great  risks.  Subclasses  14  and  15  in  Table  D,  also 
subclass  13,  and  many  instances  under  subclasses  17  and  20,  cover 
accidents  where  too  much  risk  was  taken;  and  the  items  in  sub- 
classes 22  and  24  are  almost  invariably  explained  in  this  way.  These 
seven  subclasses  account  for  130  fatal  accidents  in  the  yearly  record 
under  review. 
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From  Table  B^  next  following,  comparisons  may  be  made  for  the 
last  four  years: 

TABI.B  B. — CanudHa  to  passengen  and  emplofea,  yean  endmg  June  SO, 


1908. 

1907. 

moL 

f^ig^ 

KiDed. 

Injared. 

KlUed. 

Iqjared. 

KlUed. 

X^^mad. 

KJBBd. 

liUiiiid. 

Pumobbib: 

In  train  aoeldeiito 

other  OMMM 

165 
241 

7,430 
5.215 

410 

9,070 
4,527 

182 
236 

•    6,778 
4,697 

»0 
187 

8,498 

8>MI 

Total 

406 

12,645 

647 

13.597 

418 

11,185 

687 

10.M8 

SmploveaK 

In  tnin  Mield€nt« 

In  ooiqilinK  aiocldentA. . . . 
Ovntaeftd  obstmctioDfl, 
etc 

642 
230 

110 

668 

1,690 

6.818 
3.121 

1.353 
11,735 
33.317 

1,011 
302 

134 

790 

2.116 

8,934 
3,948 

1,691 
12.565 
35.661 

879 
311 

133 

713 
1,772 

7,483 
3,508 

1,497 
11.353 

31,788 

798 

MS 

•S 

883 

7,882 
1.186 

rallinr  from  can,  eto .. . 
Other  caone 

9,287 
M,642 

Total 

3.358 

66,344 

4.353 

62.689 

>    3.807 

66.524 

3.281 

46,438 

Total  pamaaoeBtm  and 
•mployifes. 

3,764 

68,989 

5,000 

76, 2n 

4,225 

86,700 

3,798 

86.  «■ 

The  following  tables  are  self-explanatory,  being  consolidations  of 
the  quarterly  tables  giving  the  same  classes  of  facts: 

Tablb  0. — CoUisians  and  deraUmenU,  damage  to  oan,  engmeM,  androadwag,  yean  ending 

June  SO. 


1906. 


Nomr 
ber. 


Lmb. 


Killed. 


InJtirBd. 


1907. 


Nom- 
ber. 


KlDed. 


Injond. 


CoOflloBS,  nar. 

CoUisioos,  batting 

GoUifltons,   train    separa- 
ting  

GoUiiioDa,  miaoeDaiieoas. . , 


1,397 
796 

436 
3,735 


61,298.044 
1,473,618 

165,850 
1,697,687 


Total. 


6,363 


Deraitraents  due  to  defects 
of  roadway,  etc 

Derailments  doe  to  defects 
of  eqolpnient 

Deraimienta  due  to  negii- 
geooe  of  trainmen,  sig- 
nalmen, eto 

Derailments  due  to  on- 
foreseen  obstruction  of 
tncic,ete 

Derailments  due  to  maU- 
doos  obetraetion  of 
track,  ete 

Derailments  due  to  misoel- 
laneons  causes 


1,426 
2,796 

406 

881 

90 
1,572 


4,636,199 


1,088.261 
2.176.194 

273,088 

562.441 

144,903 
1,303.624 


88 

210 

4 
112 


1,742 
8,143 

214 
2,613 


414 


7,712 


46 
37 

31 

67 

24 

109 


Total. 


Total  eoOisions  and 
derailments 


6.671 


13,034 


5.548.461 


314 


1,696 
831 

376 

680 

215 
1,512 


1,967  82.008.500 

1,066  1,936,606 

696  359,495 

4,309  2,101.060 


8.026  I  6,299,566 


1,628 
8,178 

496 

887 

50 
1,785 


1,256,114 
2,490,028 


666,726 

153,604 
1,713.947 


5,122      7,432 


10,183,660 


728 


12,834 


15,468 


6.556,134 


12,686,702 


18 


776 


14 

186 


515 


1. 


3,616 

821 

8.180 


9.541 


l,t 


178 
2,196 


6.896 


»,^ 
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From  Table  B,  next  following,  comparisons  may  be  made  for  the 
last  four  years: 

Tablb  B. — CaauaUieB  to  passengers  and  employees ^  years  ending  June  SO, 


1906. 

1907. 

1906. 

1906. 

Smed. 

Injured. 

Killed. 

Injured. 

Killed. 

Inured. 

Killed. 

Injured. 

In  train  aodctents 

165 
241 

7,430 
6,215 

410 
237 

9,070 
4,527 

182 
236 

'    6,778 
4,407 

850 
187 

6,498 
8,542 

T6U1 

406 

12,646 

647 

13,597 

418 

11,185 

637 

10,040 

In  train  aoddento 

In  oooi>ling  aoddents 

Ovexliaad  obstructlona, 
ete 

642 
239 

110 

668 

1,699 

6,818 
8,121 

1.353 
11,735 
33,317 

1,011 
302 

134 

790 

2,116 

8,924 
3,948 

1,691 
12,565 
35,661 

879 
311 

132 

713 
1,772 

7,483 
3,503 

1,497 
11,253 
31,788 

798 
243 

92 

633 

1,405 

7,052 
8,110 

1,185 

9,237 

24,842 

Vailing  from  can,  etc. . . 
OUiBT  cauaea...... 

Total 

8,358 

56,344 

4,353 

62,689 

3,807 

55,524 

3,261 

45,426 

Total  paasangeft  and 
employees 

8,764 

68,989 

5,000 

76,286 

4,225 

66,709 

8,796 

66,466 

The  following  tables  are  self-explanatory,  being  consolidations  of 
the  quarterly  tables  giving  the  same  classes  of  facts: 

Tablb  C. — Collisions  and  derailments^  damage  to  oarg^  engines,  and  roadway ,  years  ending 

June  SO. 


1906. 

1907. 

Num- 
ber. 

Loss. 

Killed. 

Injured. 

Num- 
ber. 

Loss. 

Killed. 

Injured. 

CollMonB,  rear 

1,397 
795 

436 
3,735 

11,298,044 
1,473,618 

166,850 
1,697,687 

88 
210 

4 
112 

1,742 
3,143 

214 
2,613 

1,967 
1,065 

095 
4,309 

12,003,509 
1,935,505 

259.495 
2,101,059 

233 
827 

13 
203 

2,423 
3,616 

822 

CoUisionsi  butting 

CoUiaiona,   train   separa- 
ting  

OoUlHona,  mlsoeUaneous. . . 

8,180 

Total 

6,363 

4,635.199 

414 

7,712 

8.026 

6,299,568 

776 

9,641 

Derailments  due  to  defects 
of  roadway,  etc 

Derailments  due  to  defects 
of  eauipment 

1,426 
2,796 

406 

381 

90 
1,672 

1,088.261 
2,176,194 

273,038 

562.441 

144.903 
1,303.624 

46 

37 

31 

67 

24 
109 

1,598 
831 

376 

590 

215 
1,512 

1,528 
3,178 

495 

387 

59 
1,7&5 

1,255,114 
2,490,028 

396,626 

556,725 

153,094 
1,713.947 

68 

60 

180 

68 

14 
186 

1,963 
026 

Derailments  due  to  negli- 
genoe  of  trainmen,  sig- 

7S6 

658 

176 
2,196 

Derailments  doe  to  un- 
foreseen obstruction  of 
traclc,  etc 

Derailments  due  to  mall- 
cioufl     obstruction     of 
track,  etc 

Derailments  due  to  misoel- 
laneouB  causes 

Total 

6.671 

5.548.461 

314 

6,122 

7.432 

6.556.134 

515 

6.695 

Total  ooUIsions  and 
derailments 

13,034 

10.183,660 

728 

12.834 

15,458 

12,685,702 

1,291 

16,236 
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Tablb  D. — Cauua  ofaccidenU  to  employee  in  coupling  andtmeoupUng  can,  year  ending 

June  SO,  1908, 


8ab- 
claas. 


Causes. 


Trainmen. 


Tiainmen 
In  yards. 


3 

s 


Yard  train- 

men 

(switching 

orsws). 


\ 

E 
U 


1 
2 
8 
4 
b 
6 
7 


8 

9 
10 

U 

la 

18 
14 

15 

10 

17 
18 
19 
90 

SI 


22 
23 
24 

26 

26 
27 
28 


AdJiiBtingoooitlef  with  foot 

Adjusting  coupler,  cars  accidentally  started. 
Careless  manipulation  of  uncoupling  lever. . . 
Cars  not  equipped  with  automatic  coupler . . 
Coupler  broken,  using  link  and  pin  or  cnaln.. 

Coupling  damaged  cars 

CoupUng  with  cnaln  or  other  emergency  ap- 

pliHnce  on  curve  too  sharp  for  automatic 

coupling 

Coupling  with  chain  or  other  emergency  ap- 

pll  I  nee  because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling 

lever  and  body  of  car. 


Uncoupling  without  using  lever  (unnecea- 


aaryj 


Uncoupling  without  using  lever,  uncoupling 
lever  not  in  working  order 

Foot  caught  in  frog,  switch,  or  guard  rafl . . . . 

Opening  or  closing  Vnuckle  when  cars  were 
near  together,  miscf  Iculated  speed 

Opening  Imuckle  when  cars  were  near  to- 
gether, engine  accldentallv  started 

Opening  knuckle,  part  of  defective  coupler 
fell  on  foot 

Oppnlng  knuckle,  lost  footlnx 

Riding  on  car  to  uncouple.  f!upped  oft 

Struck  by  object  at  8ide  of  track 

Cau^t  by  unexpected  movement  of  car,  due 
to  slock  running  in 

Caught  by  unexpected  movement  of  car,  due 
to  mistake  or  misunderstanding  in  giving 
ha  nd  signals 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  con- 
trary to  rule 

Hand  caught  between  projecting  load  and 
end  of  next  car 

No  witness  (fatal  injury) 

Other  causes 

Unexplained 


1 
1 
9 


2 


1 
1 


2 
8 


4 

3 
2 

10 


2 
8 


10 


9 
'2 


92 
28 
17 
11 
22 
20 


17 

1 
7 

188 

80 

118 
12 

76 

10 

16 
25 
18 
12 

73 

12 
24 
21 

53 

13 


Total. 


71 


21 
17 

950 


1 
4 


2 
8 

1 

1 


5 
1 


2 
5 


60 

15 

8 

4 

6 

28 


2 

6 

120 

14 

85 
14 

42 

8 

8 
21 
18 
13 

44 

9 
20 
17 

41 

9 


11 
'*2 


18 
8 

M2 


6 


1 

1 

11 


4 

16 

10 
3 


11 
5 


13 


3 
7 


U 


7 
..... 

U4 


118 
41 
27 
12 
20 
72 


3 
2 
3 


14 

802 

44 

168 
22 

» 
17 

23 
34 
84 
28 

84 


14 
77 
31 


14 


15 


34 
6 

1,435 
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Tabub  Dz. — NaJturt  ojmjuna  to  employea  in  coupKng  andtmeoupHng  ean^  year  ending 

JumSO,  1908, 


Iniutlm, 

1 

Train- 
man. 

Traln- 
znenin 
yards. 

TaM 
trala- 
mm. 

Othar 
ployeei. 

Lion  of  feet 

S8 

9 

13 

4 

61 

6 

1 

7 

14 

21 

27 

89 

78 

22 

26 

36 

142 

319 

9 

15 

30 

18 

35 

15 

14 

68 

65 

9 

21 

80 

121 

171 

6 

11 

15 

14 

19 

8 
13 

6 
41 

7 

1 

Loaa  of  legs......... ..«,. 

2 

Ix>M  of  amu........ 

2 

I>ow  of  hiuidfl 

I/OM  of  flngen 

Liosa  of  toM 

Fractnrwl  tkuD 

Fractored  teg 

9 

28 

24 

82 

189 

141 

19 

76 

68 

188 

448 

7 

16 

74 

22 

Tractured  ann 

Fraotawd  collar  bone  or  ribs* 

Fractured  otber  bonee 

ContiuloTi  of  hf*d  or  body . 

18 

Conttudon  or  laceration  of  fwt 

Contooion  or  laceration  of  toe* 

Contusion  or  laceration  of  legs 

Contusion  or  laceration  of  arms 

Contusion  or  laceration  of  hands .  'j.              .  .  . 

Contusion  or  laceration  of  flriRerw , , 

20 

Dislocation 

BpralDs 

959 
71 

642 
45 

1,435 
114 

85 

Killed 

0 

Total  killed  and  injured 

1,030 

687 

1.549 

94 

RECAPITULATION. 

Total  Idllte 

Total  Injured 3,121 

Total  klUed  and  injured 3,860 

Tabui  E. — Causa  of  accidents  to  employees  classified  (C6  and  C7)  as  falling  from  and 
getting  on  or  off  cars  ana  engines,  year  ending  June  30,  J908, 


8nb- 


Causei. 


Trainman. 


-i 


t 


Trainmen 
In  yards. 


i 


Yard  train- 
men 
(switching 
orews). 


Other 
employi 


06 


C7 


1 
2 
3 

4 


6 
7 
8 

9 
10 

11 
12 
13 
14 
15 

16 

17 
18 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to 
abnormal  movements  of  cars  other 
than  those  in  subclas83 

While  setUng  brakes 

FeDfrom— 

Cool  car 

Freight  ear  other  than  box  or  cool  car. 

Engme  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (aU  kinds) 

not  in  motion 

Miscellaneous  causes 

Not  dearty  explained 

Slipped  getting  on  moving  trains  or  cars. . . 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating 

couislon,  derailment,  or  other  accident . . 

Fdl  from  engines  or  cars  by  reason  of  d»- 

fective  hand  holds  and  siU  steps 

Getting  on  or  off  moving  engine 

Causal  in  frog,  guard  rail,  or  switch 


3 
6 


12 
10 

4 

20 

52 

5 

1 

46 
62 
19 
10 


1 
26 


26 
18 
75 


907 
124 

41 
167 
520 

42 

252 
886 
212 
466 
560 

169 

162 

661 
40 


Total. 


281 


4,697 


7 
6 

5 

4 

13 

1 

1 
13 

8 
11 

8 


2 


9 
11 
26 


118 


20 

73 

263 

16 

158 
348 
49 
242 
346 

37 

100 

420 

28 


1 

a 


24 
19 
16 


2 

9 
15 


21 

31 

10 

8 


22 


212 

25 
58 

210 

8 

74 
827 
167 
268 
423 


186 

469 

U 


9 

15 

9 

4 

i 
19 

9 
26 
21 

1 


5 

1 
I 


12 

26 
76 
58 
13 


961 


19 
1 


19 

IS 
169 

5 


2,366 


8,876 


187 


1,896 
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[PuBUO— -No.  171.] 

AN  ACT  ReqalriBg  oommon  Mrrien  engaged  in  intentate  oommflroe  to  make  tall  npoits  •(  at 

aocldeots  to  the  Interstate  Commeroe  Commlaaicm. 

Be  U  enacted  by  the  Senate  and  Houee  of  Representatives  of  the  United  States  qf  Ameriea 
in  Congress  assembled,  It  shall  be  the  duty  of  the  genenl  manager,  guperintendent, 
or  other  proper  officer  of  every  common  carrier  en^;a^;ed  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Waahinrton, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  wneie 
any  train  or  i>art  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  ciuty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thiity  days 
after  the  end  of  any  month  shall  be  deemcKl  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  makiDg 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  liiall  be  admitted  aa  evi- 
dence or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit 
or  action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing  sec- 
tion provided. 

Approved,  March  3, 190n 

SPECIAL  INFOBJCATION  CONTAINBD  IK  PBECEDIKO  BTTLLBTINa 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  %nd  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see 
Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  filing 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  'tne  most  serious 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A), 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  tne  quarter 
ending  June  30  contains,  m  audition  to  the  Quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  tnat  date. 

Bulletin  No.  17  records  one  collision^  killing  6  and  injuring  35  persons,  and  one  derail- 
ment, killing  15  and  injuring  28.  The  collision,  occurring  at  la.  m.,  was  due  to 
gross  negligence  on  the  part  of  the  men  in  char^  of  a  freight  train.  The  derail- 
ment was  due  to  an  open  draw.  The  drawbridge  was  not  provided  with  inter- 
locked signals  and  the  engineman  was  not  adequately  acquainted  with  the  line 
of  the  road.  A  collision  and  a  derailment  are  reported  which  were  due  to  the  lack 
of  suitable  detector  bars  at  switches,  and  a  collision  which  was  due  to  failure  of 
''controlled  manual"  block  signal  working. 

Bulletin  No.  18  shows  total  casualties  much  la^er  than  in  the  preceding  quarters,  due 
largely,  no  doubt,  to  an  enormous  increase  m  traffic.  Many  accidents  are  reported 
in  which  the  men  had  been  on  duty  excessively  long  houn.  One  collision.  Kill  i  ng 
17  persons,  was  due  to  the  error  of  an  engineman  offive  months'  experience,  who 
ran  past  five  warning  signals.  Another  collision,  killing  10  peiBons,  was  due  to 
the  failure  of  the  men  in  chaige  of  a  freight  train  to  identify  opposiag  passenger 
trains.  One  derailment  of  a  passenger  train,  killing  13  penons,  was  reported  as 
due  to  some  cause  that  could  not  be  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  casualties.  One  but- 
tXDf  collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injuries 
ana  $50,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons.  One 
collision  was  due  to  the  negligence  of  men  who  had  been  worked  flagrantly  lonf 
houra.  Particulan  are  given  of  a  number  of  collisions  due  to  com^icated  ana 
unusual  causes. 

a  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17. 
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Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  quarter  of  the 

SreviouB  year,  but  the  number  of  passengers  and  employees  killed  in  train  acci- 
ents  was  considerably  smaUer.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  dispatcher's 
order  by  a  pilot;  10  persons  killed.  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caused  9  deatns  and  18  injuries. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident-~a  collision — ^in  which 
more  than  10  persons  were  killed,  but  the  totals  of  casualties  of  bH  classes  are 
large,  no  improvement  being  shown  over  preceding  quarters.  Number  of  pas- 
sengers killed  in  train  accidents,  52.  One  collision,  killing  17  and  injuring  56, 
was  due  to  confusion  of  telemphic  orders;  one  derailment,  killing  9  and  iniiuing 
43,  was  at  a  misplaced  switch,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speed. 

Bulletin  No.  22  shows  180  paflsengers  killed  in  train  accidents — a  number  laager  than 
that  in  any  other  bulletin  except  No.  13.  One  rear  collision  in  the  District  of 
Colimibia  caused  the  death  of  43  passengers  and  the  injury  of  63.  A  butting  col- 
lision killed  43  persons  and  injured  155,  the  bodies  of  the  killed  being  consumed 
by  fire.  In  the  derailment  of  a  passenger  train  at  a  drawbridge  57  persons  were 
killed  and  36  injured. 

Bulletin  No.  23  shows  126  passengers  killed  in  train  accidents.  It  contains  the  record 
of  two  collisions,  killing  41  persons,  and  two  derailments,  killing  the  same  number. 
The  number  of  employees  Idlled  in  coupling  accidents  is  25  per  cent  less  than  in 
the  last  preceding  quarter. 

Bulletin  No.  24,  though  representing  that  (quarter  of  the  year  which  is  usually  the 
lightest  in  traffic,  showed  all  of  the  principal  totals  of  casualties  larger  than  in 
the  same  Quarter  of  the  year  preceding,  and  the  number  of  passengers  killed  in 
train  accidents  was  very  much  larger.  One  derailment  killed  33  persons  and 
one  collision  8.  The  tables  for  the  year  ending  June  30,  1907,  showed  heavy 
increases  in  all  items  except  accidents  in  car  coupling  and  from  striking  against 
overhead  obstructions,  ana  the  number  of  passengers  killed  and  injured  in  col- 
lisions and  derailments  showed  an  alarming  increase,  the  number  of  killed  in 
this  class  being  17  per  cent  higher  than  the  very  large  total  reported  in  the  year 
ending  June  30,  1905.  A  condensed  list  is  given  of  10  proounent  accidents  in 
the  year  ending  June  30,  1907,  to  which  are  charged  an  aggregate  of  291  deaths. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  t&ee  collisions  and  one 
derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  passen- 
gers killed  firom  other  causes  (mostly  their  own  negligence)  also  shows  a  lari^ 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  dis- 
patcher's order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding 
quarters,  a  large  falling  off  in  railroad  traffic  having  taken  place.  Tne  list  of 
'^prominent"  train  accidents  includes  only  three  cases  which  may  be  classed  as 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties,  incident  to  the  lar^ 
falling  off  in  railroad  traffic.  The  number  of  passengers  and  employees  killed  in 
train  accidents  (125)  is  the  smallest  since  the  monthly  records  were  established. 
The  most  fotal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  where  8 
passengers  in  an  electric  car  were  killed. 
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RAILROAD  ACCIDENTS 


IN    THE   UNITED   STATES    DURING   THE   THREE   MONTHS 

ENDING   SEPTEMBER   SO,   1908. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1908,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission; 
iinder  the  "accident  law"  of  March  3,  1901,  was  191,  and  of  injured, 
3,046.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work  and  by  passengers  in  getting  on  or  off  the  cars, 
etc.,  bring  the  total  niunber  of  casualties  up  to  17,279  (734  killed  and 
16,545  injured).  These  accidents  are  classified  in  the  following  table. 
These  reports  deal  only  with  (a)  passengers  and  (6)  employees  on 
duty.<» 


Table  No.  1. — Casualties  to  persons — July,  August,  arid  September,  1908,  f> 


CoUJaloDs , 

Denilments 

MisoeUaneoiu  train  aooldents,  indudliig  loco- 
motive boUer  explosioiis 


Total  train  accidents. 


Passen- 
»Bi8(a 
andb). 


Persons 
carried 
under 
agree- 
ment 
or  con- 
tract 
(bb). 


T3 

A 


36 

7 


915 
742 

41 


42 


CouDling  or  uncoopl 

Wliiie  doing  other  wtak  about  trains  or  while 

attending  switches 

Coming  in  contact  with  overhead  bridges, 

structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 

Otb^r  causes 


Total  (other  than  train  accidents) . 
Total  all  classes 


33 
14 


48 


90 


1,098 


22 

810 
870 


1,702 


I 


8 
3 


11 


3,377 


4 

5 

0 


20 


'6 

& 

9 

3 


no 

80 


106 


1 

23 
60 


84 


279 


Total 

(a.  b,  and 

bb). 


a 

\4 


43 

10 


I 


63 


37 
19 


67 


110 


1,026 
822 


1,803     106 


833 
930 


Trainmen. 


I 


42 
62 


46      11 


Train- 
men in 
yards. 


300 
244 

174 


....       9 

...;    7 

23       14 


60 
31 


1,786     120 


3,656     226 


718 


198 

1,760 

160 

1,015 
236 


7 
6 


13 


3.368 


4,066 


11 

6 

2 

11 
18 


47 


60 


116 
27 

46 


189 


108 

606 

71 

512 
91 


1,388 


1,577 


a  The  casualties  to  passengers  have  been  divided  into  three  classes.  Class  a  Includes  all  ordinary  pas- 
sen^ars.  Class  b  hicludes  passengers  traveling  on  freight  trains.  Class  bb  includes  persons  who  are  cus- 
tomarily carried  on  tratais  under  special  arrangemraits,  such  as  postal  clerks  and  express  messengers, 
employees  on  Pullman  cars,  newsboys,  llve-«tock  tenders,  and  men  In  charge  of  freight. 

Accidents  to  employees  resulting  In  slight  Injuries,  which  do  not  prevent  the  employee  hijured  from  per- 
forming his  accustomed  service  for  more  than  three  days  In  the  aggregate  during  the  ten  dasrs  Immediately 
following  the  accident,  are  not  reported. 

b  Table  No.  1  isoontlnaed  on  the  next  page. 

(3) 


Tablb  No.  l.—Ca8tuiltia  to  persons — July,  August,  and  September,  1908 — Continued. 


Collisions 

Derailments 

Miscellaneous  train  aocidents.  including  loco- 
motive boiler  explosions 


Yard  train- 
men (switch' 
Ing  crews). 


i4 


Total  train  aocidents. 


Coupling  or  uncoupling 

While  doing  other  work  about  trains  or  while 

attending  switches 

Coming  In  contact  with  overhead  bridges, 

structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 

Other  causes 


Total  (other  than  train  aocidents) . 
Total  all  classes 


1 
5 


6 


16 

1 

1 

27 
16 


61 


C7 


a 


Other 
employees. 


•9 


64 
31 

35 


130 


256 

579 

91 

655 
84 


1,666 


1,796 


8 
3 


14 


3 
6 


90 
219 


268 


272 


66 
34 

17 


117 


Total 
employees. 


1 


s 


58 
65 

15 


138 


11 

560 

13 

366 
4,313 


5.292 


5.409 


39 

19 

17 

127 
284 


486 


624 


546 
336 

272 


Total 

persons 

reported. 


1,154 


573 

3,524 

344 

2.648 
4,724 


11,718 


12.867 


i 

s 
14 

i 

s 

101 
75 

1.571 
1,158 

15 

318 

191 

3.046 

38 

19 

18 

164 
303 


573 

3.534 

367 

3.381 
5.654 


543  [    13.490 


734       16,545 


The  very  marked  diminution  in  the  number  of  casualties  of  all 
kinds,  which  continued  through  the  last  three  quarterly  bulletins, 
and  which  was  due  to  the  falling  off  in  railroad  traffic  and  other  well- 
known  collateral  causes,  seems  now  to  be  checked.  The  last  bulletin 
(No.  28)  was  for  the  April-Jime  quarter,  which  always  is  lighter  in 
traffic  and  in  accidents  than  the  other  quarters  of  the  year;  and  the 
present  bulletin  would  therefore  show  casualty  lists  heavier  than 
that  one  under  ordinary  circumstances;  but  the  difference  between 
that  quarter  and  this  is  made  larger,  without  doubt,  by  reason  of  the 
fact  that  between  July  1  and  October  1  the  business  of  the  country 
began  to  recover  from  the  depression  which  began  in  October,  1907. 

The  totals  of  the  present  record,  as  shown  in  Table  1a,  below,  are 
indeed  far  smaller  than  in  the  corresponding  quarter  of  a  year  ago 
(Bulletin  25),  and  it  is  to  be  hoped  that  this  apparent  increase  in  the 
safety  of  railroad  travel  and  railroad  operation  is  not  wholly  to  be 
accounted  for  bv  the  decrease  in  the  number  of  trains  run  or  in 
passengers  carried  or  employees  in  service. 

But  in  comparing  Bulletin  29  with  Bulletin  28  the  main  lesson 
which  is  to  be  derived  from  all  accident  statistics — the  need  of  pre- 
venting accidents  in  the  future — again  confronts  us.  The  number  of 
employees  killed  increased  17  per  cent;  employees  killed  in  train 
accidents,  39  per  cent;  and  passengers  killed  from  causes  other 
than  train  accidents,  30  per  cent;  but  the  increase  in  the  number 
of  passengers  killed  in  train  accidents  was  no  less  than  307  per  cent. 
iS'othing  could  more  clearly  enforce  the  lesson  of  the  necessity 
of  heeding  the  record  of  the  causes  of  collisions  as  set  forth  in 
Table  2a,  for  four-fifths  of  the  passengers  killed   in  train  accidents 


were  the  victims  of  collisions.  Of  the  eight  most  serious  collisions 
(Nos.  1,  2,  5,  6,  7,8,  9,  and  11),  five  occurred  on  lines  where  the 
block  system  was  not  in  use;  one,  No.  8,  on  a  line  where  it  was  osten- 
sibly in  use,  but  was  abandoned  temporarily  to  save  the  time  of  pas- 
senger trains;  and  one,  No.  1,  on  a  line  where  it  appears  to  have  been 
used  "permissively'^  for  freight  trains  carrying  passengers  (drovers); 
leaving  only  one,  No.  5,  which  appears  to  have  been  in  no  wise  due  to 
lack  of  the  space-interval  rules. 

Table  No.  1a. — Comparison  of  principal  items. 


1.  Passengers  killed  In  train  socldents , 

2.  Pasaeneera  killed ,  all  causes 

3.  Employees  killed  In  train  accidents 

4.  Employees  killed  in  coupling 

6.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  all  causes 


Bulletin  29. 


53 

110 
138 
39 
624 
734 


Bulletin  28. 


Bulletin  25. 


13 

110 

57 

195 

99 

238 

30 

87 

534 

1,144 

501 

1,339 

The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  2,567  (1,170  collisions  and  1,397  derailments),  of 
which  192  collisions  and  184  derailments  affected  passenger  trains. 
Tho  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $1,950,408.  Given  more  in  detail,  these  facts  appear  as 
below: 

Table  No.  2. — Collisionti  and  derailments. 

(Note.— Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not  over 
$150  damage  to  the  property  of  the  railroad  are  not  reported.  1 


ColUsions, 

Collisions,  butting 

Collisions,  train  separating 

Collisions,  misoeUaneous 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  d ue  to  defects  of  equi  pmen t 

Derailments  due  to  n^ligenoe  of  trainmen,  signalmen,  etc 
DMBibnents  due  to  uiuoreseen  obstruction  of  traclr,  etc. . . 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 


Number. 

L08.H. 

$233,733 

203,376 

5^,067 

282.148 

Killed. 

Injured. 

213 
129 
123 
705 

15 

55 

2 

29 

500 

683 

42 

346 

1,170 

772,324 

101 

1.571 

253 

021 

79 

73 

17 

354 

165,851 

534,213 

52,149 

86,289 

13,139 

326,443 

11 
15 

5 
16 

5 
23 

183 
205 
130 
127 
25 
488 

1.397 

1,178,084 

75 

1.158 

2.567 

1,950,408 

176 

2.729 

Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  S  10^000  or  over,  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 


Table  2a. — Causes  of  twenty-three  prominent  train  accidents  (Class  A). 

[NoTC— R  stands  for  rparoolllsion;  B,  battini;  collision:  M,  mlsoeilaneous  collisions;  D,  derallmeat:  P, 
passenger  train;  F,  (reight  and  miscellaneous  trains.] 

COLLISIONS. 


No. 


Class. 


2 
3 


a 

0 
10 

11 


b 
0 

Wm 

I    I 


R 


D 
1) 
R 


Kind  of  train. 


F  and  F. 


Si 


M 

Fand  F 

Bi 

F 

M 

PandP 

B 

PandF 

B 

Pand  F 

I      I 

3  >    1       $1.8(10 


3.000 


'    3 


PandF 5 

PandF '  4 

FandF 0 

B        PandP 8 


i  I  40 
0  i     4 


0 


20 


49 

2 

0 
50 


0.283 


5.300 


5,7()0 


rj7  1      0,000 


20  '  14  '     11.000 


12.000 

13,300 

16,000 
22,207 


Totnl. 


54   226     101.800 


19 


29 
24 


22 

5 
28 

52 


2 

53 

20 
1 


Caiuip. 


Excessive  speed  and  negligent  flagging.  Ooearred 
3.40  a.  m. ;  3  passengers  In  caboose  kiUed. 

Confusion  of  orders.    (See  note  in  text  below.) 

Train  approached  station  3  a.  m.  at  uncontn^ble 
speed.  Air  brakes  not  projperly  applied;  one  ao- 
gje  cock  closed;  cause  of  this  not  dIscov«ed. 

Train  separated  and  rear  part  ran  into  forward  port. 
Cause  of  parting  not  discovered.  Onlv  14  cars  out 
of  37  cars  had  air  brakes  working.  Whole  crew 
held  at  fault  for  lUlure  to  test  brakes. 

Englneman  disregarded  slgnab  at  croflsliig.  (See 
note  in  text  below.) 

Agent  failed  to  deliver  order;  trusted  an  inexperi* 
enced  assistant,  who  made  only  three  copies  of 
order  when  he  should  have  made  Ova 

Westbound  freight  encroached  on  time  of  regular 
eastlx>und  passenger.  Freight  reached  entrance 
to  siding  at  meeting  point  at  8.01  or  8.Q2,  one  or  two 
minutes  behind  panenger's  time,  instead  of  five 
minutes  before  ibat  time,  as  reauired  by  rule. 
Men  in  charge  of  freight  admittea  befoMre  coroner 
that  regulation  speed  from  last  station,  as  shown 
on  time  table,  was  not  sufficient  to  enable  them  to 
reach  the  meeting  point  at  8  o'clock.  Passenger 
cngineman's  view  or  road  was  obscured  by  snow- 
storm. 

Mistake  in  writing  telegraphic  order.  (See  note  In 
text  below.) 

()perator  accepted  order  after  train  had  passed. 

(See  note  in  text  below). 

Excessive  speed. 

Operator  accepted  order  after  train  had  passed.  ( See 
note  In  text  below.) 


DERAILMENTS. 


1 

2 

3 
4 


5 
f> 

7 
8 

9 
10 


11 
12 


I) 

D 

D 
P 


P. 

P. 

P. 
P. 


D 
D 

I) 
1) 

T) 
i) 


D 

I 

Total 


F 
F 


P. 
P. 

F. 

F. 


P. 
P. 


Total  collisions  and 
derailments 71   392  '  225,793 


2       2  $3,000 

2  ;    0  '  3.200 

I        I 

4  '    9  3,300 

1  10  4,900 


2 
'     0 


0 
0 


0 
2 


0  .     10,000 
0       11,000 


2     CO  '     12,000 
12,700 


0 
0 


38 


13,400 
14, 100  ^ 


10,303 


37  I     20.000 


17    166  I  123,993 


41 

37 

13 
0 


61 
31 

62a 
38 

34 
18 


58 
35 


Malicious  obstruction.  A  person  was  arrested  and 
held  for  trial  on  a  charge  of  murder. 

Malleable-iron  brake-lever  Jaw  on  tender  broke, 
allowing  rod  to  fall  and  throw  wheel  off  track. 

Washout,  due  to  flood  from  broken  reservoir. 

Track  spread;  cause  of  spreading  not  determined. 
Rails  100  pounds  per  vard.  oak  ties,  broken-stone 
ballast,  all  in  flrst-ciass  condition.  Train  con- 
sisted of  2  electric  locomotives,  welgbing  96  tons 
each,  and  9  cars.  Line  straight  Train  was  run- 
ning at  regular  speed. 

Breakage  of  flange  of  wheel  of  tender. 

Broken  wheel,  n  heel  was  put  under  a  drop  test 
and  fbund  to  be  of  poor  material. 

Undiscovered.    Believed  to  have  been  test  running. 

Worn  rail  on  curve;  curve.  5  degrees;  supereleva- 
tion, 4^  inches;  speed,  40  miles  an  hour. 

Broken  truck. 

Undiscovered;  believed  that  a  truck  was  broken 
when  air  brakes  were  suddenly  applied  on  a  deck- 
girder  bridge  88  feet  long. 

Maliciously  misplaced  switoh;  speed,  SO  miles  an 
hour. 

Burning  bridge.  Cause  of  Are  not  discovered.  No 
person  blamed. 


Collision  No.  2,  killing  two  passengers,  was  due  to  a  confusion  of 
orders  by  the  conductor  and  motorman  of  an  electric  car  (train  No.  9). 
The  case  may  be  explained  by  supposing  the  movement  of  train 
No.  9  as  eastward  from  A  to  B,  C,  D,  E,  F,  and  so  on.  Order  No.  3 
was  issued  directing  train  No.  9  to  proceed  to  E.  Later,  order  No.  5 
was  issued  directing  No.  9  to  report  at  D;  but  the  first  order  was 
received  last  and  the  conductor  and  motorman  acted  on  it,  and  thus 
the  collision  occurred  between  D  and  E.  Order  No.  5  was  received 
by  the  conductor  and  motorman  of  No.  9  at  A,  direct  by  telephone 
from  the  dispatcher.  Proceeding  to  B,  they  received  order  No.  3 
from  the  conductor  of  a  westbound  train,  to  whom  the  dispatcher 
had  sent  it  at  C  six  minutes  before  he  sent  order  No.  5.  The  conductor 
and  engineman  of  No.  9  are  held  negligent  in  not  observing  the 
sequence  of  numbers  on  the  orders  and  in  not  noticing  the  recorded 
times,  which  showed  that  the  order  received  last  had  been  sent  first. 
The  dispatcher,  in  sending  order  No.  5,  did  not  put  into  it  the  words 
'^ instead  of,''  and  in  telephoning  it  to  the  conductor  and  motorman 
of  No.  9  he  said  nothing  to  them  about  having  issued  an  earlier  order 
which  was  to  be  disregarded. 

Collision  No.  5  occurred  at  a  crossing  where  two  lines,  both  belong- 
ing to  the  same  railroad  company,  cross  each  other  diagonally. 
Passenger  train  No.  7,  approaching  the  crossing  on  line  B  at  excessive 
speed,  was  thrown  off  the  track  at  the  derailing  switch  and  ran  upon 
the  groimd  across  Une  A,  stopping  with  the  smoking  car  athwart  the 
main  track  of  A,  in  which  position  it  was  wrecked  by  the  engine  of 
train  No.  4  on  line  A.  Seven  passengers  were  killed  and  19  passengers 
and  one  trainman  were  injured.  The  engineman  of  train  No.  7,  who 
is  a  man  of  experience,  appears  to  have  been  oblivious  to  the  signals. 
The  derailing  switch  was  281  feet  from  the  crossing  and  his  engine  ran 
to  a  point  170  feet  beyond  the  crossing.  The  signal  was  50  feet  in  the 
rear  of  the  derailing  switch  and  was  in  plain  view  for  885  feet  farther  in 
the  rear.  It  is  estimated  that  the  speed  of  the  train  when  derailed 
was  at  least  50  miles  an  hour,  though  the  schedule  speed  of  this  train 
over  that  part  of  the  line  is  only  22  miles  an  hour,  the  rate  being 
limited  by  a  city  ordinance.  The  engineman  of  No.  7  ^* claimed''  that 
the  signal  was  clear  when  he  first  came  within  view  of  it,  but  the 
sup>erintendent  regards  the  evidence  as  conclusive  that  it  was  in  the 
stop  position  and  had  been  so  for  some  time  before  this  train  came 
within  sight  of  it. 

Collision  No.  8,  causing  five  deaths,  was  due  to  an  error  in  a  train 
order.  It  was  between  an  eastbound  passenger  train  and  a  westbound 
freight.  The  engines  and  cars  of  both  trains  were  badly  damaged. 
The  order  as  issued  directed  the  passenger  train  to  wait  at  B.  until 
'*five  fifteen  6.15  a.  m.''  This  authorized  the  freight  to  run  to  B.  if  it 
had  time  to  reach  that  point  in  time  to  properly  clear  the  passenger 


8 

train.  The  order  as  delivered  to  the'  freight  read  "five  fifty-five 
5.55  a.  m."  instead  of  "five  fifteen  5.15  a.  m./'  and  the  freight  there- 
fore encroached  on  the  time  of  the  passenger,  having  apparent 
authority  to  do  so,  to  the  extent  of  forty  minutes,  and  in  consequence 
met  the  passenger  east  of  B.  The  operator  at  L.,  who  took  the  order 
for  the  freight,  destroyed  the  first  order  she  made  and  in  place  of  it 
wrote  a  second  copy.  In  making  this  second  copy  the  error  occurred. 
This  operator  had  been  in  the  service  of  the  company  at  L.  four  days. 
She  had  had  instruction  in  a  telegraph  school  twelve  months  and  had 
been  examined  by  the  chief  train  dispatcher  after  being  under  the 
tutelage  of  a  station  operator  eleven  days.  It  is  assumed  that  the 
first  order  written  out  at  L.  was  correctly  worded,  as  the  operator  had 
repeated  it  to  the  dispatcher.  Where  a  telegraphic  order  is  rewritten 
it  is  the  duty  of  the  operator,  under  the  rules,  to  again  repeat  it  by 
telegraph  to  the  dispatcher,  but  this  was  not  done.  The  telegraph 
block  system  is  in  use  on  the  line  where  this  collision  occurred,  but  the 
block  stations  are  far  apart  and  to  avoid  delay  to  the  trains  the  block 
system  was  supplanted  by  a  time  order,  as  above  explained.  With 
the  block  system  thus  modified  or  suspended  the  westbound  freight 
train,  under  the  rules,  would  be  required  to  be  sidetracked  at  some 
station  before  the  passenger  train  was  due,  and  the  passenger  train 
in  this  case  being  behind  time  the  order  was  issued  so  as  to  permit  the 
freight  train  to  go  farther  west  before  turning  out. 

In  collision  No.  9  there  was  negligence  by  both  dispatcher  and 
operator.  It  occurred  about  1.30  a.  m.  The  operator  accepted 
an  order  for  the  passenger  train  after  it  had  passed  his  station. 
By  reason  of  having  been  asleep,  or  otherwise  negligent,  he  did  not 
know  whether  the  passenger  train  had  passed  or  not,  and  assumed 
that  it  had ;  assumed  that  the  dispatcher  would  not  offer  the  order 
to  him  if  the  train  had  already  passed.  The  order  was  sent  on 
Form  19,  contrary  to  the  rule,  and  it  was  acknowledged  in  a  fonn 
applicable  only  to  Form  31;  and  the  dispatcher  did  not  require 
the  operator  to  display  his  signal  before  taking  the  order;  for  these 
irregularities  both  men  are  blamed.  The  dispatcher  had  ground  for 
suspicion  that  the  operator  had  not  been  vigilantly  attending  to 
duty  and  is  blamed  for  not  taking  extra  precautions  on  that  account. 
The  dispatcher  had  had  seven  years'  experience  as  such.  The 
operator,  23  years  old,  had  served  on  this  road  less  than  two  months 
but  is  said  to  have  had  several  years'  experience  elsewhere. 

Collision  No.  11,  causing  fatal  injury  to  5  passengers,  was  due 
to  the  acceptance  by  a  station  operator  of  a  train  order  for  a  train 
which  had  passed  his  office.  Train  No.  3,  westbound,  and  No.  12, 
eastbound,  held  orders  to  meet  at  K.  When  No.  12  arrived  at 
K.,  No.  3  being  then  at  L.,  the  next  station  east  and  7  miles  dis- 
tant, the  train  dispatcher  undertook  to  change  the  meeting  point 


from  K.  to  L,  This  order  was  accepted  by  the  operator  at  L. 
before  he  had  made  certain  that  No.  3,  which  had  passed  his  train- 
order  signal,  had  been  held — a  violation  of  the  rule.  The  train 
dispatcher  then  gave  the  order  to  No.  12  at  K.,  which  immediately 
proceeded  to  act  upon  it,  and  before  the  operator  at  L.  could 
reach  No.  3,  which  was  at  the  west  end  of  the  siding,  it  left  there 
for  K.  under  the  order  originally  given,  and  the  trains  met  at  a 
point  where,  by  reason  of  the  curvature,  neither  train  could  be  seen 
from  the  other  until  they  were  quite  close  together.  The  operator 
at  L.  is  held  at  fault  in  accepting  the  order  after  the  train  had 
passed  his  train-order  signal,  and  the  dispatcher  is  held  at  fault 
for  giving  the  order  to  No.  12  without  knowing  definitely  that  No. 
3  had  been  held.  The  services  of  these  men  had  been  satisfactory 
up  to  the  time  of  this  collision. 

Tablb  No.  3. — Causes  of  accidents  to  employees  in  coupling  and  uncoupling  cars. 


CQ 


I 

2 
3 
4 

5 
6 

7 

8 

9 
10 

11 
12 

13 

14 

15 

16 
17 
18 
19 
20 

21 

22 
23 
24 
25 

26 
27 
28 


CaiuM. 


AdJostixig  ooupler  with  foot 

Adjusting  coupler,  can  accidentally  started 

Careless  manlpulatton  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain , 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance 
on  curve  too  sharp  for  automatic  coupling 

CoupUag  with  cham  or  other  emergency  appliance 
because  of  uneven  track , 

Coupling  or  unooupUnc  safety  chains 

Fin^rs  or  hand  caught  between  uncoupling  lever 
and  body  of  car 

Uncoupling  without  using  lever  (unneoessanr) 

Unooi^ling  without  using  lever,  unooupliag  lever 
not  in  working  order 

Foot  caught  in  fix)g,  switch,  or  guard  rail 

OpenlDg  or  doslns  knuckle  when  cars  were  near  to- 
gether, miscalculsted  speed 

Opening  knuckle  when  cars  were  near  together,  en- 
gine Mcidentally  started 

Opening  knuckle,  part  of  defective  ooupler  fell  on  foot. 

Opening  knuckle, lost  footing. 


Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  track 

Caught  1^  unexpected  movement  of  car,  due  to  slack 

running  in 

Cmuht  by  unexpected  movement  of  car,  due  to  nils> 

tsJie  or  misundentanding  in  giving  hand  signals. . . . 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to  rale . 
Hand  caught  between  projecting  load  and  end  of  next 


No  witness  (flstal  iQjury) . 

Other  causes 

Unexplained 


Train- 
men. 


i 


1 

4 


Total. 


27 
4 
2 
2 
6 
9 


32 
5 

20 
1 

13 

1 
3 
6 
6 
1 

23 

4 

6 

4 
8 

2 

9 


Trainmen 
in  yards. 


■8 


15 
2 
3 
2 
3 
2 


Yard    ^ 
trainmen 
(switch- 
ing 
crews). 


•8 


1 

2 


1 
3 


9 


196 


11 


1 

21 
5 

8 
2 

6 

2 
4 
3 
2 
6 

6 


2 

2 

2 

1 
1 


1 
2 
8 


2 
1 


,1. 


108     16 


20 
11 
9 
1 
3 
9 


Other  em- 
ployees. 


■8 


4 

16 
6 

13 

3 
5 
10 
9 
9  ' 

14 

5 
13 

6 
15 


256 


1 
5 


11 


10 

Details  of  injuries  included  in  Table  S,  subclass  f7. 

J.  1.  Standing  oh  car  holding  up  lever;  load  of  trucks  shifted. 

J.  2.  Stepped  on  kntickle. 

J.  3.  Lump  of  ooal  fdl  from  car. 

J.  4.  Stepped  on  piece  of  glass. 

A.  1.  Lever  flew  up,  cuttmg  eye. 

A.  2.  Arranging  knuckles  and  caught  hand. 

A.  3.  Struck  by  stick  of  timber  used  as  chock  under  car  wheel.  i 

A.  4.  Struck  hand  against  comer  of  cax. 

A.  6.  Lever  flew  over. 

A.  6.  liumber  fell  off  car. 

B.  1.  Struck  in  Cace  by  lever. 
S.  2.  Stepped  on  nail. 

S.  3.  Struck  elbow  against  end  sill  of  car. 

S.  4.  Scalded  when  cylinder  cocks  were  suddenly  opened. 

S.  5.  Struck  knee  against  car. 

Table  No.  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 


Loss  of  feet 

Loss  of  legs 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  bodv 

Contusion  or  laceration  of  feet 

Contusion  or  laceration  of  toes. . . 

Contusion  or  lactation  of  legs 

Contusion  or  laceration  of  arms. . 
Contusion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingers. 

Dislocation 

Internal  injuries 

Sprains 


Train- 
men. 


3 
3 
3 
1 

11 
4 


3 
5 


an 
Ml 


iscclianeous. 


5 

14 

19 

10 

8 

7 

24 
64 
3 
4 
2 
5 


Trainmen 
in  yards. 

Yazd 

6 

**•*••*•*' 

Killed. 


Total  injuries. 


198 
9 


2 


Total  killed  and  injured. 


207 


1 

2 

2 

6 

13 

14 

3 

5 

3 

15 

27 

1 


4  . 

21 


106  ' 
11 


119 


Other 
em- 
ptoy 


2 
6 
1 


2 

2 

3 

5 

9S 

30 

7 

18 

13 

36 

61 

2 

4 

17 

2 


356 
16 


272 


3 
3 


11 
3 


14 


RECAPITULATION. 

Total  kUled » 

Total  inj  ured 573 

Total  killed  and  injured 612 
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Table  No.  4. — Causes  of  accidents  to  employees  dassijied  (C6  and  C7)  a*/aUxngfnnn 

and  getting  on  or  off  cars  and  engines. 


Sob- 
class. 


ni< 


C7 


1 
n 

3 
4 


6 
7 
8 
9 
10 

U 
12 
13 
U 
15 

16 

17 
18 


Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  OT  snow 

Parting  of  train 

Derailment,  oolUston,  or  shock  due  to  abnor- 
mal movements  of  cars  other  than  those  in 
subclass  3 

While  setting  brakes 

Fell  from — 

Coal  car 

Freifl^t  car  other  than  box  or  cool  car 

Engme  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in 

motion 

Mlsodlaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  movinff  trains 

Jnmptne  from  enguies  or  cars  anticipating  colli- 
sion, oBrailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

hand-holds  and  sill  steps. 

Qetting  on  or  off  moving  enj^ 

Caught  in  frog,  guard  zul,  or  switch 


Total. 


Trainmen. 


4 
5 


2 
12 


11 

15 

1 

2 


50 


9 

io 


54 
33 

11 

42 

124 

10 

53 
166 

33 
101 
133 

37 

51 

141 

1 


Trainmen 
in  yards. 


I 


1 

2 


1 
3 


1,015  I  11 


6 


Yard 
train- 
men 

(switch- 
ing 

crews). 


^ 


25 
14 

7 
13 
64 

2 

82 
44 

15 
61 
91 


26 

96 

2 


1 
2 


9 
2 
2 


512  1  27 


6 


63 
40 

4 
10 
43 

2 

17 
145 
30 
70 
68 

8 

49 

88 

1 


655 


Other  em- 
ployees. 


s 

s 


2 
2 


1 
3 
1 

10 
4 


30 


9 

1 

4 

25 

26 

1 

64 
65 
21 
55 
55 


2 
33 


366 


[PUBUC— No.  171.] 

AN  .\(*T  Requiring  common  carriers  engaged  In  Interstate  commerc*e  to  make  full  reports  of  all  af-ri- 

dents  to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled^  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  en^a^ed  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  auty,  which  reix>rt  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec,  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
aft-er  the  end  of  any  month  shall  be  deemed  Jguilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  lor  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evi- 
dence or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit 
or  action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing  sec- 
tion provided. 

Approved,  March  3,  1901. 
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SPECIAL  XNFOBMATION  CONTAINBD  IK  PBBCBDINa  BXJIXBTIN8 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengere  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see 
Table  No.  1):  also  tables  lowing  cost  of  the  different  classes  of  tntin  accidenu. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serioud 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A), 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30, 1901.  The  bulletin  for  the  quarter 
ending  June  30  contains,  in  addition  to  the  Quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  <» records  one  collision,  killing  6  and  injuring  35  persons,  and  one  demil- 
ment,  killing  15  and  injuring  28.  The  collision,  occurring  at  1  a.  m.,  was  due  U 
gross  negligence  on  the  part  of  the  men  in  chaige  of  a  freight  train.  The  derail- 
ment was  due  to  an  open  draw.  The  drawbridge  was  not  provided  widi  inter- 
locked signals  and  the  engineman  was  not  adequately  acquainted  with  the  line 
of  the  rofl^.  A  collision  and  a  derailment  are  reported  which  were  due  to  the  lack 
of  suitable  detector  bars  at  switches,  and  a  collision  which  was  due  to  failure  of 
"controlled  manual"  block  si^al  working. 

Bulletin  No.  18  shows  total  casualties  much  laij^  than  in  the  preceding  quarters,  due 
largely,  no  doubt,  to  an  enormous  increase  m  traffic.  Many  accidents  are  reported 
in  which  the  men  had  been  on  duty  excessively  lon^:  hours.  One  collision,  killing 
17  persons,  was  due  to  the  error  of  an  engineman  oifive  months'  experience,  who 
ran  past  five  warning  signals.  Another  collision,  killing  10  persons,  was  due  to 
the  failure  of  the  men  in  charge  of  a  freight  train  to  identify  opposing  passenger 
trains.  One  derailment  of  a  passenger  train,  killing  13  persons,  was  reported  eb 
due  to  some  cause  that  could  not  be  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  casualties.  One  but- 
tins  collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injuries 
and  150,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons.  One 
collision  was  due  to  the  negligence  of  men  who  had  been  worked  nagrantly  lone 
hours.  Particulars  are  given  of  a  number  of  collisions  due  to  compucatcd  and 
unusual  causes. 

Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  quarter  of  the 

Srevious  year,  but  the  number  of  passengers  and  employees  killed  m  train  acci- 
ents  was  considerably  smaUer.  The  most  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  dispatcher^ 
order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  runniiig  slowly,  caused  9  deaths  and  18  injuries. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident — a  collision — ^in  which 
more  than  10  persons  were  killed,  but  the  total  of  casualties  of  all  classes  are 
large,  no  improvement  being  shown  over  preceding  quarters.  Number  of  pap- 
sengers  killed  in  train  accidents,  52.  One  collision,  killing  17  and  injuring  56, 
was  due  to  confusion  of  telegraphic  orders;  one  derailment.  Killing  9  ana  injuring 
43,  was  at  a  misplaced  switch,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speed. 

Bulletin  No.  22  shows  180  passengers  killed  in  train  accidents— a  number  lai^  than 
that  in  any  other  bulletin  except  No.  13.  One  rear  collision  in  the  District  of 
Columbia  caused  the  death  of  43  passengers  and  the  injury  of  63.  A  butting  col- 
lision kiUed  43  persons  and  injured  155,  the  bodies  of  the  killed  being  consumed 
by  fire.  In  the  derailment  of  a  passenger  train  at  a  drawbridge  57  persons  were 
killed  and  36  injured. 

Bulletin  No.  23  shows  126  passengers  killed  in  train  accidents.  It  contains  the  record 
of  two  collisions,  killing  41  persons,  and  two  derailments,  killing  the  same  number. 
The  number  of  employees  killed  in  coupling  accidents  is  25  per  cent  lees  than  in 
the  last  preceding  ouarter. 

Bulletin  No.  24,  thougn  representing  that  (quarter  of  the  year  which  is  usually  the 
lightest  in  traffic,  showed  all  of  the  principal  totals  of  casualties  larger  than  in 
the  same  ouarter  of  the  year  preceding,  and  the  number  of  passengeiB  killed  in 
train  accidents  was  very  much  larger.  One  derailment  kiUed  33  persons  and 
one  collision  8.  The  tables  for  the  year  ending  June  30,  1907,  ^owed  hea^7 
increases  in  all  items  except  accidents  in  car  coupling  and  from  striking  again^ 
overhead  obstructions,  ana  the  number  of  passengers  killed  apd  injured  in  ct>!- 
lisions  and  derailments  showed  an  alarming  increase,  the  number  of  killed  io 

oFor  notes  on  Bulletins  1-16,  see  Bulletin  No.  17. 
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this  class  being:  17  per  cent  higher  than  the  very  large  total  reported  in  the  year 
ending  June  30»  1905.  A  condensed  list  is  eiven  of  10  prominent  accidents  in 
the  year  ending  June  30, 1907,  to  which  are  charged  an  a^egate  of  291  deaths. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  three  collisions  and  one 
derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  passen- 
^rs  killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a  larg;e 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  dis- 
patcher's order,  and  another  to  a  mistake  in  sending  or  re(%ivine  the  order. 

Bulletin  No.  -26  shows  a  marked  decrease  in  casualties  as  comparea  with  preceding 
Quarters,  a  lai^  falling  off  in  railroad  traffic  having  taken  place.  Tne  list  of 
prominent"  train  accidents  includes  only  three  cases  which  may  be  classed  as 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties,  incident  to  the  lar^e 
falling  off  in  railroad  traffic.  The  number  of  passengers  and  employees  killed  in 
train  accidents  (125)  is  the  smallest  since  the  monthly  records  were  established. 
The  most  fatal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  where  8 
passengers  in  an  electric  car  were  killed. 

Bulletin  No.  28  recorded  the  smallest  number  of  passengers  killed  in  train  accidents 
( 13)  ever  re|>orted  in  the  q uarterl  y  records .  The  total  of  passengers  and  em  ploy  ees 
killed  in  train  accidents  (112)  was  13  less  than  the  previous  low  record  (125,  Bul- 
letin 27).  Of  the  13  passen^rs  killed  in  train  accidents,  7  were  victims  of  a 
butting  collision  on  an  electnc  railroad. 
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RAILROAD  ACCIDENTS 

IN  THE  UNITED  STATES  DURING  THE  THREE  MONTHS 

ENDING  DECEMBER  81,  1908. 


The  number  of  persons  killed  in  train  accidents  during  the  months  of 
October,  November,  and  December,  1908,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission,  under 
the  ''accident  law"  of  March  3,  1901,  was  184  and  of  injured  2,924. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  off  cars,  etc.,  bring 
the  total  number  of  casualties  up  to  17,644  (798  killed  and  16,846 
injured).  These  accidents  are  classified  in  the  following  table.  These 
reports  deal  only  with  (a)  passengers  and  (&)  employees  on  duty." 

Table  No.  1. — Casualties  to  peraons,  October,  November^  and  December ^  I908.^c 


CoUisfons 

DeraUmexits 

MfsceliaDeous  train  accidents,  including  looo- 
znotlve-boOer  explosions 


Total  tndn  accidents. 


Coupling  or  onoonpUng 

W  hQe  doing  other  work  about  trains  or  while 

attending  swttdies 

Coming  in  contact  with  overhead  bridges, 

structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 

other  oaoaes 


Total  (other  than  train  aoddents). 
Total,  all  dasses 


Passensers 

(aand  b). 


I 


15 
14 


29 


41 
15 


67 


86 


835 
430 

8 


1,273 


764 
635 


1,802 


2,665 


Persons 
carried  un- 
der agree- 
ment or 
contract 
(bb). 


i 


4 
1 


8 

4 


12 


97 
27 

6 


130 


Total 

(a,b,and 

bb). 


s 


19 
15 


34 


16 
05 


113 


243 


44 
19 


64 


98 


032 

457 

14 


1,403 


Trainmen. 


•8 


51 
30 

11 


92 


770 
730 


1,505 


2,908 


16 

3 

15 

61 
29 


124 


216 


480 

228 

200 


908 


207 

1,  vBv 

188 

1,100 
243 


8,736 


4,644 


Tnimnen 
in  yards. 


•8 


18 
2 


20 


11 

4 

4 

26 
27 


72 


92 


152 
43 

49 


244 


144 

645 

66 

667 
102 


1,524 


1,768 


a  The  casualties  to  passengers  have  been  divided  into  three  dasMS.  Class  A  includes  all  ordinary  i>as- 
aengers.  Class B  includes  passengers  traveling  on  freight  trains.  Class  BB  includes  persons  who  are  ous- 
tonoArily  carried  on  trains  under  special  arrangements,  such  as  postal  clerks  and  express  messengers, 
employees  on  Pullman  can.  newsboys,  livestock  tenders,  and  men  in  charge  of  freight. 

b  Table  No.  1  Is  continued  on  next  page. 

c  Aocidents  to  employees  resultlxig  in  slight  injuries  which  do  not  prevent  the  employee  inhired  ftam 
performing  his  accustomed  service  for  more  than  three  days  in  the  aggregate  during  the  ten  days  immo- 
dlalely  following  the  accident  are  not  reported. 
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Table  No.  I. — CasuaUies  to  pertons,  October.,  November,  and  December,  1908 — Cont'd. 


Gaosei. 


Collisions 

Derailments 

Miscellaneous  train  accidents,  including  loco- 
motive-boiler explosions 


Total  train  accidents. 


Coupling  or  uncoupling 

While  doing  other  work  about  trains  or  while 

attending  switches 

Coming  in  contact  with  overhead  bridges, 

structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 

Other  causes 


Total  (other  than  train  accidents). 
Total,  all  classes 


Yard  train- 
men (switch- 
ing crews). 


3 
4 


16 

3 

2 

33 
25 


79 


86 


92 
37 

24 


153 


307 

749 

90 

873 
120 


2,139 


2,292 


Other 
employees. 


3 
5 


25 
6 


31 


1 

9 

3 

28 
234 


275 


306 


151 
44 

21 


216 


18 
565 

12 

332 
4,091 


5,018 


5,234 


Total 
employees. 


i 

mm 


97 
42 

11 


150 


44 

19 
24 

148 

315 


550 


700 


876 
352 

294 


1,521 


676 

3,948 

356 

2,881 
4,556 


12,417 


13,938 


Total  pecBQDS 
reported. 


•8 


I  H4 


116 
57 

11 


44i 

19 

25 

192 
334 


1,807 
809 

306 


184        2,924 


676 

3,945 

361 

3,651 
5,286 


614       13,922 


798  ,    16.846 


The  number  of  passengers  here  recorded  as  killed  in  collisions  and 
derailments,  34,  is  only  two-thirds  as  large  as  in  the  last  preceding 
quarter  (when  there  were  8  notable  collisions);  and  the  present 
record,  for  the  purposes  of  comparison,  might  fairly  be  reduced  still 
fiu-ther  by  deducting  the  15  casualties  charged  to  derailment  No.  4, 
Table  2o,  which,  as  will  be  seen,  occurred  under  very  unusual  circum- 
stances. Making  this  deduction  the  present  record  would  be  reduced 
from  34  passengers  to  21  passengers,  or  exactly  the  same  number  as 
that  shown  in  Bulletin  No.  26,  one  year  ago.  In  the  present  record 
the  only  accident  which  is  notable,  as  regards  fatalities  to  passengers, 
'is  collision  No.  23;  but  there  were  two  which  together  caused  the 
deaths  of  16  employees — collisions  No.  10  and  No.  26. 

Aside  from  item  No.  1,  as  noted  in  the  foregoing  paragraph,  the 
figures  given  in  Table  No.  la,  below,  show  generally  considerable 
increases  when  compared  with  the  last  preceding  quarter,  but 
decreases  when  compared  with  the  corresponding  quarter  one  year 
ago. 

Table  No.  la. — Com,parison  of  principal  items  with  last  bulletin  and  with  one  year  bade. 


1.  Passengers  killed  in  train  accidents 

2.  Passengers  killed,  all  causes 

3.  E  mployees  killed  in  train  accidents 

4.  Employees  killed  in  coupling 

5.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  all  causes 


BuUetin  30. 

BuUetin  20. 

34 

53 

98 

110 

m 

138 

44 

39 

700 

624 

798 

734 

Bulletin  26. 


21 

81 

199 

77 

1,011 

1,098 
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The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  2,684  (1,373  collisions  and  1,311  derailments),  of 
which  206  collisions  and  130  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $1,940,133.  Given  more  in  detail,  these  facts  appear 
as  below: 

Table  No.  2. — Collisions  and  derailments. 


Collisions, 

Collisions,  batting 

Collisions,  train  separating 

Collisions,  misoellaneoos 

Total 

Derailments  doe  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc 
Doailments  due  to  unforeseen  obstruction  of  track,  etc.... 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 


Number. 


303 
151 
122 
797 


1,373 


242 

629 

81 

68 

14 

277 


1,311 


2,684 


Loss. 


S339,217 

292,124 

47,336 

351,172 


1,029,840 


138,145 

437,640 

49,767 

78,003 

20,548 

186, 191 


910,284 


1,940,133 


Killed. 


45 

43 

1 

27 


116 


1 

5 

11 

24 

3 

13 


57 


173 


Injured. 


498 

581 

68 

660 


1,807 


273 
131 

64 
127 

47 
167 


800 


2,610 


pfOTB.— Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not  over 
OSO  damage  to  the  property  of  the  railroad  are  not  reported.] 

Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 

Table  2a. — Causes  of  thtrty-four  prominent  train  accidents, 

COLLISIONS. 


No. 


Class. 


2 
3 


M 
M 


R 


Kind  of  train. 


I 


a. I 


Pand  F 

FandF 
FandF 

FandP 
Fand  F 


1 
1 


0 
0 

14 


ii 

• 

■E 

to  engi] 
and    re 

2 

Damage 
cars, 
way. 

1 
13 

S300 

865 

14 

1,700 

40 

2,200 

1 

2,400 

£0 

Cause. 


Collision  at  crossing  at  2  a.  m .  Crossing  not  equipped 
with  fixed  signals.  Passenger  train,  having 
stopped  200  feet  from  crossing,  was  started  forward 
ana  ran  Into  side  of  freight  train,  the  engineman 
not  seeing  the  freight  cars. 

Collision  occurred  in  yard.  Engineman  of  empty 
engine  neKligent.    One  passenger  killed. 

Engine  backing  onto  sidetrack  bumped  standing 
cars,  which  ran  out  on  main  track  and  collided  with 
another  train.  Conductor  and  brakeman  applied 
hand  brakes,  but  were  unable  to  prevent  collision. 
One  passen&:er  killed. 

Passenger  tram  standing  at  station  run  Into  at  rear 
by  following  freight;  passenger  brakeman  neg- 
lected  flagging;  freight  was  running  at  excessive 
speed.    Four  passengers  killed. 

Two  trains  had  oeen  coupled  together  to  get  over  a 
hill;  were  separated  at  tne  summit.  Leading  train 
had  among  its  cars  a  dead  engine,  and  by  this  oper- 
ator at  next  station  was  deceived.  He  thought  that 
there  were  2  trains,  and  thereupon  authorued  the 
station  in  the  rear  to  send  on  another  train. 
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Table  2a. — Catues  of  thirty-four  promintnt  train  oocufeTiU— Continued. 

COLLISIONS— Ck>ntini]ed. 


No.   Class. 


6 

7 
8 

9 
10 

11 
12 

13 
14 

Ifi 
16 
17 


18 
19 


20 
21 


22 


23 
24 

25 


96 


B 
B 

B 
B 

B 
B 

B 
B 

B 


B 


R 
B 


B 
B 


B 


B 
B 


Kind  off  tnln. 


Fand  F. 

Fand  F. 
FandF. 

Fand  P. 
FandF. 

PandP. 
PandF. 

Fand  F. 
F  and  F. 

PandF. 
FandF. 
FandF. 


FandF. 
Pand  F. 


FandF, 
PandF. 


FandF, 


Fand  F. 
PandP. 

PandF. 


FaadP. 


Total,  ooUlskms. 


3 


0 
0 

1 

7 

2 
0 

2 
2 


0 
1 


4 

1 


1 
8 


48 


3 

7 

16 
11 

11 
26 

4 
6 


8 

7 


3 
47 


4 

27 


2,836 

3,162 
3,730 

4,068 
4,616 

6,076 
7,314 

8,000 
8,300 

0,000 

9,600 

10,000 


10,200 
11,020 


12,148 
12,660 


14,700 


15,200 
20,000 

21,145 


218 


24^700 


226,827 


3 


10 


32 
66 


81 


8 
38 


38 


16 


63 


27 
6 


37 
62 


40a 


84 
24 


80 


Standing  train  not  protected  bv  red  signal;  was  nm 
Into  by  a  train  wnich  was  not  pnqpeny  controlled. 
One  dxover  killed. 

Operator  aooepted  order  after  train  had  left.  (Sea 
note  in  text  oelow.) 

Operator,  bavine  two  orders,  one  Fonn  19,  one  Fonn 
31,  delivered  Form  19  only.  Operator  In  servloe  at 
this  place  one  week;  bad  had  ton  yean*  experience 
elsewhere. 

Freight  train  ran  out  of  aiding  beeaoae  not  andaroao> 
trol.    (See  note  in  text  below.) 

Conductor  and  englneman  of  fteight  held  an  order  to 
nin  one  hour  and  thirty  minates  lato:  floreot  the 
order  and  ran  one  hour  and  fifteen  minates  latau 
Six  caroenters  and  one  brakeman  killed. 

Misreading  of  dlspatoher's  order.  (See  note  in  text 
below.) 

Failure  to  observe  wait  order;  conductor  and  engine- 
man  both  apparently  forgot  that  the  ocder  had  been 
delivered  to  them. 

Failure  to  observe  wait  order  and  fUlnre  of  infBrlor 
train  to  dear  time  of  superior  fiva  minutea. 

Conductor  accepted  orders  from  operator  and  i^ 
celpted  for  them,  yet  left  teem  in  the  office  and 
moved  his  train  regardless  of  their  instructions. 

Conductor  and  englneman,  having  an  order  that  the 
second  section  of  a  train  would  be  one  hour  latSL 
carelessly  assumed  that  both  the  first  and  aeeono 
sections  would  be  that  much  lato. 

Train  backing  In  on  siding  pushed  boarding  can  oat 
on  main  line;  these  ran  2^  miles  uncontrolled  and 
collided  with  work  train;  wreck  took  fire  and  waa 
burned  up. 

Conductor  and  englneman  misread  or  assomed  name 
of  stetlon  in  telegraphic  order;  order  was  plainly 
written  and  the  two  names  were  utterly  unlike. 

Failure  to  flag  when  backing  oat  of  siding. 

Conductor  and  englneman  saw  engine  606  standiiw 
on  sidetrack  and  mistook  it  for  engine  602,  whra 
they  were  to  meet. 

Entire  crew  of  northbound  train  forgot  or  Ignored 
schedule  of  southbound. 

Freight  encroached  on  time  of  passenger  train.  En- 
glneman disregarded  schedule  of  paasencer  t 
It  was  Christmas  day  and  his  Ignmlng  or  the  _ 
senger  train  was  due  to  his  mwtakwn  imprassloa 
that  the  day  was  Sunday,  on  which  that  paiwniigei 
train  did  not  run. 

Operator  reported  that  an  extra  train  had  paved 
when  in  fact  it  had  not  arrived;  dispatcher  acted 
on  this  misinformation. 

Englneman  forgot  order.    (See  note  In  text  bdow.) 

Englneman  disregarded  time  IntBrral.    Eigbt 
seneers  killed.    (See  note  in  text  below.) 

Frelgnt  train,  delayed  while  entering  sidetrack, 
croaohed  on  time  of  following  passenger  tn_ 
Report  indicates  that  this  freight  had  left  last  pro- 
oeclng  stoUon  when  there  waa  not  soffldent  tnae; 
so  that  the  delay  at  the  sidetrack  waa  not  the  only 
oontribntinff  caose  of  the  collWaii. 

Runaway;  nusmanaeament  of  air  hrakea  on  TMoot 
descending  grade,  rllne  employees  in  work  tnln; 
killed. 


[NOTB.—R  stands  for  rear  odllalon:  B,  butting  collision;  M,  miscellaneous  collisions;  D.  denOinani; 
P,  pasusnger  train;  F,  firelght  and  mlsceUaneoas  trains.] 
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Tablb  2a. — Causes  of  thirty'/tmr  promiTUTU  train  acddenU — Continued. 

DERAILMENTS. 


No. 


Cbw. 


2 
3 

4 

5 
6 

7 

8 


D 
D 
D 

D 
D 

D 

D 


Kind  of  tnln. 


F 

P 
F 
P 

P 
F 

F 

P 


Total,  denilments ... 

CoIIlsioiu  and  derall- 
munts. 


•s 


1 
1 

15 

0 
2 

0 

0 


21 


13 

6 

0 

15 

13 
0 

0 

25 


72 


09 


290 


II 


C9 

Q 


flS 


$250 

2,300 
2,500 
5,000 

5,644 
6,000 

6,990 

11,964 


40,678 


266,505 


20 

66 
63 

18 

21 
22 

68 

19 


Cause. 


Caboose  occupied  by  track  laborers  overturned  by 
wind. 

Misplaced  switch. 

Broken  flange.    One  passenger  killed. 

Track  destroyed  or  weakened  by  flra.  (See  note  in 
text  below.) 

Rail  maliciously  removed. 

Switch  maliciously  misplaced.  Engineman  and  fire* 
man  killed. 

Log  on  car  projected  and  struck  and  demolished 
bridge;  bridge  and  9  cars  fell  to  river. 

Trestle  bridge  weakened  by  fire.  Eneineman  saw 
smoke  a  haif  mile  away  but  misjudged  its  location. 
Superintendent  apparently  does  not  blame  en- 
gineman. but  the  track  dejmrtment  is  held  blame- 
worthy for  not  having  burned  weeds  and  grass  to 
safeguard  bridge  against  fire. 


Derailment  No.  4,  causing  the  death  of  15  persons,  occurred  near 
Metz,  Mich.,  on  the  Detroit  and  Mackinac  Railway,  October  15,  in 
the  midst  of  extensive  forest  fires,  and  its  immediate  cause  was  the 
distortion  of  the  track  by  the  heat  from  a  pile  of  burning  sleepers, 
which  lay  near  the  track.  The  train,  consisting  of  an  engine  and  6 
freight  cars,  had  been  made  up  hastily  to  carry  to  a  place  of  safety 
the  inhabitants  of  a  small  village  (Metz),  this  being  the  only  chance 
of  saving  their  lives.  The  atmosphere  was  filled  with  smoke  so  dense 
that  the  engineman  could  not  see  far  ahead,  and  there  was  great 
danger;  but  it  was  impossible  to  go  in  the  other  direction,  and  it 
would  have  been  fatal  to  remain  at  Metz.  The  refugees,  numbering 
about  75,  were  in  a  steel  gondola  car.  When  the  engine  was  derailed, 
about  li  miles  from  Metz,  in  consequence  of  the  weakness  or  dis- 
placement of  the  track,  the  cars,  of  course,  could  not  be  moved  far- 
ther, and  thus  were  left  close  to  the  burning  sleepers  and  at  the  mercy 
of  the  flames;  and  12  persons  in  the  gondola  car,  unable  to  escape, 
were  burned  to  death.  One  man,  riding  on  the  engine,  escaped  from 
the  engine,  but  was  burned  to  death  on  the  ground  a  few  feet  away. 
Two  trainmen  were  killed,  and  the  list  of  injured  persons  includes 
13  refugees  and  2  trainmen.  One  of  these  latter.  Conductor  John 
Kinville,  was  severely  burned  in  trying  to  save  some  of  the  persons 
in  the  gondola  car.  In  the  accident  record  these  victims,  except 
those  who  were  employees  of  the  railroad,  are  classed  as  passengers; 
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but  in  view  of  the  peculiar  circumstances  of  the  case  this  note  is 
added  to  explain  that  the  deaths  and  injuries  do  not  come  within  the 
ordinary  classification.  It  does  not  seem  proper,  however,  to  class 
the  refugees  as  trespassers,  and,  therefore,  the  compiler  has  not  felt 
at  liberty  to  exclude  the  figures  from  the  record. 

CoUision  No.  24,  kilUng  8  and  injuring  27  passengers,  was  due  to 
disregard  of  the  10-minute  time-interval  rule.  Both  trains  were 
passenger  trains,  southbound,  one  due  to  leave  S  at  7  a.  m.  and  the 
other  at  7:30  a.  m.  The  latter  train  came  on  to  the  main  line  from 
a  branch  at  this  point.  The  leading  train  was  30  minutes  late 
leaving  S.  The  second  train  was  recorded  by  its  conductor  as  leaving 
S  at  7:30,  which  was  exactly  the  time  that  the  leading  train  left;  but 
from  testimony  given  befoiie  a  coroner  it  appears  that  the  actual  time 
of  departure  was  7:35,  making  an  interval  of  5  minutes  between  the 
two  trains.  The  rule  requires  that  this  time  interval  shall  be  10 
minutes.  The  junction  being  a  registering  station,  the  station  agent 
or  operator  was  not  required  to  hold  the  second  train  to  keep  it  10 
minutes  behind  the  first,  but  this  duty  rested  on  the  conductor  and 
engineman,  who  were  required  always  to  examine  the  train  register 
before  leaving  jimctions. 

The  coUision  occurred  at  L,  which  is  17i  miles  south  of  S.  Accord- 
ing to  the  men  on  the  leading  train,  it  occurred  at  8  a.  m.,  indicating 
that  this  train  had  run  about  7  minutes  faster  than  its  schedule. 
According  to  the  men  on  the  other  train,  it  occurred  at  8:04  a.  m. 
The  leading  train  had  made  two  stops  of  30  seconds  each  for  passen- 
gers; had  stopped  to  open  and  close  a  switch  at  a  station,  and  had 
reduced  speed  to  about  10  miles  an  hour  at  one  other  point.  It  had 
started  from  L  and  was  moving  about  10  miles  an  hour  when  the 
collision  occiured. 

The  second  train  was  warned  twice  by  drawbridge  tenders  of  its 
proximity  to  the  leading  train,  but  the  report  says  that  the  engine- 
man  inquired  of  the  draw  tender  why  he  was  stopped,  and,  on  being 
informed,  replied  with  derisive  remarks;  and  he  passed  the  draw- 
bridge without  having  received  the  proceed  signal.  The  report  says 
that  this  reckless  conduct  on  the  part  of  the  engineman  of  the  second 
train  was  repeated  at  the  second  drawbridge,  and  that  the  train  was 
nmning  at  a  high  speed  when  it  struck  the  leading  train.  Its  engine 
crushed  3  cars  of  the  leading  train  and  damaged  a  fourth,  and  did 
not  stop  until  it  had  nm  635  feet  beyond  the  point  where  it  first 
struck.  There  was  a  dense  fog  at  the  time,  making  it  impossible  to  see 
more  than  about  500  feet.  The  engineman  says  that  he  saw  the  pre- 
ceding train  about  500  feet  before  he  reached  it,  but  it  is  believed  by 
the  officers  that  he  did  not  see  it  until  his  engine  struck  it.  The 
evidence  of  two  witnesses,  one  at  L  and  one  some  distance  back,  is 
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quoted  to  show  that  the  engineman  was  not  keeping  a  good  lookout. 
He  was  facing  backward,  and  apparently  talking  with  another 
engineman  who  was  riding  in  the  cab. '  The  brakes  of  both  trains 
were  set  automatically  as  soon  as  the  collision  occurred,  rupturing 
the  air  pipes;  but  in  spite  of  this  the  distance  run  was  635  feet,  as 
before  stated. 

The  schedule  time  of  the  second  train  from  S  to  L,  about  29  minutes, 
was  8  minutes  less  than  that  of  the  leading  train. 

Collison  No.  7,  occurring  about  2  a.  m.,  was  due  to  misinformation 
given  to  the  dispatcher  by  the  operator  at  A.  A  freight  train  with 
2  engines  arrived  at  A  at  1:20  a.  m.,  and  the  operator,  fl-aaiiTning  that 
the  helping  engine  was  the  regular  engine  of  the  train,  made  a  mis- 
take in  reporting  the  nmnbers — the  train  being  an  extra  freight,  and 
trains  being  identified  by  the  number  of  the  engine — and  continued 
to  assert  to  the  dispatcher  that  the  regular  engine  of  the  train — that  is, 
the  train  itself — had  not  arrived.  Accepting  this  information,  the 
dispatcher  gave  the  right  to  the  road  to  a  train  coming  from  the  oppo- 
site direction.  The  operator  in  this  case  was  18  years  old  and  had 
been  in  the  service  only  1  month.  The  dispatcher  was  21  years  old. 
He  had  been  a  dispatcher  for  about  6  months  and  an  operator  4  years. 

Collision  No.  9  was  between  a  southboimd  passenger  train  and  a 
northbound  local  freight  train.  It  occurred  at  6:35  p.  m.,  November 
13.  The  freight  train  had  entered  the  side  track  at  the  station  to 
make  way  for  the  passenger  train,  but  in  consequence  of  the  engine 
not  being  properly  controlled  the  train  ran  through  the  side  track  and 
out  upon  the  main  line  at  the  north  end,  and  the  collision  occurred 
about  400  feet  north  of  the  north  switch.  The  freight  was  to  stop 
at  that  station  long  enough  for  the  trainmen  to  eat  supper,  and  the 
engineman  had  got  off  the  engine  a  little  distance  short  of  the  station, 
to  go  to  a  hotel.  According  to  the  testimony  of  this  engineman  the 
engiiie  (moving)  was  left  in  charge  of  the  fireman,  but  the  fireman 
denies  having  received  instruction  to  that  effect,  and  he  was  on  the 
front  of  the  engine,  covering  the  headlight,  and  therefore  did  not 
shut  off  steam  or  apply  the  brakes.  The  headlight  being  covered, 
the  engineman  of  the  passenger  train  did  not  see  that  the  main  track 
was  obstructed  imtil  he  was  almost  at  the  point  of  collision.  The 
conductor  of  the  freight  train  was  also  held  at  fault  for  allowing  the 
train  to  move  so  far  after  it  had  entered  the  side  track. 

Collision  No.  1 1  was  due  to  a  mistake  of  an  engineman  in  reading 
a  telegraphic  order.  This  engineman,  running  southbound  train 
No.  3,  went  past  the  appointed  meeting  station  at  full  speed,  having 
imaccotmtably  taken  the  order  to  mean  the  next  station  south,  the 
two  names  beginning  with  the  same  letter.  The  conductor  had 
neglected  to  require  the  engineman  to  read  the  order  aloud  in  his 
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presence.  The  conductor  had  read  the  order  to  the  baggageman, 
but  the  baggageman  appears  to  have  taken  no  pains  to  keep  the 
meeting  place  in  mind,  as  the  train  passed  that  station  without  his 
knowing  it. 

The  collision  occurred  2^  miles  beyond  the  appointed  meeting 
place.  The  northbound  train,  No.  4,  was  running  faster  than  its 
schedule,  the  dispatcher  having  ordered  it  to  reach  the  meeting 
point,  if  possible,  5  minutes  ahead  of  its  schedule  time.  For  giving 
this  order  the  dispatcher  is  blamed.  All  of  the  men  at  fault  have 
been  in  the  service  several  years,  with  good  records,  except  the 
baggageman,  who  had  been  in  the  service  only  1  year. 

Collision  No.  23  was  caused  by  the  engineman  of  the  southboimd 
train  disregarding  a  meeting  order  and  running  1^  miles  beyond  the 
station  where  he  should  have  met  the  northboimd  train.  The  engine- 
man  and  conductor  had  both  read  the  order,  and  the  conductor,  the 
flagman,  and  the  fireman  testify  that  they  understood  the  meeting 
point  to  be  as  it  was  written  in  the  order;  but  the  engineman, 
although  he  received  the  order  and  read  it  with  the  others,  got  the 
impression,  in  some  way,  that  it  named  another  station  farther  on. 
The  fact  that  the  train  was  running  beyond  the  meeting  point  was 
first  discovered  by  the  flagman.  The  testimony  of  the  conductor 
concerning  his  endeavors  to  stop  the  train  is  confused;  but  at  any 
rate  he  did  not  succeed  in  reducing  the  speed  materially  before  the 
collision  occurred.  Both  trains  were  running  at  about  30  miles  an 
hour  when  they  struck  each  other. 
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Tablb  3. — OstiMa  ofaoMenU  to  emplajfeea  in  eoupling  and  uneoupHng  eon. 


I 


9 
OQ 


1 
2 
3 

4 
6 
6 

7 

8 

0 
10 

U 
12 

13 
14 

15 

16 
17 
18 
19 
20 

21 

22 
23 
24 
25 

26 
27 
28 


Adjusting  coupler  with  foot 

Adjusting  coupler,  can  accidentally  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  brokeOr  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance  on 
curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  ajipUance  be- 
cause of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fin^rs  or  hand  caught  between  uncoupling  lever  and 
body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever  not 
in  working  order 

Foot  caught  In  ftog,  switch,  or  guard  rail 

Opening  or  dosing  knuckle  when  cais  were  near  to- 
gether, miscalculated  speed 

Opening  knuckle  when  can  were  near  together,  engine 
accidentally  started. 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot. 

Opening  knuckle,  lost  footing 


Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to  slack 
running  in 

Causht  by  unexpected  movement  of  car,  due  to  mis- 
take or  misunaerstanding  in  giving  hand  signals 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unneoesrarlly  and  oontnry  to  rule. 

Hand  caught  between  projecting  load  and  end  of  next 


No  witness  (fatal  ix^ury). 

Other  causes 

Unexplained 


Total. 


Train- 
men. 


2 

2 
2 

1 

1 


1 
2 


16 


21 
8 
6 
1 
8 
6 


41 

4 

12 

4 

18 

2 
6 
8 
0 
1 

21 

4 

3 

7 

16 


7 
1 


207 


Tialnmen 
in  yards. 


1 
2 


8 


11 


10 
8 
2 

4 
2 
3 


80 
10 

16 
2 

15 

4 
8 
1 
1 
2 

10 

1 

3 

2 

10 


5 
2 


Yard 

trainmen 

(switching 


crews). 


8 


1 

<  •  •  < 

.1 


2 
2 

8 


144     16 


23 

12 

4 

4 

2 

12 


8 

65 

6 

29 
5 

15 

7 

7 

12 

15 

6 

20 

7 
23 

4 
11 

1 
1 
6 

4 


Other  em- 
ployees. 


307 


1 
2 
1 

1 


1 
1 


2 
8 


1 

i 


1 


Details  of  injuries  included  in  Table  S,  mbdasB  t7. 

0. 1.  Foot  caught  between  plank  and  brake  beam. 

0. 2.  Stepped  on  broken  bottle. 

O.  8.  Struck  by  lever. 

0. 4.  Piece  of  scantling  fell  from  top  of  car. 

0. 5.  Struck  head  against  side  of  car. 

0. 6w  Shaker  lever  fell  from  tank  of  engioa 

O.  7.  Piece  of  coal  fell  from  car. 

0. 8.  Air  hose  flew  up. 

N.  1.  Olove  caught  on  knuckle. 

N.  2.  Opening  knuckle,  caught  hand. 

N.  3.  Lump  of  coal  fell  off  car. 

N.  4.  Struck  hand  against  angle  cock. 

N.  5.  Struck  in  face  by  lever. 

K.  6.  Struck  by  air  hose. 

N.  7.  Struck  by  end  sill  of  car. 

D.  1.  Struck  in  eye  by  piece  of  iron  broken  off  drawtiuri 

D.  2.  Coat  sleeve  causht  on  bolt 

D.  3.  Lump  of  coal  fell  off  tank. 
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Table  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  eon. 


Injuries. 

Train- 
men. 

Train- 
men in 
yards. 

Yard 
train- 
men. 

Othtf 

em- 

ployesB. 

Loss  of  feet... 

3 
1 
2 

1 

4 
3 

3 

1 
2 

1 

Loss  of  legs 

Loss  of  arms 

1 
2 
8 
2 

Loss  of  hands 

Loss  of  fingers 

12 

1 

3 

3 

3 

7 

20 

21 

5 

6 

11 

26 

67 

1 

Loss  of  toes 

1 

Fractured  leg 

Fractured  arm 

4 

1 

6 

10 

13 

6 

4 

8 

33 

40 

1 

4 

2 

4 

3 
12 

8 

£ 

9 
19 
\& 
41 
84 

4 

6 
20 

8 

1 

Fractured  collar  bone  or  ribs 

1 

Fractured  other  bones 

1 

Con  tusion  of  head  or  body 

4 

Contusion  or  laceration  of  feet  .        .  ^ 

Contusion  or  laceration  of  toes 

1 

Contusion  or  laceration  of  lees 

3 

Contusion  or  laceration  of  arms r..rr,.,^ 

Contusion  or  laceration  of  hands 

2 

Contusion  or  laceration  of  flnsers , ,  r  -  ^  r , . . ,  r  r . » 

1 

Dislocation 

1 

4 
7 
6 

1 

8prains ^-..^ 

207 
16 

144 
11 

307 
16 

18 

iriiM         ^ 

I 

Total  killed  and  injured 

223 

155 

323 

19 

RECAPITULATION. 

Total  killed 44 

Total  injured 67* 

Total  killed  and  injured 730 

Table  4. — Causes  of  accidents  to  employees  classified  {C6  and  C7)  as  falling  from  and 

getting  on  or  off  cars  and  engines. 


Sub- 
class. 


r 

1 

2 

3 

4 

C6 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

C7 

16 

17 

lis 

Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  in  subclass  3 

While  setting  brakes 

Fell  f  rom— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,or  cars  (all  kinds)  not  in  motion. 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  fr9m  engines  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective  hand- 
holds and  sill  steps 

Getting  on  or  off  movine  engine 

Caught  in  frog,  guard  rail,  or  switch 


Train- 
men. 


3 


1 
1 

2 
4 

8 
2 


10 

19 

6 

4 


Total. 


5 

5 

20 

66 
42 

6 
43 

122 
11 
70 

179 
52 

102 

133 

44 

37 

166 

6 


Trainmen 
in  yards. 


Q 


3 


1 
2 
3 


2 
1 
3 
4 


3 
4 

8 

22 
30 

5 
19 
72 

1 
40 
58 
16 
47 


13 

21 

119 

3 


Gl  :1,109  ,  26 


567 


Yard 

trainmen 

(switch- 

ixig  crews) 


a 


2 
4 


3 
1 

6 
8 
1 


1 


7 
8 
7 

60 
64 

2 

14 

43 

2 

27 

202 
52 
75 

106 

11 


56 
5  135 
1  2 


33 


873 


Other 

employ- 

ef&. 


^ 


i 

3 


C     'S 


I 
1 

3 

'2 
S 
3 

e 
1 


7 ; 


28 


12 
2 

S 
19 
15 

3 
67 

m 

16 
43 
47 


4 

34 

1 

333 
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[PuBUO— No.  171.] 

AN  ACT  RequiilDg  oomxnoii  oarriers  engaged  in  Interstate  oommeroe  to  make  full  reports  of  all  accidents 

to  the  Interstate  Commerce  Commission. 

Be  U  enacted  by  the  Senate  and  HatLee  of  Repreeentatives  of  the  United  States  of  America 
in  Congress  assembled.  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  en^ed  in  interstate  commerce  by 
railroad  to  m^e  to  the  Interstate  Commerce  Comnussion,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  wnere 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
mav  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  auty,  which  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumistances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  o| 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  tne  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SPECIAL  INFORMATION  CONTAINED  IN  PBECEDING  BULLETINS,  a 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see 
l^ble  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  Tne  most  serious 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A), 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quarter 
ending  June  30  contains,  in  acldition  to  the  quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  17  records  one  collision,  killing  6  and  injuring  35  persons,  and  one  derail- 
ment, killing  15  and  injuring  28.  The  collision,  occurring  at  1  a.  m.,  was  due  to 
gross  negligence  on  the  part  of  the  men  in  charge  of  a  freight  train.  The  derail- 
ment was  due  to  an  open  draw.  The  drawbridge  was  not  provided  with  inter- 
locked signals  and  the  engineman  was  not  adequately  acquainted  with  the  line 
of  the  road.  A  collision  and  a  derailment  are  reported  which  were  due  to  the  lack 
of  suitable  detector  bars  at  switches,  and  a  collision  which  was  due  to  failure  of 
''controlled  manual "  block  si^al  working. 

Bulletin  No.  18  shows  total  casualties  much  la^er  than  in  the  preceding  quarters,  due 
largely,  no  doubt,  to  an  enormous  increase  in  traffic.  Many  accidents  are  reported 
in  which  the  men  had  been  on  duty  excessively  long  hours.  One  collision,  killing 
17  persons,  was  due  to  the  error  of  an  engineman  of  five  months'  experience,  who 
zan  past  five  warning  signals.  Another  collision,  killing  10  persons,  was  due  to 
the  failure  of  the  men  in  charge  of  a  freight  train  to  identify  opposing  passenger 
trains.  One  derailment  of  a  passenger  train,  killing  13  persons,  was  reported  as 
due  to  some  cause  that  could  not  be  discovered. 

Bulletin  No.  19  is  like  Bulletin  18  in  showing  a  large  number  of  casualties.  One  but- 
ting collision,  due  to  failure  of  train  dispatching,  caused  34  deaths  and  24  injuries 
ana  $50,000  damages,  besides  the  damages  for  deaths  and  injuries  of  persons.  One 
collision  was  due  to  the  negligence  of  men  who  had  been  worked  flagrantly  long 
hours.  Particulars  are  given  of  a  number  of  collisions  due  to  complicated  ana 
unusual  causes. 


a  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17. 
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Bulletin  No.  20  shows  total  deaths  greater  than  in  the  corresponding  quarter  of  the 
previous  year,  but  the  number  of  passengers  and  emplovees  killed  in  train  acci- 
dents was  considerably  smaller.  The  moet  serious  accident  in  this  bulletin  was 
a  butting  collision  of  passenger  trains,  due  to  misinterpretation  of  a  diBpatcher'e 
order  by  a  pilot;  10  persons  killed,  38  injured.  One  derailment,  unexplained, 
train  running  slowly,  caused  9  deaths  and  18  injuries. 

Bulletin  No.  21  contains  the  record  of  only  one  train  accident — a  collision — ^in  which 
more  than  10  persons  were  killed,  but  the  total  of  casualties  of  all  claases  are  large, 
no  imfjrovement  being  shown  over  preceding  Quarters.  Number  of  passengets 
killed  in  train  accidents,  52.  One  collision,  killing  17  and  injuring  56,  was  due 
to  confusion  of  telegraphic  orders;  one  derailment,  killing  9  and  injuring  43, 
was  at  a  misplaced  switch,  and  another,  killing  7  and  injuring  40,  was  due  to 
excessive  speed. 

Bulletin  No.  22  shows  180  passengers  killed  in  train  accidents-*-a  number  Ui^  than 
that  in  any  other  bulletin  except  No.  13.  One  rear  collision  in  the  District  of 
Columbia  caused  the  death  of  43  passengers  and  the  injury  of  63.  A  butting  col- 
lision killed  43  persons  and  injured  155,  the  bodies  of  the  killed  being  consumed 
by  fire.  In  the  derailment  of  a  passenger  train  at  a  drawbridge  57  persons  were 
killed  and  36  injured. 

Bulletin  No.  23  shows  126  passengers  killed  in  train  accidents.  It  contains  the  record 
of  two  collisions,  killing  41  persons,  and  two  derailments,  killing  the  same  number. 
The  number  of  employees  Killed  in  coupling  accidents  is  25  per  cent  less  than  in 
the  last  preceding  quarter. 

Bulletin  No.  24,  though  representing  that  (|uarter  of  the  year  which  is  usually  the 
lightest  in  traffic,  showed  all  of  the  principal  totals  oi  casualties  laiger  than  in 
the  same  Quarter  of  the  year  preceding,  and  the  number  of  passengers  killed  in 
train  accidents  was  very  much  larger.  One  derailment  kiUed  33  persons  and 
one  collision  8.  The  tables  for  the  year  ending  June  30,  1907,  showed  heavy 
increases  in  all  items  except  accidents  in  car  coupling  and  from  striking  against 
overhead  obstructions,  and  the  number  of  passengers  killed  and  injured  in  col- 
lisions and  derailments  showed  an  alarming  increase,  the  number  of  killed  in 
this  class  being  17  per  cent  higher  than  the  very  lane  total  reported  in  Uie  year 
ending  June  30,  1905.  A  condensed  list  is  given  of  10  prominent  accidents  in 
the  year  ending  June  30, 1907,  to  which  are  cnarged  an  aggr^ate  of  ^1  deaths. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  thi^  collisions  and  one 
derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  passen- 
gers killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a  Islt^ 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  dis- 
patcher's order,  and  another  to  a  mistake  in  sending  or  receiving  the  oraer. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding 
quarters,  a  large  falling  off  in  railroad  traflic  having  taken  place.  Tne  list  m 
'prominent"  train  accidents  includes  only  three  cases  which  may  be  classed  as 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties,  incident  to  the  lazi^ 
falling  off  in  railroad  traffic.  The  number  of  passengeiB  and  employees  killed  m 
train  accidents  (125)  is  the  smallest  since  the  monthly  rec(n!d8  were  estabhshed. 
The  most  fatal  accidfent  in  this  quarter  was  a  collision  at  a  street  crossing,  where  8 
passengers  in  an  electric  car  were  killed. 

Bulletin  No.  28  recorded  the  smallest  number  of  passengers  killed  in  train  accidents 
(13^  ever  reported  in  the  quarterly  records.  The  total  of  passengers  and  esnployeee 
failed  in  train  accidents  (112)  was  13  less  than  the  previous  low  record  (125,  Bul- 
letin 27).  Of  the  13  passen^rs  killed  in  train  accidents,  7  were  victims  of  a 
butting  collision  on  an  electric  railroad. 

Bulletin  no.  29  showed  totals  far  smaller  than  the  corresponding  quarter  one  year 

Srevious.  but  the  diminution  in  the  number  of  casualties,  which  had  continued 
uring  tne  ^ear  of  depression,  seemed  to  have  been  checked.    The  number  of 
passengers  lalled  in  train  acciaents  was  53,  and  there  were  8  notable  collisions. 
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RAILROAD  ACCIDENTS 

IN  THE  UNITED   STATES  DURING  THE  THREE  MONTHS 

ENDING  MARCH  31,  1909. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  January,  February,  and  March,  1909,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interstate  Commerce  Commission 
under  the  '' accident  law"  of  March  3,  1901,  was  177,  and  of  injured 
2,618.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work  and  by  passengers  in  getting  on  or  off  the  cars, 
etc.,  bring  the  total  number  of  casualties  up  to  15,785  (663  killed 
and  15,122  injured).  Accidents  to  employees  resulting  in  slight  in- 
juries which  do  not  prevent  the  injured  employee  from  performing 
his  accustomed  service  for  more  than  three  days  in  the  aggregate 
during  the  ten  days  inmiediately  following  the  accident  are  not  re- 
ported. These  reports  deal  only  with  employees  on  duty  and  pas- 
sengers. The  casualties  to  passengers  have  been  divided  into  three 
classes:  Class  a  includes  all  ordinary  passengers;  class  b  includes 
passengers  traveUng  on  freight  trains;  and  class  bb  includes  persons 
who  are  customarily  carried  on  trains  under  special  arrangements, 
such  as  postal  clerks,  express  messengers,  employees  on  Pullman  cars, 
newsboys,  live-stock  tenders,  and  men  in  charge  of  freight.  The 
reported  accidents  are  classified  in  the  following  table: 

Tablb  No.  1. — CasiuUties  to  penoTUy  January ,  February ^  and  March,  1909, 


Causes. 

Passengers 
(a  and  6). 

Persons 
carried  un- 
der agree- 
ment or 
contract 
(W). 

• 

Total 

(a,  6,  and 

»). 

Trainmen. 

Trainmen 
in  yards. 

• 

i 

9 

•  ■  •  • 

• 

■5* 

•-4 

• 

1 

• 

1 

i 

\< 

38 
40 

10 

t 
t 

• 

1 

1 
f 

CollMons 

2? 

622 
625 

35 

82 

31 

704 
721 

39 

296 
230 

194 

11 

4 

3 

111 

Df^railmcDts ,.,-,,,,. 

6 

96 
4 

6 

29 

MisceUaiMous  train  accidents,  including  loco- 
DiotlTB  boiler  exniosions 

37 

28 

37 

Total  train  accidents 

1.2S2  ;    0 

182 

1,464 

88 

14 

9 

10 

42 
22 

720 

18 

8 

177 

C<Kipling  or  vncouplini^. 



161 

1,674 

112 

966 
214 

101 

Wbfle  doing  other  work  about  trains  or  while 
attfmdtfig  switches 

9 

8 

15 
19 

578 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

2 

2 

670 
609 

4ft 

Falling  from  can  or  engines  or  while  getting 
on  or  off 

28 
13 

41 

69 

652 

.... 

18 

28 

607 

Other  causM 

520      2 

80     15 

107 

43 

"sir 

Total  (other  than  train  accidents) 

1,174 

2 

107 

1,281 

97 

3,127 

54     1,338 

Totalr  all  classes 

2,406 

u 

289 

2,745 

1  183 

3,847 

72 

1,515 

v 
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Table  No.  1. — Casualties  to  persons^  January^  February^  and  liarch^  1909 — Continued. 


Causes. 

Yard  train- 
men (switch- 
ing crews). 

OthOT  em- 
ployees. 

Total  em- 
ployees. 

Total  prr^Mj* 
reported. 

1 

• 

3 

i 
1 

• 

t 

i 

3 

• 

1 

1 

s 

3 

Collisions 

13 
2 

1 

77 
19 

17 

8 
10 

73 
55 

16 

70 
56 

14 

557 
333 

264 

101 
62 

14 

1.261 

Derailments 

1.064 

Misoellaneous  train  accidents.  Including  loco- 
motive boiler  explosions 

3G3 

Total  train  accidents 

16 

113 

18 

144 

140 

1,154 

177 

3,618 

Coupling  or  uncoupling 

20 
1 

1 

26 
23 

257 

098 

69 

773 
101 

2 

5 

3 

20 
191 

16 

653 

14 

338 
3,940 

44 

24 

17 

103 
255 

585 

3,502 

240 

2,584 
4,362 

44 

24 

17 

131 
270 

53S 

While  doing  other  work  about  trains  or  while 
attending  switches 

3,502 

Coming  In  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

242 

Falling  from  cars  or  engines  or  while  getting 
on  or  off 

3.254 

Other  causes 

4,971 

Total  (other  than  train  accidents) 

71 

1,896 

221 

4,800 

443 

11,223 

486 

12,504 

Total ,  all  Rl||s;fM _ , . 

87 

2,011 

230 

5,004 

683 

12,877 

663 

15.122 

In  Bulletin  No.  27,  one  j^ear  ago,  every  important  item  showed 
marked  decreases  from  the  earlier  records  with  which  it  was  com- 
pared, the  depression  in  business  having  continued  six  months.  In 
some  items  the  present  record  continues  that  favorable  showing, 
though  it  covers  a  period  in  which  considerable  recovery  of  traffic 
had  been  accomplished.  The  comparisons  are  shown  in  the  table 
next  following.  The  present  list  of  passengers  killed  in  train  accidents 
is  swelled  by  one  notable  collision  (Table  No.  2a,  No.  13). 

Table  No.  la. — Comparisoiu  of  principal  items  with  last  buUetin  and  with  one  year 

back. 


1.  Passengers  killed  in  train  accidents 

2.  Passengers  killed,  all  causes 

3.  Employees  killed  in  train  accidents 

4.  Employees  killed  in  coupling 

b.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  all  causes 


Balletln31. 

Bulletin  30. 

37 

34 

80 

98 

140 

150 

44 

44 

583 

700 

663 

798 

BaUetln27. 


21 

72 

104 

44 

6£6 

7» 


The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  2,284  (1,042  collisions  and  1,242  derailments),  of 
which  168  collisions  and  145  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  (1,847,202.  Given  more  in  detaU,  these  facts  appear 
as  below: 


ACCIDENT  BULLETIN   NO.  31. 


Table  No.  2. — Collisions  and  derailments. 


Coniskms,  rear 

ColUskms,  butting 

CoIliBioiis,  train  separating 

CoUisltMis,  miscellaneous 

Total 

Derailments  due  to  defects  of  road  way ,  etc 

Derailments  due  to  deliects  of  equipment 

Derailments  due  to  necligenoe  of  trainmen,  signalmen,  etc 
Derailments  due  to  unforeseen  obstruction  of  track,  etc. . . 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 

Total  for  same  quarter  of  1906 

1907 


Number.        Loss 


197 

125 

70 

«60 


1,042 


260 

563 

82 

93 

11 

233 


1,242 


1191,111 

260,205 

22,806 

296,100 


772,222 


225,948 
430,466 

46,007 
140,261 

45,254 
185,044 


1,074,960 


2,284 
2,632 
3,991 


1,847,202 
1,977,419 
3,536,110 


KlUed. 


16 
54 

2 
29 


101 


Injured. 


347 

426 

20 

468 


1,261 


6 

3 

6 

17 

12 

18 


62 


453 

134 
75 
82 
74 

236 


1,054 


163 
114 
355 


2,315 
2,455 
4,459 


[Note.— Collisions  and  derailments  which  cause  no  death  or  personal  injury  and  which  cause  not  over 
il50  damage  to  the  property  of  the  railroad  are  not  reported.] 

Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest : 

Table  No.  2a. — Causes  of  29  prominent  train  accidents, 

[Note.— R  stands  for  rear  collision;  B,  butting  collision;  M,  miscellaneous  collisions;  D,  derailmi^nt;  P,  pas- 
senger train;  F,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


No.   Class. 


t 


3 

4 


B 


B 
B 


Fand  F. 


Fand  F. 


F  and  F. 
FandF. 


B     ,  F  and  F. 


B       PandF. 


§1 


X 


SI,  394 


1  I    2,925 


0       1  3,500 

I 
I 

1  !  4,106 

3  ,  4,565 

0     46  5,200 


54 


12 


46 
50 

51 


Cause. 


Order  delivered  by  dispatcher  at  his  own  office  to 
conductor  nve  wronc;  name  of  station  in  clause 
extending  the  right  of  the  train  and  thus  allowed 
train  to  encroach  on  right  of  opposing  train. 

Empty  eneine  ran  past  train  order  signal  Indicating 
stop.  This  was  a  new  signal  Just  put  in  serrioe; 
old  signal  had  not  been  taken  down;  eneineman 
and  fireman  in  charge  of  this  train  had  been  off 
duty  thirtv  days  and  so  were  not  acquainted  with 
situation;  out  the  change  of  signals  had  been  duly 
bulletined. 

Dispatcher,  in  service  of  this  road  eight  months,  gave 
order  to  Inferior  train  before  he  had  restricted  the 
superior.    Had  two  years  experience  elsewhere. 

Occurred  1  a.  m.  Operator  gave  clear  signal  when 
he  should  have  stopped  train  for  an  order  which  he 
held.  It  is  believed  that  the  operator  had  been 
asleep  and  on  awakening  gave  the  clear  signal  with- 
out due  reflection. 

Engineman  ran  past  meeting  station;  8.40  a.  m.; 
whole  crew  of  train  held  blameworthy  for  not  hav- 
ing been  attentive  to  all  conditions  approaching 
stations.    Engineman  was  asleep. 

Freight  train,  at  meeting  point,  encroached  on 
time  of  opposing  freight,  also  of  passenger  train; 
pasaenxer  train  also  disregarded  orders  by  ap- 
proachmg  station  not  under  control,  passing  sta- 
tion at  9.28,  though  it  had  been  ordered  to  wait  at 
that  point  for  freight  until  9.30. 


G 
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Table  No.  2a. — Causes  of  29  prominent  train  accidents — Continued. 

COLLISIONS— Continued. 


No. 

Class. 

7 

B 

8 

B 

9 

B 

10 

B 

11 

M 

12 

B 

13 

B 

14 

B 

15 

R 

1 

Kind  of  train. 


FandF. 


PandP. 
P  and  F. 


1 


2 


0 
0 


F  and  F. 
PandF. 


Fand  F. 


PandF. 


Pand  F. 
P  and  P. 


Total, 


1 

9 


6 


8 
27 


2 
4 


20    28 


1 
3 


14 
30 


40  .175 


•  -^  I 

da  tf 
boos  9 


$5,600 


7,500 
7,095 


8,200 
9,000 


8*2 

si 


28 


4 

7 


9 
31 


12,200 


17,910 


53 


21.250 
27,888 


139,233 


47 


Cause. 


Operator  23  yean  old,  in  serrioe  at  this  potnt  two 
weeks,  thou^  having  had  three  years'  ezperienoe 
elsewhere,  made  mistake  in  name  oi  statioa  In 
copying  dispatcher's  telegnphlc  order.  Bettered 
that  operator  repeated  the  order  to  dinatctaer  as 
coplea  and  Uiat  oispataoher  failed  to  notice  error. 

Englneman  of  westbound  train  forgot  part  of  order 
telling  him  to  take  siding  at  meeting  statloQ  and 
met  eastbound  train  on  main  line. 

Engineman  of  passenger  train,  in  reading  sctaedulc  d 
opposing  train,  took  the  time  against  wrong  sta- 
tion; conductor  had  trusted  to  his  memory  as  to 
the  time,  but  a  change  of  tm  minutes  had  been 
made  in  the  schedule  m  question,  and  the  eondoc> 
tor's  memorv  proved  deiective. 

Conductor  and  englneman  of  the  northbound  tzain 
neglected  to  check  register.  (See  note  in  text 
below.) 

Occurrea  at  2.50  a.  m.  Engine  standing  on  main 
track  near  station  struck  by  approaching  passen> 
ger  train.  Switch  toider  at  entrance  of  yard  had 
given  clear  slmal  to  approaching  passenger  train 
wrongfully.  Engineman  and  fireman  of  standing 
engine  also  held  olameworthy  for  not  having  seen 
that  they  were  properly  protected.  There  was  a 
fog  at  the  time. 

Operator  received  an  order  giving  a  train  right  ov«r 
train  64,  but  the  order  which  he  deliverod  named 
train  84.  It  appears  that  the  operator  did  not 
deliver  the  message  which  hehad  onginally  written. 
but  made  a  new  copy,  and  it  was  in  making  the  new 
copy  that  the  error  occurred. 

Westbound  passenger  train  ordered  to  wait  at "  D  '* 
until  9.55,  passed  about  9.45  and  collided  with  op- 
posing train  a  short  distance  beyond  station.  En- 
gineman's  explanation  is  that  he  thought  that  the 
order  gave  him  until  9.55  to  reach  the  next  staticm 
ahead;  the  conductor  did  not  take  suffidentiy 

grompt  measures  to  stop  the  train, 
ireading  of  instructions  and  false  clear  block  sig- 
nal.   (See  note  in  text  below.) 
Engineman  ran  past  distant  and  home  automatic 
block  signals;  also  disregarded  torpedo  warnings. 
(See  note  in  text  below.) 


DERAILMENTS. 


1 

2 

3 
4 

5 
6 


7 
8 
9 


10 


D 


p 

p 

n 

P 

D 

F 

p 

P 

p 

P 

p 

F 

p 

F 

p 

P 

D 

P 

0 

7 

S2,000 

66 

1 

5 

2,500 

42 

0 
0 

1 

10 
0 

2,900 

8,500 

1 

GO 
64 

1 

7 

9,500 

40 

6 

21 

9,871 

23 

0 
0 
3 

0 

0 

95 

1 

10,110 
10,730 
12,tJ00 

43 

19 
36 

1 

84 

13,000 

17, 

Switch  maliciously  misplaced  by  a  man  who  desire  1 
to  kill  the  fireman  of  the  train  in  question. 

One  passenger  killed;  cause  undiscovered;  speed,  18 
miles  an  hour. 

Tire  of  wheel  of  passenger  car  broken. 

Runaway  on  steep  grade,  resulting  in  derailment  at 
derailing  switch  at  Junction;  air  brakes  not  skill- 
fully managed. 

Switch  loose  oy  reason  of  loss  of  bolt;  believed  that 
the  bolt  was  maliciously  removed. 

Misplaced  switch  due  to  broken  switch  lever;  be- 
lieved lever  maliciously  broken;  derailed  train 
struck  employees'  sleeping  cars  on  side  track,  killing 
6  emplovees. 

Cause  undiscovered. 

Broken  wheel  flange;  100  feet  of  bridge  destroyed. 

Three  passengers  killed;  broken  fail;  weight  of  rail. 
85  pounds  per  jard;  no  flaw  in  rail;  speed  of  train. 
55  miles  an  hour. 

Loose  rail;  track  repairers  at  work  on  track  had  left 
rail  insecurely  spiked,  yet  did  not  signal  train  to 
reduce  speed. 
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Table  No.  2a. — Causes  ofi9  prominent  train  accwfent*— Continued. 

DERAILliENTS— Continued. 


No. 

Class. 

• 

Kind  of  train. 

1 

i 

Damage  to  en- 
gines, cars, 
and  road- 
ways. 

o 

r 
I 

Caiise. 

11 

D 

D 
D 

D 

F 

0      0 

914.435 

68 

Runaway  on  steep  grade  of  part  of  train  (38  cars) 
which  had  been  left  without  sufficient  hand  brakes 
set;  air  had  leaked  off;  train  had  broken  in  three 
parts  in  consequence  of  sudden  and  powerful  ap- 
plication of  air  brakes  due  to  a  lealcage  in  train 
pipe;  runaway  cars  were  started  by  unskillful 
working  in  attempt  to  reoouple  the  detached  parts 
of  the  train. 

Maliciously  mlspfaced  switch;  speed,  45  miles  an 
hour. 

LandAllde  in  cut.  20  feet  deep,  through  conglomerate 
gravel;  slope  i  to  1 ;  cut  never  gave  trouble  before; 
was  inspected  twelve  hours  previous  to  derailment, 
which  occurred  at  4  a.  m.;  four  cars  destroyed  by 
fire,  spread  by  escaping  illuminating  gas. 

Enormous  landslide:  work  train  buried. 

12 

p 

1 

37 

iT.ann 

39 
70 

22 

13 

p 

2 

! 

0  '  la.flnn 

14 

F 

4 

7( 

26,000 

Total 

19 

?!f»9 

159,046 

Ion  and  derjil- 

Lt. 

59 

CoUlsl 
mei 

444 

298,279 

Collision  No.  15,  causing  the  death  of  three  persons,  was  due  to  dis- 
regard of  automatic  block  signals  and  of  torpedoes,  which  had  been 
placed  on  the  rails  near  the  block  signal  and  which  gave  audible  warn- 
ing. The  collision  occurred  on  a  foggy  night.  The  second  section  of 
a  westbound  passenger  train,  following  the  first  section  of  the  same 
train,  ran  into  the  rear  of  the  first  section  while  it  was  at  rest  (having 
been  stopped  at  a  signal  station)  and  two  Pullman  cars  were  destroyed. 
Measuring  back  from  the  point  of  collision,  the  home  block  signal  was 
2,768  feet  distant,  550  feet  farther  east  were  the  torpedoes,  and  2,661 
feet  farther  was  the  distant  signal.  The  report  says  that  the  engine- 
man  heard  the  torpedoes.  The  fireman,  as  well  as  the  engineman,  is 
held  blameworthy,  the  rule  requiring  enginemen  and  firemen  to  call 
one  to  the  other  on  approaching  fixed  signals.  The  speed  of  the  train 
appears  not  to  have  been  slackened  by  the  engineman  at  all.  The 
experience  of  the  engineman  was  twenty-seven  years  and  of  the  fire- 
man six  years.  The  automatic  signals  had  been  properly  observed 
by  the  engineman  of  the  first  section  of  the  train;  also  by  the  engine- 
men  of  other  trains  not  long  before. 

Collision  No.  14,  a  butting  collision  between  a  passenger  train  and 
a  freight,  causing  the  death  of  1  trainman  and  the  injury  of  8 
passengers  and  6  trainmen,  appers  to  have  been  due  to  gross  negli- 
gence on  the  part  both  of  a  station  telegraph  operator  and  of  the 
men  in  charge  of  one  of  the  trains.  The  manual  block  system  was 
in  effect,  and  the  operator  was  at  fault  in  giving  the  signals,  while 
at  the  same  time  meeting  orders  had  been  issued  by  the  train  dis- 
patcher, which  orders  were  disregarded  by  the  conductor  and  engine- 
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man.  The  collision  was  between  train  24  southbound,  running  from 
M  to  S  and  H,  and  a  freight  train  northbound,  running  from  H  to  S 
and  M.  The  operator  at  S,  after  having  authorized  southbound 
train  24  to  leave  M,  gave  a  clear  signal  for  the  northbound  train  to 
leave  S  for  M,  and  the  trains  met  about  4  miles  north  of  S.  The  error 
of  the  conductor  and  engineman  consisted  in  reading  "No.  33"  when 
the  order  actually  read  "No.  32." 

Collision  No.  10  was  between  two  extra  freight  trains,  a  northbound 
and  a  southbound.  The  order  making  the  meeting  point  for  these 
trains  gave  the  number  of  the  engine  and  the  name  of  the  conductor 
of  each  train,  Conductor  D  for  the  northbound  and  Conductor  S  for 
the  southbound;  and  the  collision  was  due  to  the  wrongful  assump- 
tion by  Conductor  D  of  the  northbound  train  that  a  southbound  train 
which  he  met  at  the  appointed  meeting  station  was  that  of  Conduc- 
tor S,  whereas,  in  fact,  it  was  another  train.  This  assumption  by 
Conductor  D  was  based  on  his  knowledge  that  the  engine  which  he 
saw  was  one  which  had  been  used  by  Conductor  S  earlier  in  the  same 
day;  but  in  thus  assuming  the  conductor  neglected  his  plain  duty 
to  learn  the  actual  number  of  the  engine  in  order  to  see  that  it  cor- 
responded with  the  number  written  in  the  meeting  order.  Conductor 
D  then  gave  his  engineman  instructions  to  proceed.  This  was  con- 
trary to  the  rule,  under  which  the  conductor  and  engineman  should 
have  checked  the  register  at  the  station,  in  which  were  recorded  the 
arrivals  of  all  trains.  Both  trains  were  running  from  25  to  35  miles 
an  hour  at  the  moment  of  the  collision.  The  conductor  and  engine- 
man  at  fault  both  had  been  in  the  service  of  the  company  for  many 
years. 


ACCIDENT  BULLETIN   NO.  31. 
Table  No.  3. — Causes  of  accidents  to  employees  in  coupling  and  uncoupling  ears. 


00 


1 

2 
3 

4 
5 
6 

7 

8 

9 
10 

II 
12 

13 
14 

15 

16 
17 
18 
19 
30 

21 

22 
23 
24 
25 

26 
27 
28 


Causes. 


Adiasting  ooopler  with  foot 

Adjusting  ooapler,  cars  aoc  dentally  started 

Oareless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  Unk  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance  on 
curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance  be- 
cause of  uneven  track 

Coupling  or  onooapling  safety  chains 

Fingers  or  huid  caught  between  uncoupling  lever  and 
body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever  not 
in  working  order 

Foot  caught  in  frog,  swi tch,  or  guard  rail 

Opening  or  closing  knuckle  when  cars  were  near  to- 
gether, miscalculated  speed 

Opening  knuckle  when  cars  were  near  together,  en- 
gine accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot. 

Opening  knuckle,  lost  footing 

Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  track 

Caui^t  by  unexpected  movement  of  car,  due  to  slack 
running  in 

Caudit  by  unexpected  movement  of  car,  due  to  mis- 
take or  misunderstanding  In  giving  hand  signals 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to  rule. 

Hand  cau^t  between  projecting  load  and  end  of  next 
car 


Trainmen 


1 
3 


1 
2 


No  witness  (fatal  Injury). 

Other  causes 

Unexplained 


13 
4 
5 
2 
4 
3 

3 


32 
4 

12 
4 

15 

4 

2 
8 
6 
5 


4 
4 

3 
10 


2 
2 


Trainmen 
in  yards. 


I 


1 

3 


7 
2 
3 


3 

18 
2 

11 
2 

0 

1 
4 

5 
1 
1 

13 

4 

3 
3 
5 


Yard 
trainmen 
(switching 
crews). 


1 

3 


2 

1 


1 
2 

2 

i 


20 
6 
9 
2 
1 

12 


52 
0 

17 
2 

16 

1 
5 
11 
4 
5 

13 

5 
18 

9 
18 


8 
2 


Other  em- 
ployees. 


1 


Total 14 


161 


8  '    101     20  I    257 


1 
2 


1 

"i 

2 


1 
2 


2 
2 


16 


Details  of  injuries  included  in  Table  S,  subclass  t7, 

J.  1.  Hand  caught  while  adjusting  knuckle. 
J.  2.  Stepped  on  nail. 

J.  3.  Adjusting  coupler  and  glove  froze  to  knuckle. 
J.  4.  Coat  sleeve  caught  on  knucUe. 
J.  5.  Placed  foot  on  rail;  run  over  by  car. 
F.  1.  Struck  by  air  hose. 
F.  2.  Struck  by  air  hose. 
F.  3.  Burned  by  steam  from  steam  hose. 
F.  4.  Struck  by  air  hoee. 

F.  5.  Struck  by  lump  of  coal  which  fell  from  tender 
M.  1.  Stepped  In  hole. 
M.  2.  Fell  into  hole  left  by  section  men. 
M.  3.  Scalded  by  hot  water  from  steam  hose. 

M.  4.  Adjusting  coupler  with  piece  of  Iron;  as  cars  came  together  lost  hold  on  Iron  and  it  flew  up,  striking 
him. 
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Table  No.  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


RECAPITULATION. 


Total  klUed. 


Injuries. 

Train- 
men. 

Trainmen 
In  yards. 

Yard     Other  em- 
trainmen,  plojees. 

Loss  of  feet 

8 
2 

1 

1   

Loss  of  legs 

Lobs  of  arms 

5  : 

Loss  of  hands 

2 
9 
1 

4  1 

Loss  of  finders 

13                  2 

Loss  of  toes 

Fractured  slnill 

Fractured  leg 

2 

i 

Fractured  arm 

3 

6 

5 

17 

11 

3 

7 

7 

17 

62 

1 

5 

8 

4 

4  ■ 

Fractured  collar  bone  or  ribs 

1 

4 

8 

10 

2 

4 

2 

17 

28 

1 

8 

6 

3 

4' 

Fractured  other  bones 

5  

Contusion  of  head  or  body 

<2            a 

Contusion  or  laceration  of  feet 

22  1                1 

Contusion  or  laceration  of  toes 

5  

Contusion  or  laceration  of  lees 

13                 1 

Contusion  or  laceration  of  arms 

1«                 3 

Contusion  or  laceration  of  handa. ....    ... 

32                 1 

67 
3 
3 

3 

Dislocation T 

Sprains 

16 

1 

.  i 

161 
14 

101 
8 

267 
20 

la 

Killed '...'.'.'.'. 

2 

Total  killei  and  Injured , 

176 

10. 

277 

IS 

44 


Total  injured 635 

Total  killed  »'d  injured 579 

Table  No.  4. — Causes  of  accidents  to  employees  classified  (C6  and  C7)  as  falling  from 

and  getting  on  or  off  cars  and  engines. 


Sub- 
class. 


r 

1 
2 
3 
4 

C6 

5 
6 

7 

8 

9 

10 

11 
12 

[13 
14 
16 

C7 

16 

17 
18 

Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  1  n  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  in  sub- 
class 3 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

En^e  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in  mo- 
tion  

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective  hand- 
holds and  sill  steps .  ^ 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rtdl,  or  switch 


Total. 


Train- 
men. 


s 


^ 


7 
2 

2 
3 
6 
1 


3 
6 
1 
2 


4 

1 

42 


0 

18 
16 


40 
33 

6 

29 

108 

11 

73 

124 

42 

92 

156 

82 

29 

146 

3 

966 


Train- 
men in 
yards. 


o 

S  I 


1 

2 


2 
1 

1 
1 
1 
3 
3 


1 

10 
6 


18 
16 

3 

9 

74 

6 

36 
44 

12 
60 
82 

8 


Yard 
trainmen 
(switch- 
ing 
crews). 


1 

2 

1 


2 
7 
4 
2 


16 


17      1 
112  ,    2 

*      •  ■  •  « 

607     26 


8 

17 

7 


69 
41 

6 

8 

33 


1    .. 


1| 


19 

3 

223 

1 

26 

1 

46 

6 

98 

1 

7 

*  •  *  » 

68 

«  *  •  • 

110 

3 

1 

1 

2 
3 


4 

2 

7 
12 

IS 
1 

85 
78 
14 
39 
88 

1 

3 

31 


778     30 


838 
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[Public— No.  171.] 

AN  ACT  Requiring  oommon  oarrlera  engaged  In  Interstate  oommeroe  to  make  full  reports  of  all  accidents 

to  the  Interstate  Commerce  Commission. 

Be  U  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Conmierce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor,  and  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  mak- 
ing the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 

8PECIAI'  INFOBMATION  CONTAINED  IN  PBECEDING  BULLETINS.a 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see 
Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serious 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A), 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quarter 
ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  three  collisions  and 
one  derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of 
passengers  killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a 
large  increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of 
a  dispatcher's  order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding 
quarters,  a  large  falling  off  in  railroad  traffic  having  taken  place.  The  list  of 
** prominent"  train  accidents  includes  only  three  cases  which  may  be  classed  as 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties,  incident  to  the  large 
falling  off  in  railroad  traffic.  The  number  of  passengers  and  employees  killed  in 
train  accidents  (125)  is  the  smallest  since  the  monthly  records  were  established. 


a  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17;  for  notes  on  Bulletins  17-24, 
see  Bulletin  No.  30. 
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The  moet  fatal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  wlbere  8 
passengers  in  an  electric  car  were  killed. 

Bulletin  No.  28  recorded  the  smallest  number  of  passengers  killed  in  train  accidents 
(13)  ever  reported  in  the  quarterly  records.  The  total  of  passengeis  and  employees 
killed  in  train  accidents  (112)  was  13  less  than  the  previous  low  record  (125,  Bul- 
letin 27).  Of  the  13  passengers  killed  in  train  accidents,  7  were  victima  of  a 
butting  collision  on  an  electric  railroad. 

Bulletin  No.  29  showed  totals  far  smaller  than  the  corresponding  quarter  one  year 
previous,  but  the  diminution  in  the  number  of  casualties,  which  had  continued 
during  the  year  of  deprestiion,  seemed  to  have  been  checked.  The  number  of 
passengers  killed  in  train  accidents  was  53,  and  there  were  8  notable  colliaions. 

Bulletin  No.  30  recorded  34  passengers  killed  in  train  accidents  (including  15  victiiiis 
of  a  forest  fire).  One  collision  resulted  in  eight  deaths  of  passengers  and  two 
derailments  killed  16  employees. 

o 
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RAILROAD  ACCIDENTS 

IN  THE  UNITED   STATES  DURING  THE  THREE  MONTHS 

ENDING  JUNE  30,  1909. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April,  May,  and  June,  1909,  as  shown  in  reports  made  by  the 
railroad  companies  to  the  Interstate  Commerce  Conmiission  under 
the  *' accident  law"  of  March  3,  1901,  was  99,  and  of  injured  2,116. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  off  cars,  etc.,  bring 
the  total  number  of  casualties  up  to  15,895  (588  killed  and  15,307 
injured).  Accidents  to  employees  resulting  in  slight  injuries  which 
do  not  prevent  the  injured  employee  from  performing  his  accus- 
tomed service  for  more  than  three  days  in  the  aggregate  during  the 
ten  days  inmiediately  following  the  accident  are  not  reported.  These 
reports  deal  only  with  employees  on  duty  and  passengers.  The 
casualties  to  passengers  have  been  divided  into  three  classes :  Class  a 
includes  all  ordinary  passengers;  class  6  includes  passengers  traveling 
on  freight  trains;  and  class  hh  includes  persons  who  are  customarily 
carried  on  trains  under  special  arrangements,  such  as  postal  clerks, 
express  messengers,  employees  on  Pullman  cars,  newsboys,  live-stock 
tenders,  and  men  in  charge  of  freight.  The  reported  casualties  are 
classified  in  the  following  table : 

Table  No.  1. — Casvudties  to  peraonSf  April,  May,  and  June,  1909. 


CoUisioiis 

Derailments 

MiaceUaneous  train  accidents,  including  lo- 
coniotive>boUer  explosions 


Passengers 
(a  and  b). 


1 

mm 


327 
651 

12 


Total  train  accidents '    3 


990 


Coupling  or  uncoupling 

While  doing  other  work  about  trains  or  while 

attending  switches 

Coming  in  contact  with  overhead  bridges, 

fitractures  at  side  of  track,  etc 

F&Hlng  from  oars  or  englneB  or  while  getting 

on  or  off 

Other  caoaes 


TMal  (other  than  trahi  accidents) , 
Total  {sUotattei) 


26 
8 


34 


.'  37 


759 
793 


1.557 


2,5«7 


Persons 
carried  un- 
der aeree- 
ment  or 
contract 
(W). 


9 


1 

3 


1 

2 


3 


F 


28 
64 


Total 

(a,  6,  and 

bb). 


1 
6 


96 


28 
75 


104 


200 


27 
10 


37 


44 


Z55 
715 

16 


1.066 


6 

787 
868 


1,661 


2,747 


Trainmen. 


Trainmen 
in  yards. 


I 


14 
49 


67 


10 

9 

15 

32 
26 


92 


m 


185 
286 

156 


627 


167 

1,727 

131 

847 
123 


2.906 


3,6» 


% 

a 

s 


6 
5 


22 
10 


43 


46 
3 


87 
29 

4fi 


161 


110 

516 

60 

408 

84 


1,177 


1. 
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Table  No.  1. — Casualties  to  persons,  Aprils  May,  and  June^  1909 — Continued. 


Yard  train- 
men (switch- 
ing crews). 

Other 
employees. 

Total 
employees. 

Total  pefsoos 
reported. 

f 

1 

i 

• 

1 

• 

CoHlsloDS 

3 
3 

1 

51 
38 

18 

3 
12 

55 
65 

15 

23 

04 

5 

378 
418 

234 

24 

70 

5 

733 

Derailments 

l,13.i 
25r> 

IflscellaDeous  train  accidents.  Including  looo- 
mo live- boiler  explosions 

Total  train  accidents 

7 

107 

15 

135 

92 

1,030 

99 

2.  Wh 

Coupling  or  uncoupling 

15 

5 

3 

20 
22 

266 
584 

84 

649 
74 

3 
12 

26 
211 

23 

506 

11 

328 
4.833 

34 

31 

18 

100 
269 

566 

3,333 

286 

2,232 
5,114 

34 

31 

18 

127 
279 

5&A 

While  doing  other  work  about  trains  or  while 
attending  switches 

3.33-} 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

292 

Falling  from  cars  or  engines  or  while  getting 
on  or  off 

3,019 

Other  causes 

5,982 

Total  (other  than  train  accidents) 

65 

1,657 

252 

5,701 

452 

11,530 

489 

13,191 

Total  (all  clafls««) , , .  . . 

72 

1,764 

267 

5,836 

544 

12,560 

!»H 

15.307 

In  the  total  number  of  passengers  and  employees  killed  in  train 
accidents  (mainly  collisions  and  derailments)  the  present  record  (99) 
is  the  lowest  that  the  quarterly  bulletins  have  ever  shown.  The 
previous  low  records  were  Bulletin  28,  one  year  ago  (112),  and 
Bulletin  27  (125).  Aside  from  this  feature,  the  present  bulletin 
shows  no  marked  changes  in  totals  of  casualties.  In  Bulletin  No.  31 
the  number  of  passengers  killed  in  train  accidents  (37)  was  swelled 
by  a  single  colhsion  killing  20.  The  revival  of  business,  tending  to 
increase  the  liability  to  accident,  continued  during  the  quarter  now 
under  review;  but,  as  in  the  quarter  ending  with  June  in  previous 
years,  conditions  favorable  to  freedom  from  accident  appear  to  have 
been  more  pronounced  than  at  other  times  of  the  year.  Other 
comparisons  may  be  made  from  the  table  next  following. 

Table  No.  1a. — Comparisons  of  principal  items  with  last  bulletin  and  with  one  year 

back. 


1. 
2. 
3. 

4. 
6. 
6. 


Passengers  killed  in  train  accidents 

Passengers  killed,  all  causes 

Employees  killed  in  train  accidents 

Employees  killed  in  coupling 

Employees  killed,  all  causes 

Total  passengers  and  employees  killed,  all  causes. 


Bulletin  32. 


7 

44 

92 

84 

544 

588 


Bulletin  31. 


Bulletin  2^>. 


37 

80 

140 

44 

683 

663 


13 
.It 

31 
534 


The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  2,100  (817  collisions  and  1,283  derailments),  of 
which  100  collisions  and  172  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $1,703,642.  Given  more  in  detail,  these  facts  appear 
as  below  (collisions  and  derailments  which  cause  no  death  or  per- 
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sonal  injury  and  which  cause  not  over  $150  damage  to  the  property 
of  the  railroad  are  not  reported) : 

Table  No.  2 — Collisions  and  derailments. 


Number. 


Collisions,  rear 

Collisions,  butting 

Collisions,  train  separating. 
Collisions,  miscellaneous. . . 


145 
77 
71 

524 


Total. 


817 


Loss. 


$164,214 

103,689 

22,858 

220,073 


510,834 


Derailments 
l>erailments 
Derailments 
Derailments 
Derailments 
Derailments 


due  to  defects  of  roadway,  etc 

due  to  defects  of  equipment 

due  to  negligence  of  trainmen,  signalmen,  etc. 

due  to  unforeseen  obstruction  of  track,  etc 

due  to  malicious  obstruction  of  track,  etc 

due  to  miscellaneous  causes 


Total. 


Total  collisions  and  derailments. 
Total  for  same  quarter  of  1908. . . 

1907... 


229 

543 

64 

95 

9 

343 

1,283 

2,100 

2,130 

3,777 

177,109 
470,993 

36,633 
138,755 

14,096 
355,222 


1,192,808 


1,703,642 
1,617,398 
3,232,073 


Killed. 


7 

211 

7 

184 

1 

20 

9 

309 

24 

738 

4 

5 
3 

22 
1 

29 


67 


91 
104 
227 


Injured. 


284 
160 

59 
150 

20 
436 


1,109 


1,842 
2,006 
3,685 


Following  is  the  usual  list  of  cla^ss  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  wliich 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest : 

Table  No.  2a. — Causes  of  S6  prominent  train  accidents. 

[NoTK.— R  stands  for  rear  collision;  B,  butting  collision;  M,  miscellaneous  collisions;  D,  derailment;  P»  pas- 
senger train;  F,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


No. 

Class. 

1 

R 

2 

H 

3 

B 

4 

B 

5 

B 

6 

M 

7 

B 

8 

B 

9 

B 

10 

B 

11 

M 

12 

B 

13 

M 

14 

R 

Kind  of  train. 


FandF. 
FandF. 
FandF. 


•2 


1 

0 

1 


FandF 0 

FandF 0 

PandF 0 

PandF 0 

PandF i  1 

FandF 0 

PaodP 1 


FandF. 

PandP. 
F 


FaodF. 


1 
0 


Total. 


6 


5   Q 


1 
0 
2 

1 
3 
0 
6 

22 
3 

67 

2 

13 
0 


111 


-1  H  a  08 


S2,000 
2,000 
2,001 

2,100 

2,365 

2,450 

3,250 

3,635 

4,068 

5,800 

7,000 

7,000 
10,850 

13,500 
68,919 


c 


3 
59 
31 

6 

i 

33 

55 

56 

32 

54 

9 

30 
57 


Cause. 


Train  approached  vard  not  imder  control.    One 

drover  in  caboose  killed. 
False  clear  signal  at  interlocking;  due  to  error  of 

repairman.    (See  note  in  text  below.) 
Collision  of  northbound  freight  and  southbound 

empty  engine;  men  In  charge  of  empty  engine  mis- 
read order.    Order  read  "four  4  It  a.  m.''    They 

read  it  four  4:15  a.  ra. 
Signalman  neglected  to  deliver  order.    (See  note  In 

tcvt  telow.) 
Conductor  and  engineman  misread  order.    (See  note 

In  text  below.) 
Failure  of  automatic  block  signal.    (See  note  in  text 

below.) 
Operator  failed  to  deliver  meeting  order.    (See  note 

In  tc  t  below.) 
Schedule  of  superior  train  overlooked.    (See  note  in 

te^it  below.) 
Mistake  In  dispatcher's  order.    (See  note  in  text 

below. 
Operator  made  mistake  in  name  of  meeting  point  in 

writing  dispatcher's  order. 
Failure  to  flag;  train  at  rest;  flagman  killed  in  ca- 
boose. 
Error  of  dispatcher.    (See  note  in  text  below.) 
Cars  ran  uncontrolled  from  siding  to  main  line,  11 

p.  m.;  due  to  rough  handling  of  cars  in  yard. 
Failure  of  air  brakes;  air  leaked  both  In  reservoir  and 

In  train  line:  no  cause  disoovered;  engineman  had 

not  watched  gauges. 


6 


INTERSTATE   COMMERCE   COMMISSION. 


Table  No.  2a. — Causes  of  S6  prominent  train  accidents — GonUnued. 

DERAILMENTS. 


No 


6 

7 

8 

9 
10 
11 
12 


13 
14 

15 

16 

17 


Class. 


1  I     D 

2  '     D 

3  D 

D 


Kind  of  train. 


D 
D 
D 

D 
D 
D 
D 


D 
D 

D 

D 
D 


P. 
F. 
P. 

F. 

P. 

P. 
P. 
P. 

P. 
F. 
P. 
P. 

P. 
P. 


18        D 


19 
20 
21 


D 
D 
D 


F. 
P. 


P. 
F. 
F. 


22        D 


u 

1 
1 

0 

0 

3 

0 
0 
0 

2 
0 
0 
0 

2 
2 

0 

0 
1 

0 

1 
0 
1 

0 


3 
0 
4 

0 

46 

27 
13 
<2 

1 

0 

13 

19 

23 


282 

aTceO  ^ 


0 

0 
13 


13 
0 
4 


0 


S375 
2,100 

3,300 

3,350 

3,937 
4,800 
5,500 

6.000 
9,0:0 
9,542 
9,800 


a 

(4 


19 
34 
36 


25 

50 

40 
64 
35 

80 
44 
21 
53 


Cause. 


Total 14 


10,000 

22 

10,800 

26 

11,000 

15 

11,877 
12,000 

14 
37 

13,000 

75 

14,323 
14, 751 
20,800 

48 
41 
77 

31,700 

66 

Automobile,  running  on  track,  derailed  by  runninj; 

over  a  dog;  one  guest  killed. 
Undiscovered;  one  passenger  jumped  off  caboose  and 

was  killed. 
Train  carrying  miners;  engine  running  tender  first. 

tender  was  Urst  vehicle  to  run  off  Uie  track;  cause 

probably  oscillation. 
Undiscovered;  tender  was  first  veliicle  to  run  off  the 

track. 
Engineman   ('who   was  killed)   disregarded   slow 

orders  and  fiag. 
Steel  girder  bridge  foiled;  undermined  bv  flood. 
Soft  track  due  to  neavv  rains;  speed  45  miles  an  hour. 
Undiscovered;  possibly  oscillation  of  tender  due  to 

succession  of  low  joints. 
Undiscovered. 

Breakage  of  driver  brakehanger  strap. 
Switch  maliciously  misplaced. 
Undiscovered;  speed  40  miles  an  hour  on  good  track: 

believed  that  tender  was  Ih^t  vehicle  to  run  off  the 

track. 
Excessive  speed   on   10-degree  curve;   engineman 

killed. 
Undiscovered,  but  believed  to  be  excessive  si>ee<i 

over  frogs  and  switdies  in  yard;  engineman,  of 

twenty-one  years'  e  perience,  was  killed. 
Undiscovered;  believed  either  excessive  speed  or 

broken  brake-shoe. 
Excessive  speed. 
Passenger  train  derailed  by  cars  which  had  fallen  out 

of  freit^ht  train  on  adjacent  track;  freight  had  been 

derailed  by  broken  wheel. 
Landslide.    Train  was  moving  5  miles  an  hour  on 

bank  50  feet  high;  bank  with  train  slid  into  river. 
Washout.    (See  note  in  text  below.) 
Broken  axle. 
Runawav  on  3.3  per  cent  grade;  bad  management  of 

air  brakes;  engineman  lacked  e'q)erienoe  on  steep 

grades. 
Broken  truck.    Speed  40  miles  an  hour  or  higher:  12 

cars  Guid  contents  destroyed  by  firo. 


Collision  and  derail- 
ment  20 


2;:2  207.995 


343   276,914 


Collision  No.  2,  due  to  lack  of  care  on  the  part  of  a  signal  repair- 
man, occurred  at  11  p.  m.  A  contact  spring  having  been  broken  in 
an  electric  interlocking  machine,  the  day  repairman  was  called  out 
at  this  hour  to  correct  the  fault.  In  order  to  put  in  a  new  spring 
he  had  to  loosen  certain  wires,  and  one  of  these  wires  accidentally 
came  in  contact  with  another  in  such  a  way  as  to  complete  the  cir- 
cuit which  energized  the  motor  to  turn  a  switch;  and  this  occurre<i 
just  as  a  locomotive  was  approaching  the  switch.  Being  turned  on 
to  the  wrong  track,  the  locomotive  collided  with  another  which  was 
passing  at  that  moment. 

Collision  No.  4  was  due  to  the  neglect  of  a  block  signalman  to  dis- 
play a  stop  signal.  This  signalman,  at  B,  on  receiving  word  from  A 
that  engine  No.  5  was  approaching  called  the  signalman  at  C,  and 
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having  received  proper  authority  from  him  displayed  his  signal  in 
the  positions  to  permit  engine  No.  5  to  proceed  to  C.  Immediately 
after  doing  this  he  received  from  the  dispatcher  an  order  to  be  de- 
livered to  engine  No.  5.  In  receiving  this  order  he  gave  to  the  dis- 
patcher the  regulation  symbol  indicating  that  he  had  displayed  his 
signal  in  the  stop  position  to  stop  engine  No.  5;  but  in  point  of  fact 
he  had  not  displayed  it,  and  did  not.  In  a  case  of  this  kind  he  should 
also  have  displayed  a  red  flag  in  addition  to  the  fixed  signal,  but  this 
also  was  neglected.  The  collision  was  due  to  the  nondelivery  of  the 
order.  This  signalman  was  34  years  old  and  had  had  a  number  of 
years  experience  as  a  telegrapher,  but  he  had  been  in  the  service  of 
this  company  at  this  place  only  one  day. 

CJoUision  No.  5  was  a  butting  collision  between  freight  trains,  due 
to  misreading  of  a  dispatcher's  order  by  the  conductor  and  engine- 
man  of  one  of  the  trains.  This  order  was  to  the  effect  that  No.  52 
was  annulled  from  E  to  D;  but  in  reading  the  order  these  men  read 
^'53"  instead  of  ^'52."  The  figure  ''5''  and  the  figure  ^'2"  were  run 
together  in  such  shape  that  it  was  possible  to  take  the  ^'2"  for  a  *'3.'' 
Aside  from  any  question  as  to  the  legibility  of  the  writing,  the  wording 
of  the  order  was  such  that  it  should  have  put  these  men  on  their 
guard,  for  train  No.  53  was  running  in  the  opposite  direction  from 
train  No.  52.  In  other  words,  to  say  that  No.  53  was  annulled  from 
E  to  D  was  a  contradiction  in  terms,  as  No.  53  was  nmning  from  D 
to  E,  and  odd  numbers  were  used  exclusively  for  trains  running  in 
that  direction.  The  number  of  the  train  was  not  written  out  in 
words.  Neither  of  the  men  had  read  the  order  aloud  to  anyone,  nor 
had  either  of  them  heard  it  read  aloud. 

Collision  No.  6  was  due  to  neglect  in  flagging,  coincident  with  the 
failure  of  an  automatic  block-signal  mechanism,  which  allowed  the 
block  signal  to  indicate  clear  notwitlistanding  that  the  section  was 
occupied  by  cars. 

The  collision  occurred  at  about  2  a.  m.  An  eastbound  freight 
train,  entering  a  sidetrack  about  1 :10  a.  m.,  to  make  way  for  a  pas- 
senger train,  which  was  westbound,  was  so  long  that  when  the  en- 
gine stopped  at  the  east  end  of  the  sidetrack,  clear  of  the  main  track, 
the  five  rear  cars  of  the  freight  train  still  fouled  the  main  line.  The 
rear  brakeman  signaled  to  the  engineman  to  move  farther  ahead, 
and  he  did  move  a  short  distance;  but  still  not  enough  to  clear  the 
main  track  at  the  rear.  The  rear  brakeman  then  went  back  to  signal 
any  train  that  might  be  following.  The  conductor  assumed  that 
flagging  against  the  train  from  the  east  would  be  attended  to  by  the 
brakeman  at  the  front  end  of  the  train,  but  this  was  not  done.  The 
automatic  block  signal,  fixed  near  the  east  end  of  the  siding,  giving 
indications  for  westbound  movements,  indicated  all  clear,  and  the 
passenger  train  therefore  proceeiled  past  the  signal  at  about  35  miles 
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au  hour,  and  the  engineman  did  not  see  the  obstructing  cars  until  he 
was  within  400  feet  of  them. 

The  failure  of  the  block  signal  to  indicate  stop  was  due  to  defective 
insulation  on  a  binding  post  in  the  electric  motor,  the  insulating 
material  having  become  carbonized.  With  this  insulation  gone  a 
short-circuit  was  caused  which  energized  the  motor,  and  thus  the 
signal  was  held  in  the  clear  position  notwithstanding  that  the  track 
relay  was  open. 

Collision  No.  7,  due  to  forgetfulness  of  a  telegraph  operator, 
occurred  at  6  p.  m.  The  operator  had  received  an  order  for  a  certain 
train,  and  had  set  his  signal  in  the  proper  position  to  stop  the  train. 
The  train,  however,  did  not  arrive  for  about  twenty  minutes,  and 
when  it  approached  the  operator  changed  the  signal  to  indicate 
''proceed,"  in  entire  forgetfulness  of  the  presence  of  the  order.  Of 
this  forgetfulness  the  operator  can  give  no  explanation.  In  this  case 
the  office  was  provided  with  a  ** telltale  device'*  intended  to  prevent 
just  such  forgetfulness,  but  this  the  operator  did  not  use.  The  device 
consists  of  a  metal  disk,  having  the  appearance  of  a  flag,  which,  when 
there  is  an  order  on  hand  to  be  delivered,  is  fastened  across  the  rope 
which  holds  the  signal  in  the  stop  position.  The  disk  is  colored  red 
and  is  intended  as  a  reminder  to  the  operator  in  case  he  shall  attempt 
to  pull  the  signal  to  the  proceed  position  without  thinking  of  the 
order.  When  there  are  no  orders  on  hand  the  disk  is  turned  to  a 
different  position,  and  shows  white  instead  of  red. 

Collision  No.  8,  between  an  eastbound  freight  train  and  a  westbound 
passenger  train,  was  due  to  a  mistake  in  reading  the  time  table.  The 
passenger  train  had  just  left  the  station  at  M,  when  it  was  met  by  the 
freight,  which  should  have  reached  the  station  and  cleared  the  main 
track  before  8  p.  m.  The  passenger  train  was  about  one  and  one-half 
minutes  late,  and  the  collision  occurred  at  8:03.  The  passenger  train 
was  moving  slowly  and  the  engineman  succeeded  in  stopping  his 
train,  but  the  freight  was  running  about  30  miles  an  hour,  a  curve  in 
the  line  obscuring  the  view.  The  engineman  of  the  freight  testified 
that  he  read  the  time  of  the  passenger  train  at  that  station  as  8:10 
instead  of  8.  The  conductor  makes  the  same  statement.  These  men^ 
however,  did  not  compare  their  readings;  one  of  them  claimed  to 
have  examined  the  table  two  stations  back  and  the  other  five  stations 
back.  The  brakeman  on  the  forward  end  of  the  freight  claimed  to 
have  forgotten  all  about  the  passenger  train;  the  brakeman  at  the 
rear  end  says  that  he  heard  the  conductor  say  that  the  passenger 
train  was  due  at  M  at  8:10. 

Collision  No.  9  was  a  butting  collision  of  freight  trains  caused  by 
an  error  in  issuing  an  order  from  the  dispatcher's  office.  At  the 
time  the  dispatcher  began  the  preparation  of  the  order  for  the  meeting 
of  these  trains,  westbound  extra  No.  9  was  proceeding  from  A  to  B, 
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with  orders  giving  it  the  right  of  road  to  B  and  no  farther.  Eastbound 
extra  No.  7  was  at  B  without  orders  to  proceed  farther.  The  dis- 
patcher in  issuing  his  order  intended  to  provide  that  the  two  trains 
should  meet  at  B,  but  in  some  manner,  which  is  reported  as  unex- 
plainable,  he  named  A  instead  of  B.  The  order  was  sent  only  to  B. 
It  was  repeated  by  the  operator  there,  but  even  after  the  repetition 
the  dispatcher  did  not  discover  his  error.  He  had  not  written  out 
the  order  before  transmitting  it.  Extra  No.  7,  on  receiving  the  order, 
started  eastward  and  met  extra  No.  9  after  proceeding  a  short  dis- 
tance. This  dispatcher  had  been  employed  on  this  road  about  five 
years  and  on  other  roads  eleven  years.  His  record  up  to  the  time  of 
this  accident  was  absolutely  clear. 

Collision  No.  12  was  due  to  an  error  on  the  part  of  the  train  dis- 
patcher in  issuing  meeting  orders,  and  it  occurred  between  the 
switches  at  the  appointed  meeting  station.  The  operators  who  de- 
livered the  meeting  orders  to  the  trains  were  also  held  responsible,  as 
they  should  have  detected  the  dispatcher's  error.  The  dispatcher 
sent  an  order  to  the  eastbound  train  at  B  to  run  to  T,  the  next  tele- 
graph station,  *' except  hold  main  line  and  meet*'  the  westbound  at  D, 
which  is  an  intermediate  non telegraph  station.  He  then  sent  an 
order  to  the  westbound  at  T  to  run  to  B  *' except  hold  main  line  and 
meet*'  the  eastbound  at  D.  The  dispatcher's  error  was  in  directing 
both  trains  to  hold  the  main  line,  his  intention  being  to  require  the 
westbound  to  enter  the  side  track.  The  operators  at  B  and  T  are 
required  to  control  the  movements  of  trains  between  these  stations 
by  the  telegraph  block  system,  and  in  cases  like  this,  where  trains  are 
to  meet  at  the  intermediate  nontelegraph  station,  to  give  suitable 
directions  as  to  which  train  shall  take  the  siding  and  which  shall  con- 
tinue on  the  main  line,  doing  this  in  accordance  with  the  instructions  in 
the  dispatcher's  orders,  which  go  through  the  station  operators' 
hands.  It  appears  that  both  operators  simply  copied  the  dispatcher's 
wording  without  noting  the  inconsistency  of  the  two  orders.  The 
accident  happened  at  5  a.  m.,  and  all  three  of  these  men  had  been  on 
duty  about  five  hours.  The  operator  at  T  had  been  in  the  service  on 
that  division  four  years,  and  the  operator  at  B  seven  years.  The  dis- 
patcher had  been  in  the  service  on  that  division  about  eight  months 
and  had  had  several  years'  experience  as  dispatcher,  with  good  records, 
on  other  roads. 

The  collision  occurred  near  the  west  switch.  The  westbound  train 
had  come  to  a  stop  before  reaching  the  swatch.  The  side  track,  how- 
ever, is  about  3,000  feet  long,  and,  under  the  rules,  the  eastbound  train 
was  not  required  to  stop  until  it  reached  the  east  switch.  Approach- 
ing from  the  west,  it  passed  over  a  6-degree  curve,  around  a  bluff,  and 
the  engineman  therefore  had  no  opportunity  to  see  the  westbound 
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train  until  he  was  close  upon  it,  and  his  speed  was  estimated  at  35 
miles  an  hour. 

Deraiknent  No.  19  occurred  at  5:35  a.  m.  and  w^as  due  to  the  weaken- 
ing of  the  roadbed  by  high  water,  but  there  was  no  water  visible  in 
the  vicinity  at  the  time  of  the  deraihnent.  It  appears  that  the  fault 
was  due  to  a  sudden  rain  wliich.  occurred  about  11  o'clock  the  previous 
evening.  At  that  hour  the  track  foreman  in  charge  of  this  section, 
with  his  men,  was  absent  on  another  section,  where  ho  had  been 
called  to  help  repair  damage  due  to  a  washout.  There  had  never  been 
any  trouble  from  high  water  at  this  point  before,  and  the  officers  of 
the  road  therefore  justified  the  action  which  was  taken  in  sending  the 
track  repairers  to  another  section,  as  was  done  in  this  case.  The 
engineman  of  this  train  was  killed,  and  therefore  the  exact  fact  as  to 
how  the  roadbed  appeared  from  the  approaching  train  can  not  be 
ascertained. 

A  butting  collision  which  occurred  on  June  19,  on  the  Chicago, 
Lake  Shore  &  South  Bend  Railway,  causing  the  death  of  nine  passen- 
gers and  one  employee  is  not  included  in  the  tables  of  this  bulletin. 
This  is  an  electric  road,  which  failed  to  make  a  report  of  the  accident 
as  required  by  law. 
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Table  No.  3.     D flails  of  Table  No.  J — Cau$es  of  accidents  to  employees  in  coupling 

and  uncoupling  cars. 


3 
4 

5 
K 

7 


9 
10 

11 
12 

13 
U 

13 

16 
17 
18 
19 
20 

21 

22 
23 
24 
25 
26 
27 
28 


I    Train- 
men. 


Caiist^. 


5    "a* 


Adjusting  coupler  with  foot 25 

Adjusting  coupler,  can  aocidentaUy  started 4 

Careless  manipulation  of  tmooupllng  lever 2 

Cars  not  equipped  with  automatic  coupler 3 

Coupler  broken,  using  link  and  pin  or  chain 1 

Coupling  damaged  cars ; 4 

Coupling  with  chain  or  other  emergency  appliance  on         i 

curve  too  sharp  for  automatic  coupling 2 

Coupling  with  chain  or  other  emergency  appliance  I       i 

because  of  uneven  track ' ' 

Coupling  or  uncoupling  safety  chains '    1  4 

Pfngen  or  hand  caught  between  tmooupllng  lever  and  I 

body  of  car ' 31 

Uncoupling  without  using  lever  (unnecessary) '    1  5 

Uncoupling  without  using  lever,  tmooupllng  lever  not  I 

tn  working  order M 

Foot  caught  in  froe,  switch,  or  guard  rail 3 

Opening  or  closing  Knuckle  wiMn  can  were  near  together  I  | 

miscalculated  speed • 9 

Opening  knuckle  when  can  were  near  together,  engine 

accidentally  started 


Train- 
men in 
yards. 


3 

8 
4 
1 


Yard 
VSlSSh"' Other  em. 

^' tog     :  P*°y^ 

crews). 


1 
1 

3 


I 

9 


2<i 
11 

G 
1 
1 
4 


•2      t 
1      1 

1 
1 

1 
....      1 

1 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot 

Opentog  knuckle,  lost  foottoff j    2 

RkUng  on  car  to  nncouple,  slipped  off '    1 

Struck  by  object  at  side  of  trace 

Caught  by  unexpected  movement  of  car,  due  to  slack 

miming  in 1 

Caught  by  unexpected  movement  of  car.  due  to  mistake 

or  misunderstanding  in  givtog  hand  signals 

UnooupUng  movtog  can  and  lost  footing 2 

Parts  hard  to  move,  causing  delay 

Went  between  can  unnecessarily  and  contrary  to  rule 

Hand  caught  between  projecttog  load  and  end  of  next  car ' . . . 

No  wttttflBS  (fatal  ii^ury) 

Other  causes 

Unexplained 


Total. 


17 
2 

15 

4 

9 

3 
3 
3 

4 


1 
2 
3 
7 
1 


5  I 


10       1«7 


I 


A-2. 
A-3. 
A-». 
A-6. 
\-C 
M-1. 
M-2. 
If -3. 
M-«. 
M-5. 
M-^ 

J-1. 

J-2. 

J-4. 


Details  of  injuries  included  in  Table  .^,  srtbclass  27. 

Scalded  by  steam  ftvm  steam  hose. 

Hand  caught  on  nail. 

Foot  caught  between  foot  board  and  crossing  plank 

Foot  pindied  under  wherl. 

Struck  by  air  hose. 

Sprained  ankle. 

Struck  by  hose. 

Glove  caught  on  coupler. 

Somethtog  flew  off  of  coupler  Into  eye. 

Caught  foot  on  bolt. 

Struck  by  air  hose. 

Struck  by  door  which  fell  off  car. 

Apron  fell  on  arm. 

Soalded  by  steam  from  feed  pipe. 

ICetal  splashed  out  of  ladle. 

Scalded  by  water  from  overflow  pipe. 

Struck  by  coal  gate  which  fell  off  tank. 


63 
3 

16 
1 

22  I. 


m     ' 


4 

/ 
8 
6 
8 

15 

3 
9 
9 
17 
3 


4 

2 


no      15  !     206 
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Table  3a. —  Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 


Train- 
men. 


Train- 
men in 
yards. 


Loss  of  feet 

Loss  of  legs 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  bodv 

Contusion  or  laceration  ol  feet 

Contusion  or  laceration  of  toes. . . 

Contusion  or  laceration  of  legs 

Contusion  or  laceration  of  arms . . 
Contusion  or  laceration  of  handit . 
Contusion  or  laceration  of  fingers . 

Dislocation 

Internal  injuries 

Sprains 

Miscellaneous 


Killed. 


Total  injuries . 


Total  killed  and  injured. 


1 

•> 

m0 

9 

2 

2 

3 

1    ... 

9 

3 

1    ... 

1    

2    

2 
ii 

15 
25 

a 

3 
17 
53 
1 
1 
8 
2 


167 
10 


177 


4 
1 

U 

12 

3 

3 

6 

30 

32 


2 
4 

9 


no 

6 


116 


Yard 

Otlieren 

1- 

trainmen,   ployefs. 

1 

3 

ip 

*    1 

2i 

3 

9   

36 

261 

8  ' 

9   

11 

30  I 

90 

1 

30 
3 


266 
15 


281 


2«» 


RECAPITULATION. 

Total  killed 31 

Tatal  injured ."ite. 

Total  killed  and  injured »«> 

Table  4 .-    Details  of  Table  No.l— Causes  of  accidents  to  employees  classified  ( C6  and  ( T  \ 

as  falling  from  and  getting  on  or  off  cars  and  engines. 


3 
CO 


(^iV 


C7 


1 
3 
4 


5 
G 

7 

8 

9 

10 

11 
12 
13 
14 
15 

16 

17 
18 


I    Train- 
men. 


Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  In  car .• 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  in  sub- 
class 3 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coul  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in 

motion 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective 

hand-holds  and  sill  st«ps 

Getting  on  or  off  moving  engine 

Caught  In  frog,  guard  rail,  or  switch 


1 
8 
1 


1 
9 
2 
1 


3 


9 
13 


41 
32 

2 
40 

83 
6 

43 

133 
46 
86 

132 

32 

24 
125 


• 

• 

"S 

£ 

1 

HI 

Train- 
men in 
yards. 


;3 


2 
2 


j..., 


I 


6 
1 

4 


I 


Total 32 


I 


Yard 
trainmen 


847  :  22       408 


1 
4 


31 
16 

3 

8 

47 

1 

29 

;» 

9 
41 
75 

8 

14 

77 
6 


Other 


(switch-  I  employ- 
ing ees. 

crews). 


^ 


1 

3 


.J 


9 
1 

2 


§       1        ^ 


5 

5 


53 
52 


3  . 


I 


8  >...-" 
11  |...- 

38 !  a 

2    ... 


16 
173 
48 
38 
69 


1  I 

3 

^\ 
5  ! 


13  '.-.- 

«L. 

75  I    h 


20       649     29 


It 

:<> 

1 

•» 

1 


r»^ 
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YEARLY  TABLES. 

This  bulletin  completes  the  publication  of  the  accident  records 
under  the  law  of  March  3,  1901,  for  eight  years,  and  the  table  next 
following,  Table  A,  gives  the  aggregates,  for  the  year  ending  June 
30,  1909,  of  the  items  which  appear  in  Table  No.  1  of  the  quarterly 
returns.  The  total  number  of  casualties  shown  for  the  year  in  Table 
A  is  66,711  (2,791  killed  and  63,920  injured). 

This  table  includes  the  following  statistics  which  did  not  appear 
in  the  quarterly  bulletins,  the  reports  from  which  they  are  taken 
having  been  received  after  the  bulletins  were  printed:  Three  pas- 
sengers and  5  employees  killed  and  37  passengers  and  61  employees 
injured. 

The  totals  of  these  yearly  tables  are  not  comparable  with  those  given 
in  the  commission's  annual  statistical  reports,  for  the  reason  that  the 
monthly  reports  deal  only  with  accidents  to  passengers  and  to  em- 
ployees while  on  duty.  The  monthly  reports  take  no  account  of 
accidents  to  "other  persons."  These  appear  in  the  annual  reports, 
and  include  casualties  at  highway  crossings,  to  trespassers,  to  per- 
sons walking  along  the  track,  accidents  to  employees  in  shops  remote 
from  the  railroad,  and  aU  other  accidents  not  occurring  to  passengers 
and  to  employees  actually  on  duty. 

The  salient  facts  of  the  records  of  casualties  for  the  twelve  montlis 
are  shown  in  Table  B.  As  regards  employees,  a  gratifying  diminu- 
tion is  seen  in  every  item.  As  to  passengers,  the  number  killed  in 
train  accidents  has  fallen  off  materially  from  the  figure  of  the  year 
preceding,  which  itself  was  much  less  than  half  of  the  total  of  the 
year  before  that.  In  injuries  from  causes  other  than  train  accidents — 
that  is  to  say,  from  causes  which  in  large  measure  are  to  be  classed 
as  the  victim's  own  negligence — the  change  is  the  other  way.  For 
this  no  explanation  is  apparent.  Possibly  the  railroads  have  adopted 
standards  by  which  less  serious  injuries  are  included.  As  is  well 
known,  the  term  "injury,"  as  used  in  statistics  of  this  character,  is 
elastic. 
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From  Table  B,  next  following,  comparisons  may  be  made  for  the 
last  four  years: 

Table  B. — Casualties  to  passengers  and  employees^  years  ending  June  SO. 


1909. 

1906. 

1 

1907. 

1 

1906. 

KiUed. 

Ipjured. 

KiUed. 

Injured. 

7,430 
5,215 

Killed. 

1 

410 
237 

Injured. 

Killed. 

182 
236 

Injured. 

1 

Paasengen: 

In  train  aoddento 

Other  causes 

131 
204 

5»865 
6,251 

165 
241 

9,070 
4,527 

0,778 
4,407 

Total 

335 

12,116 

406 

12,645 

647 

13,597 

418 

11.185 

Bmployees: 

In  train  accidents 

In  coupling  accidents 

Overhead    obstructions, 
etc 

520 
161 

76 

481 

1,218 

4,877 
2,353 

1,229 
10,260 
33.066 

642 
239 

110 

668 

1,699 

6,818 
3,121 

1,353 
11,735 
33,317 

1,011 
302 

134 

790 

2,116 

8,924 
3,948 

1,591 
12,565 
35,661 

879 
311 

132 

713 

1,772 

7,483 
3,503 

1,497 

Falling  from  cars,  etc 

Other  causes 

11,253 
31,788 

Total 

2,456 

51,804 

3,358 

56,344 

4,353 

62,689 

3.807 

55,524 

Total  passengers  and 
employees 

2,791 

63,920 

3,764 

68,980 

5,000 

76,286 

4,225 

66,709 

Table  C,  on  the  next  page,  shows  the  totals  of  the  two  principal 
classes  of  train  accidents  for  three  years  past.  This  table  includes 
the  following  statistics  which  did  not  appear  in  the  quarterly  bulle- 
tins, the  reports  from  which  they  are  taken  having  been  received 
after  the  bulletins  were  printed:  ^ine  collisions;  damage,  $23,462; 
kiUed,  0;  injured,  23.  Twenty-six  derailments;  damage,  $15,356; 
killed,  0;  injured,  11. 
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The  following  tables  are  self-explanatory,  being  consolidations  of 
the  quarterly  tables  giving  the  same  classes  of  facts: 

Tablb  D  . — Causes  of  accidents  to  employees  in  coupling  and  uncoupling  cars,  year  ending 

June  SO,  1909, 


3 
CO 


1 

2 
3 

4 
5 
6 
7 

8 

9 
10 

11 

12 

13 
14 

15 

16 
17 
18 
19 
20 

21 

22 
23 
24 
25 
26 
27 
28 


A<Ui]stiiig  coupler  with  foot. 

Adjusting  coupler,  cars  accidentally  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance  on 

curve  too  sharp  for  automatic  coupling 

CoupUng  with  chain  or  other  emergency  appliance  be- 
cause of  uneven  track 

CoupUng  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever  and 

body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever  not  in 

working  ordn* 

Foot  caught  in  froe,  switch,  or  guard  rail 

Opening  or  closing  Knuckle  when  cars  were  near  together, 

miscalculated  speed 

Opening  knuckle  when  cars  were  near  together,  engine 

accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot . . . 

Opening  knuckle.  Tost  footing. 

Riding  on  car  to  uncouple,  supped  off 

struck  by  object  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to  slack  run- 

ntngin 

Caught  by  unexpected  movement  of  car,  due  to  mistake 

or  misunderstanding  In  giving  hand  signals 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to  rule. . . 
Hand  caught  between  projecting  load  and  end  of  next  car. 

No  witness  (fatal  in j  ury ) 

Other  causes 

Unexplained 


Total. 


Train- 
men. 


•s 


3 
6 

2 

1 


4 

9 


2 

4 


5 

m   m  4 

2 


49 


87 
20 
15 
8 
14 
22 

13 


138 
18 

62 
12 

55 

7 
14 
24 
23 

8 

eo 

16 
16 
21 
43 
5 


25 
4 

735 


Train- 
men in 
yards. 


Yard 
trainmen 
(switch- 
ing crews) 


1 


3 


1 

4 


3 

4 


2 
4 

>  ■  •  « 

5 
6 

36 


40 
11 
9 
6 
6 
0 


10 

86 
19 

50 
10 

39 

10 

14 

12 

8 

8 

36 

6 

9 

10 

30 

4 


14 
6 

463 


•2 


1 

3 


3 
8 

4 

3 

16* 

2 


3 
9 

5 

5 

67 


98 
40 
28 
8 
7 
37 

25 


22 

227 
22 

78 
14 

66 

15 
24 
41 
34 

28 

62 

20 

63 

28 

61 

8 

1 

21 

8 

1,066 


Other  em- 
ploy* 


14 


1 
1 


9 


2 
4 
2 
3 
1 
3 


1 

8 

10 


3 


1 
1 
3 
2 
1 


4 
3 

60 
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Table  Dx. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  ears,  year 

ending  June  SO^  1909. 


Injuries. 

Train- 
men. 

Train- 
men in 
yards. 

Yard 
tninmen. 

Other  em- 
ptoyees. 

Loss  of  feet 

15 

8 

8 

3 

38 

8 

1 

7 

13 

12 

23 

66 

76 

25 

24 

28 

84 

14 
25 
16 

4 

I 

5 

22 

5 

12 
6 

10 
8 

25 
5 

Loss  of  lees 

1 

Loss  of  arms 

1 

Loss  of  hands 

Loss  of  fingers 

4 

Loss  of  toes 

1 

Fractured  skull 

Fractured  lee 

1 

6 

8 

17 

42 

49 

13 

16 

19 

85 

127 

3 

9 

15 

11 

8 

11 

22 

27 

154 

102 

29 

59 

55 

1^ 

306 

9 

14 

72 

14 

2 

Fractured  arm 

3 

Fractured  collar  bone  or  ribs 

3 

Fractured  other  bones 

1 

Contusion  of  head  or  bodv 

12 

Contusion  or  laceration  oi  feet 

3 

Contusion  or  laceration  of  toes 

1 

Contusion  or  laceration  of  legs 

4 

Contusion  or  laceration  of  arms 

4 

Contusion  or  laceration  of  hands 

9 

Contusion  or  laceration  of  fingers 

12 

Dislocation V 

1 

2 

Sprains 

3 

2 

735 
49 

463 
36 

1,066 
67 

69 

Killed 

9 

Total  killed  and  injured 

784 

499 

1,153 

7R 

RECAPITULATION. 

Total  killed : 161 

Total  injured 2, 3S3 

Total  killed  and  injured 2,514 

Table  £. — Causes  of  accidents  to  employees  classified  (C6  arui  Cl)  as  falling  fixmi  and 
getting  on  or  off  cars  ana  engines,  year  ending  June  30, 1909, 


• 

Cauns. 

Train- 
men. 

Train- 
men in 
yards. 

Yard 
trainmen 
(switch- 
ing crows). 

Other  Am- 
ploy«e5. 

• 

09 

• 

2 

1 
5 

15 
10 

4 
10 
34 

4 

1 

M 

1 

•  *  ■  • 

•  •  •  • 

7 

4 

1 
3 

12 

1 

1 
4 

11 
7 

11 

"n 

• 

2 
"2' 

5 
11 

2 

"n 

1 

**9' 

33 

8 

6 

1 

13 
1 

■ 

« 

1 

1 

2 
3 
4 

5 

6 
7 
8 
9 
10 

Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car • 

32 
23 
66 

202 
140 

25 
155 
437 

38 

240 
603 
172 
384 
555 

145 

142 

578 

11 

11 
14 
24 

96 
76 

18 

49 

257 

10 

137 
184 
52 
199 
334 

36 

78 

404 

16 

17 
25 
25 

245 

206 

20 

43 

157 

7 

79 
743 
156 
229 
341 

30 

206 

408 

5 

•  •  •  * 

8 

•  •   a  « 

2 

S 

11 

7 

7 

8 

28 

11 

•  •  •  « 

•  *  «  « 

■» 

Ice  or  snow 

3 

Parting  nf  tindn  _ 

3 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  in  sub- 
class 3 

33 

06 

While  setting  brakes 

$ 

Fell  from— 

Coal  car 

19 

Freight  car  other  than  box  or  coal  car 

71 

Engme  or  tender 

71 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in  mo- 
tion  

283 

11 

Miscellaneous  causes 

25 
50 
10 
10 

tt: 

12 

Not  clearly  explained 

67 

13 
14 
15 

16 

17 
18 

Slipped  getting  on  moving  trains  or  cars 

1S7 

Inmnlngaft  mov^nsr  tnt^in^. 

Uf) 

07 

Jumping  from  engines  or  cars  anticipating  collision, 
derailment,  or  other  accident 

9 

Fell  from  engines  or  cars  by  reason  of  defective  hand- 
holds and  sill  stens 

11 

Oetting  on  or  off  movlnc  engine 

15 

1 

12» 

Caught' in  frog,  guard  rail,  or  switch 

« 

Total 

196 

3,047 

74 

1,994 

107 

2,960 

104 

1,99 

ACCIDENT   BULLETIN    NO.   32.  19 

[Public— No.  171.] 

AN  ACT  Requiring  oommon  oarriens  engaged  in  interstate  oommeroe  to  make  full  reports  of  all  aooidenta 

to  the  Interstate  Conuneroe  Commission. 

Be  it  enacted  by  the  Senate  and  Iloitse  of  Representatives  of  the  United  States  of  America 
in  Congress  assemhledy  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Inteistate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidental  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor,  and  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction  shall  be  punished  by  a  fine  of 
not  more  than  one  himdred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SPECIAI4  INFORMATION  CONTAINED  IN  PBECEDINa  BTTIiliETINS.a 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see 
Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serious 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A), 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quarter 
ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  three  collisions  and 
one  derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  pas- 
sengers killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a  large 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  dis- 
patcher's order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding 
quarters,  a  laige  falling  off  in  railroad  traffic  having  taken  place.  The  list  of 
''prominent*'  train  accidents  includes  only  three  cases  which  may  be  classed  as 
notable. 

a  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17:  for  notes  on  Bulletins  17-24,  see 
Bulletin  No.  30. 
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Bulletin  No.  27  shows  further  marked  decreases  in  casualties,  incident  to  the  large 
falling  off  in  railroad  traffic.  The  number  of  passengers  and  employees  killed  in 
train  accidents  (125)  is  the  smallest  since  the  monthly  records  were  established. 
The  most  fatal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  wherp  ^ 
passengers  in  an  electric  car  were  killed. 

Bulletin  No.  28  recorded  the  smallest  number  of  passengers  killed  in  train  accidentr* 
(13)  ever  reported  in  the  quarterly  records.  The  total  of  passengers  and  em- 
ployees killed  in  train  accidents  (112)  was  13  lees  than  the  previous  low  record 
(125,  Bulletin  27).  Of  the  13  passengers  killed  in  train  accidents,  7  were  victims^ 
of  a  butting  collision  on  an  electric  railroad. 

Bulletin  No.  29  showed  totals  far  smaller  than  the  corresponding  quarter  one  year 
preAdous,  but  the  diminution  in  the  number  of  casualties,  which  had  continued 
during  the  year  of  depression,  seemed  to  have  been  checked.  The  number  of 
passengers  killed  in  train  accidents  was  53,  and  there  were  8  notable  collisions. 

Bulletin  No.  30  recorded  34  passengers  killed  in  train  accidents  (including  15  victims 
of  a  forest  fire).  One  collision  resulted  in  8  deaths  of  passengers  and  two  deradl- 
ments  killed  16  employees. 

Bulletin  No.  31,  in  part,  continues  the  favorable  showing  of  the  quarter  one  year  pre- 
vious (Bulletin  27),  though  it  covers  a  period  of  considerable  revival  of  businesR. 
One  collision  caused  20  deaths  and  28  injuries. 
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RAILROAD  ACCIDEKTS 

IN  THE  UNITBD  STATES  DURING  THE  THREE  MONTHS 

ENDING  SEPTEMBER  80,  1909. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1909,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Interaltate  Commerce ,  Commission, 
under  the  "accident  law"  of  March  3,  1901,  was  193,  and  of  injured, 
3,752.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work  and  by  passengers  in  getting  on  or  oflf  the  cars, 
etc.,  bring  the  total  number  of  casualties  up  to  20,093  (852  killed  and 
19,241  injured).  Accidents  to  employees  resulting  in  slight  injuries, 
which  do  not  prevent  the  employee  injured  from  performing  his 
accustomed  service  for  more  than  three  days  in  the  aggregate  during 
the  ten  days  immediately  following  the  accident,  are  not  reported. 
These  reports  deal  only  with  employees  on  duty  and  passengers.  The 
casualties  to  passengers  have  been  divided  into  three  classes.  Class 
a  includes  all  ordinary  passengers.  Class  h  includes  passengers  travel- 
ing on  freight  trains.  Class  bb  includes  persons  who  are  customarily 
carried  on  trains  under  special  arrangements,  such  as  postal  clerks 
and  express  messengers,  employees  on  Pullman  cars,  newsboys,  live- 
stock tenders,  and  men  in  charge  of  freight.  The  reported  casualties 
are  classified  in  the  following  table: 

Table  No.  1. — Cagvalties  to  persons — July,  August,  and  September,  1909. 


Causes. 


Passen- 
gers (o 
and  b). 


Collisions 

Derailments 

Miscellaneous  train  accidents,  Including  locomo- 
tlTe  boiler  explosions 


Total  train  accidents. 


Coupling  or  unooapling 

While  doing  other  work  about  trains  or  while  at- 
tending switches 

Coming  in  contact  with  overhead  bridges,  struc- 
tures at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting  on  or 
off 

Other  causes 

Total  (other  than  train  accidents) 

Total,  all  classes 


1 


34 
8 


42 


2,158 


30 
14 


45 


87 


Persons 
carried 
under 
agree- 
ment 
or  con- 
tract 
(W>). 


1,288 
833 

37 


14 
1.037 


1,097 


4,166 


% 


5 
9 


14 


2 
1 


17 


105 
61 


Total 

(a,  6,  and 

bb). 


% 


39 
17 


1    . 

p 


167 


56 


25 
64 


91 


258 


1 

32 

15 


48 


104 


1,393 
894 

38 


2,325 


Train- 
men. 


1 


62 
40 

9 


101 


16 

971 
1,101 


10 

7 

18 

51 
37 


2,088 


4,413  1224 


123 


306 
316 

264 


888 


209 

2,015 

142 

1,107 
163 


3,630 


4,624 


Train- 
men in 
yards. 


1 


8 


9 


9 

4 

6 

16 
22 


66 


66 
3 


126 
35 

64 


225 


130 

691 

60 

555 

94 


1,630 


1,766 
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Table  No.  1. — Casualties  to  persons — JuZy,  August,  and  September ,  1909 — Continued. 


CausM. 


YbM  train- 
men (switch- 
ing crews). 


a 


Collisions ." 

Derailments 

Mlsoelluieous  train  accidents,  including  locomo- 
tive boiler  explosions 

Total  train  accidents 

Coupling  or  tmconpling 

While  doing  other  work  about  trains  or  whiie  at 
tending  switches 

Coming  in  contact  with  overhead  bridges,  struc- 
tures at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting  on 
or  on 

Other  causes 

Total  (other  than  train  accidents) 

Total  all  classes 


5 
4 


10 


18 

10 

3 

27 
25 


83 


93 


63 
30 

27 


129 


277 

685 

69 

765 
79 


1,875 


2,004 


Other 
employees. 


•8 


5 
10 


17 


1 

10 

2 

42 
294 


349 


366 


95 
72 

18 


Total 
employees. 


"2 

a 


70 
54 

13 


185  i  137 


17 

569 

20 

431 
5,223 


6,360 


6,545 


38 

31 

28 

136 
378 


611 


748 


i 


592 
462 

373 


1.427 


633 

3,960 

291 

2,858 
5,659 


Total 

persons 

repotted. 


3 


t 

3 


109  , 

71 

13  I 


1.985 
1.336 

4U 


193 


3.752 


38 

31 

29 

168 
393 


633 
3.960 

307 
S.S29 


13.401  I  6S0  :     15.489 


14,828 


852  <    19.241 


The  only  favorable  indication  that  can  be  discerned  in  the  fore- 
going statistics  is  that  aJSForded  by  the  fact  that  the  totals  of  em- 
ployees killed  in  train  accidents  and  in  coupling  cars  do  not  show 
such  decided  increases  as  do  those  of  employees  killed  from  other 
causes.  These  last-named  items  might  be  expected  to  increase^ 
because  of  the  general  increase  of  traffic,  and  on  this  supposition 
the  absence  of  increase  in  the  others  indicates  improved  conditions. 
Five  accidents — collisions  14,  16,  24,  and  1,  and  derailment  No.  19 — 
caused  47  deaths.  The  causes  of  these  and  of  others  in  which  the 
circumstances  were  notable  or  unusual  are  given  in  connection  with 
Table  No.  2a. 

Table  No.  1a. — Comparisons  of  principal  items  with  last  bulletin  and  with  one  year  back. 


1.  Passengers  killed  in  train  accidents 

2.  Passengers  killed,  all  causes , 

3.  Employees  killed  in  train  accidents 

4.  Employees  killed  in  coupling 

5.  Employees  killed,  all  causes , 

6.  Total  passengers  and  employees  killed,  all  causes 


Bulletin  33. 

BalleUn32. 

Bulletin  39. 

56 

7 

S3 

104 

44 

lio 

137 

92 

138 

38 

34 

S9 

748 

544 

624 

853 

588 

734 

The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  2,751  (1,288  collisions  and  1,463  deraUments),  of 
which  229  collisions  and  192  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents  amount- 
ed to  $2,316,014.  Given  more  in  detail,  these  facts  appear  as  below 
(collisions  and  derailments  which  cause  no  death  or  personal  injury 
and  which  cause  not  over  $150  damage  to  the  property  of  the  railroad 
are  not  reported): 
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Table  No.  2. — Collisioru  and  derailments. 


Collisions ,  rear 

Collisions,  butting 

Ck>Ilisions,  train  separating 

Collisions,  miscell^eous 

Total 

Derailments  doe  to  defect  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  necligence  of  trainmen,  signal mep,  etc 
Derailments  due  to  unforeseen  obstruction  of  track,  etc . . . 

Derailments  due  to  maUclous  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 

Total  for  same  quarter  of  1908 

1907 


Number. 


261 
171 
110 
746 


1,288 


268 

671 

84 

83 

14 

343 


1,463 


2,761 
2,667 
4,279 


Loss. 


$273,106 

328,155 

61,924 

382,631 


1,045,905 


211,301 
544,745 

37,996 
122,800 

36,149 
317,118 


1,270,109 


2,316,014 
1,050,406 
3,605,696 


Killed. 


17 

63 

1 

28 


109 


9 
9 
3 

17 
3 

30 


71 


180 
176 
309 


Injured. 


516 

1,024 

39 

406 


1,985 


281 
149 

75 
351 

68 
432 


1,356 


3,341 
2,729 
4,534 


Following  i?  the  usual  list  of  class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 


Table  No.  2a. — Catues  of4S  prominent  train  accidents. 

is 


[Note.— R  stands  for  rear  collision;  B,  butting  collision;  M,  miscellaneous  collisions:  D, derailment;  P, pas- 
senger train;  F,  freight  and  miscellaneous  trains.' 


COLLISIONS. 


I 
No. !  Class.    Kind  of  train. 


1 
2 


3 
4  , 


R 

n 


I 


P  and  F 
Pand  P 


B 
M 


B 


B 


B 


Fand  F 
Pand  F 


Pand  P 


Fand  F 


Fand  F 


Cause. 


Failure  to  flag.    (See  note  in  text  below.) 

Southbound  train  ran  over  misplaced  switch  and 
collided  with  northbound  standing  on  sidetrack. 
Porter  of  northbound  had  set  switch  straight,  and 
afterwards  went  back  and  set  it  for  siding;  can  not 
explain.  Enginenian  of  standing  train  was  killed. 
Time,  2  p.  m. 

Operator  overlooked  order;  block  signal  not  properly 
managed.    (See  note  in  text  below.) 

Passenger  train  nm  into  side  of  freight  backing  into 
sidetrack.  Passenger  had  been  flagged,  but  see- 
ing automatic  block  signal  clear,  engineman  re- 
sumed speed,  though  flagman  had  not  been  called 
in.  Automatic  signal  had  been  cleared  by  foreign 
electric  current  in  rails.  It  remained  clear  only  a 
few  seconds  and,  according  to  the  report,  had 
turned  again  to  the  stop  position  before  the  engine- 
man  passed  It. 

Collision  of  northbound  extra  electric  car  with  south- 
bound regular.  Conductor  of  extra,  while  his  car 
was  on  sidetrack,  tried  (by  hand  motion  only)  to 
Instruct  conductor  on  regular  car  passing  him. 
bound  in  same  direction,  to  hold  southbound  at 
next  meeting  point;  but  his  message  was  not 
understood.  Communicating  orally  m  this  way 
was  contrary  to  rules. 

Dispatcher  gave  conflicting  meeting  orders  to  extra 
tnln  nmmng  south  and  work  train  running  north. 
Dispatcher  of  two  years'  experience,  but  In  service 
at  this  place  only  two  months. 

Mistake  in  copying  dispatcher's  order.  (See  note  In 
text  below.} 
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Table  No.  2a. — Causes  of  AS  prominent  train  accidents — Continued. 

COLLISIONa-Contlnued. 


No. 

Cln.S8. 

8 

B 

9 

R 

10 

B 

11 

B 

12 

B 

Kind  of  train. 


21 


2*2 
23 


24 


B 


M 
M 


B 


rand  F 


Pand  P 

Fand  F 

Fand  F 
P  and  F 


13 

M 

P  and  F 

14 

B 

P  and  P 

15 

R 

P  and  P 

16 
17 
18 

B 
R 
B 

P  and  P 

F  and  F 

F  and  F 

19 

B 

P  and  F 

20 

B 

P  and  P 

P  and  P. 


F  and  F. 
F  and  F. 

P  and  F. 


I 


0 
3 

0 

10 
0 


9 
0 
0 


43 


11 


4 

17 

0 
107 


3 


0 


40 
0 
4 


6 


59 


0 

4 


8 


ToUl,  collisions 62 


0 


23 


»4,740 


0,000 

6,356 

7.094 
8,600 

10,000 

12,300 


43     12,775 


14, 101 
14,200 
14,485 

15,000 


19,000 


19,101 


22,000 


1     29,005 


29,521 


500  ,265,655 


45 


66 

72 

37 
7 

70 


35 


36 
87 
76 


64 


32 
43 


75 


Cause. 


Extra  engine,  eastboimd,  encroached  on  time  of 
regular  passenger  train.  No.  61,  westbound.  Ed- 
.  gineman  of  extra  thought  the  day  was  Sunday,  on 
which  day  No.  61  does  not  run.  Conductor  was 
equally  neglieent,  but  offered  no  excuse.  Brake- 
man  had  neueoted  to  examine  time  table.    One 


passenger 

Passenger  train  (4  a.  m.)  delayed  seriou^y,  but  flaf*- 
man  did  not  go  back  to  protect  from  train  follow- 
ing; neither  did  he  use  fusees;  time  interval  at  last 
K receding  station,  five  minutes, 
patcher,  in  issuing  an  order  to  supersede  a  pre- 
vious order,  sent  it  to  only  one  of  the  two  trains 
that  had  bad  the  first  order. 

Conductor  and  engineman  of  northbound  train  forgot 
meeting  order. 

Conductor  and  engineman  of  westbound  extra  train 
neglected  to  identify  themselves  and  give  proper 
explanation  to  eastbound.  (8ee  note  In  text  be- 
low.) 

Freight  on  siding  on  3  per  cent  grade  acddentally 
started  and  ran  against  passing  passenger  train. 
En^eman  moved  throttle  (same  not  being 
lathed)  when  he  pulled  whistle. 

Westbound  extra  encroached  on  time  of  eastbound 
regular  train.    ( See  note  in  text  below. ) 

Failure  of  block  signalman  to  put  signal  in  stop  posi- 
tion alter  passage  of  passenger  train,  combined 
with  inefficient  nagging.    (See  note  in  text  k>elow. ) 

Disregard  of  meeting  order.   (See  note  in  text  below.) 

Misunderstanding  or  orders. 

Operator  failed  to  deliver  meeting  order.  (See  note 
In  text  below.) 

Agent  failed  to  deliver  order;  fireman  misunderstood 
order  as  to  movement  of  train,  given  by  word  of 
mouth.    (See  note  in  text  below. ) 

Southboimd  ran  over  misplaced  switch  and  collided 
with  northbound  standing  on  side  track.  The 
northbound  usually  held  the  main  line  at  thb 
point,  and  the  brakeman  (experienced  and  of  good 
character),  who  went  forward  to  the  switch,  set  It 
for  the  side  track:  can  not  explain. 

Westbound,  three  nours  late,  encroached  on  time  of 
eastboimd  superior  train.  (Conductor  and  engine- 
man  of  westbound  overlooked  the  fact  that  the 
eastbound  was  superior;  they  also  had  neglected  to 
stop  at  B  to  make  entry  on  register.  Eastbound 
tram  would  have  left  main  line  at  B. 

Train  broke  in  two  and  rear  portion,  left  on  grade 
without  hand  brakes  being  set,  ran  back  and  col- 
lided with  another  train. 

Runaway  on  steep  grade.  Fifteen  cars  had  been 
taken  on  at  a  way  station  and  the  angle^xxsk  of  the 
air-brsJce  pipe  had  not  been  opened  at  the  rear  of 
the  15  cars.  Men  in  charge  of  traiq  failed  to  test 
brakes  as  required  by  rule. 

Conductor,  engineman,  and  fireman  of  passenger 
train  forgot  meeting  order.  Engineman  was  killed. 
Ck)nductor  and  fireman  can  give  no  explanatic»i. 
Order  had  been  in  their  hands  17  minutes. 
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DERAILMENTS. 


No. 


6 

7 

8 


Class. '  Kind  of  train. 


1  D 

2  I     D 

3  '     D 


10 
11  ^ 
12 


13 
14 


15 
16 

17 

18 
19 


D 
D 

D 


D 
D 
D 


D 
D 


D 
D 

D 

D 
D 


F. 

F. 


F. 


F. 
P. 


F. 
P. 


M 


1 
2 


1 
0 


Total  derailments i  19 


3 
2 


96 


1     61 

1  !  14 

P I    0  1  14 


F 0  ;  0 


1 

3 


3     48 

0  '    0 

S  '  57 


327 


Total  ooUisions  and 
derailments I  81 


827 


S35 

170 


300 


2,454 


5,000 
5.138 

5,845 

10,600 

11,000 
12,250 
12.450 


12,600 
13,000 


13,465 
16,250  I 


24.050 

28.730 


187,612 


453,207 


11 

25 
20 


53 


55 


22 
19 

23 

30 

27 
51 
26 


12 
24 


21 
50 


16,375  I      82 


15 
31 


Cause. 


Train  consisted  of  a  single  electric  car,  which  became 
uncontrollable  on  steep  grade  because  of  slippery 
track  and  anacplalned  mllure  of  air  brake.  One 
pesseneer  killed. 

Cars  of  circus  train  not  lit  to  run  over  sharp  curve; 
speed  very  low. 

Car  of  eastbound  freight  knocked  off  track  bv  car  In 
westboond  freight,  which  had  been  derailed  by  the 
polling  out  of  a  dr^jgrbar,  following  the  sudden  ap- 
plication of  the  air  brakes  because  of  the  bursting  of 
a  hose.  Two  men  riding  In  car  (in  charge  of  horses) 
kiUed. 

Q9X  In  excursion  train,  full  of  passengers,  too  heavy 
on  inside  of  16-degree  curve:  sill  of  car  rested  on 
wheels,  preventing  truck  from  curving  freely. 
Speed  6  miles  an  hour. 

High  speed  on  l^egmt  curve;  superelevation  of 
outer  rail  8  inches.  Speed  55  to  60  miles  an  hour; 
tender  was  first  vehicle  to  run  off  the  track.  Ten- 
der had  side  bearings  for  tiie  rear  truck  but  not  for 
the  front.  It  ran  4.700  feet  off  the  rails  before  the 
fact  was  noticed.    Track  in  good  condition. 

Washout;  3  p.  m.  Train  moving  very  slowlv.  Track 
foreman  held  at  fault  for  not  stopping  train. 

Unexplained.  Derailment  occurred  at  switch;  ten- 
der first  vehicle  to  run  off  the  track.  One  passen- 
W^r  killed, 
ashout.  Engineman  and  also  assistant  roadmas- 
ter,  riding  on  engine,  held  at  fault  for  lack  of 
caution  in  running.  Derailment  occurred  at  mid- 
night; section  foreman  not  on  duty. 

Unexplained.  Speed  25  miles  an  hour  on  6-d^ree 
curve.    Bridee  damaged. 

Excessive  s))eea. 

Excessive  speed. 

Runaway  on  steep  grade;  1 :40  a.  m.  Engineman, 
nine  months  in  service,  started  train  before  train 
pipe  of  air-brake  system  was  fully  charged. 

Broken  rail. 

Maliciouslv  misplaced  switch.  Wreck  partly  de- 
stroyed by  a  fire  which  started  in  a  car  containing 
matches. 

Runaway  on  steep  grade.    (See  note  in  text  below.) 

Bridge  weakened  by  fire;  situated  on  curve  where 
view  was  very  short. 

Rail  joint  maliciously  removed  and  rail  pulled  out  of 
place. 

Loose  wheel.  Derailed  truck  knocked  down  a  brldxe. 

Embankment  undermined  by  flood.  Track  In- 
spected and  in  good  order  at  6  p.  m.  Derailment 
occurred  at  10  p.  m.  Engineman  and  fireman 
killed;  six  passengers  killed. 


CollisioQ  No.  14,  killing  16  passengers  and  injuring  165  passengers 
and  2  trainmen,  was  between  a  westbound  special  passenger  train 
and  an  eastbound  regular  passenger  train,  the  special  having  run 
only  about  1 J  miles  from  its  initial  point.  Both  trains  were  heavily 
loaded.  The  special  had  no  right  to  the  road  as  against  the  regular. 
It  had  received  an  order  from  the  dispatcher  to  meet  an  eastbound 
special  at  a  point  5  miles  farther  on,  and  it  appears  that  the  motor- 
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man,  not  having  read  the  order  with  sufficient  care,  had  in  his  mind 
the  impression  that  the  eastbound  tr^  specified  in  the  order  was 
the  regular  (against  which,  in  fact,  he  had  no  rights).  When  the 
special  train  was  ready  to  start,  the  eastbound  regular  train,  which 
was  already  due,  had  not  arrived,  and  the  conductor  told  the  motor- 
man  to  move  forward  a  short  distance  (within  the  yard  limits)  to 
the  switch  at  which  the  incoming  regular  train  would  clear  the  main 
Une,  the  conductor's  intention  being  to  wait  there  until  the  east- 
bound  train  arrived.  Having  given  this  information,  and  the  train 
having  started,  the  conductor  at  once  went  into  the  first  car  of  the 
train  and  began  taking  up  tickets;  and  while  thus  engaged,  the  train 
went  on  and  passed  the  switch  (at  which  it  should  have  stopped) 
without  his  knowledge.  The  westbound  train  was  running  20  or  25 
miles  an  hour  a  moment  preceding  the  collision,  and  for  this  speed  the 
motorman  is  held  blameworthy,  as  he  might  have  seen  the  east- 
bound  train  in  time  to  apply  the  brakes  some  500  feet  farther  east. 
The  eastbound  train  had  been  stopped  or  nearly  stopped  before  the 
collision.  Both  trains  having  electric  motor  cars  in  front,  with  no 
separate  locomotive,  the  brunt  of  the  collision  was  borne  by  cars 
occupied  by  passengers. 

Collision  No.  16,  killing  8  passengers  and  1  employee,  was  due  to 
carelessness  on  the  part  of  the  men  in  charge  of  the  northbound  train. 
This  train,  drawn  by  two  engines,  was  ordered  to  meet  the  first  section 
of  the  southbound  at  B  and  the  second  section  at  C.  On  arriving  at 
B  the  first  section  of  the  southbound  was  found  on  the  siding  and 
passed.  On  arriving  at  C  no  stop  was  made  and  the  second  section 
of  the  southbound  was  met  300  feet  beyond  the  farther  switch.  The 
men  in  charge  of  the  northbound  train — the  conductor  and  two  en- 
ginemen — offer  the  explanation  that  an  engine  standing  on  the  side 
track  at  C  was  mistaken  by  them  for  the  second  section  (which  they 
were  to  meet),  but  this  ^'explanation"  still  leaves  these  men  charge- 
able with  gross  negligence  as  the  engine  standing  on  the  sidetrack 
had  white  flags  displayed  (showing  that  it  was  not  a  regular  train) 
and  it  was  of  a  different  number  from  that  of  the  engine  of  the  regular 
train  which  was  to  be  met  and  the  number  of  which  was  named  in 
the  meeting  order.  Both  trains  were  running  at  full  speed  when  they 
met. 

Collision  No.  1,  in  which  six  drovers,  riding  in  the  caboose  of  a 
freight  train,  were  killed,  occurred  about  midnight  on  a  line  which  is 
used  by  the  trains  of  several  companies,  and  on  which  it  seeips  the 
trains  are  run  under  somewhat  peculiar  rules.  The  freight  train, 
belonging  to  road  A,  and  consisting  of  cars  of  live  stock,  was  run- 
ning over  the  track  of  line  B,  its  trip  over  these  tracks  being  for  a 
distance  of  about  4  miles.     It  is  the  duty  of  the  men  in  charge  of 
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aU  such  freight  trains  to  be  constantly  on  the  alert  to  protect  their 
train  from  any  train  following;  but  it  does  not  appear  that  they  are 
required  to  keep  themselves  posted  as  to  the  times  when  following 
passenger  trains  are  due.  On  the  other  hand,  the  rules  limit  the 
speed  of  passenger  trains  to  25  miles  an  hour.  The  passenger  train 
belonged  to  road  B.  It  had  left  the  last  preceding  station  about 
seven  minutes  behind  the  freight.  According  to  the  testimony  before 
a  coroner's  jury  (as  reported  by  the  railroad  company)  the  stock 
train  was  running  at  from  1  to  6  miles  an  hour  at  the  time  of  the  col- 
lision and  the  passenger  train  at  from  12  to  40  miles  an  hour.  From 
this  last  finding  it  would  appear  that  the  jury  was  unable  to  reach  a 
definite  conclusion,  from  the  testimony,  as  to  the  speed  of  the  pas- 
senger train.  The  only  witness  who  thought  that  it  was  running 
at  anything  like  40  miles  an  hour  was  one  of  the  drovers  in  the  caboose 
of  the  freight  train.  The  report  of  the  railroad  company  indicates 
that  the  flagman  of  the  freight  had  neither  made  any  effort  to  flag 
the  passenger  train  nor  thrown  off  any  fusees;  and  that  the  engine- 
man  of  the  passenger  train  was  running  his  train  at  a  moderate 
speed,  from  which  he  could  have  stopped  within  500  feet  if  he  had 
been  flagged;  and  that  he  was  keeping  a  good  lookout.  He  had  shut 
off  steam  preparatory  to  reducing  speed  to  12  miles  an  hour  a  little 
farther  on.  The  conductor  and  the  flagman  of  the  freight  appear 
not  to  have  been  well  acquainted  with  the  road.  They  declare  that 
their  train  was  moving  at  10  or  12  miles  an  hour,  but  the  coroner's 
jury  evidently  discredited  this  statement.  The  engineman  of  the 
passenger  train  and  the  conductor  of  the  freight  were  men  of  long 
experience;  the  flagman  of  the  freight,  23  years  old,  had  been  in  the 
service  about  one  year. 

Collision  No.  3  occurred  on  a  double-track  road  about  3  a.  m., 
and  was  due  to  errors  of  block-signal  operators  in  arranging  for  the 
sending  of  a  train  east  on  the  westbound  track.  Extra  train  6  was 
to  run  eastward  from  B  to  C  and  an  order  was  sent  to  C  which  re- 
quired the  telegrapher  at  C  to  hold  all  westbound  trains  until  the 
arrival  of  extra  train  6  at  C.  Just  as  this  train  left  B,  the  signalman 
at  C  allowed  a  westbound  train  to  pass  toward  B.  The  signalman 
at  B  accepted  this  westbound  train  for  the  reason,  as  ho  said,  that 
he  thought  it  was  on  the  eastbound  track.  The  superintendent, 
however,  holds  that  there  is  no  reason  to  justify  such  an  impression 
on  his  part.  The  operator  at  B  was  21  years  old  and  had  been  in  the 
service  about  one  month.  The  operator  at  C  was  22  years  old  and 
had  been  in  the  service  about  six  months. 

Collision  No.  7  was  between  southbound  and  northbound  regular 
freight  trains.     i\ji  order  was  delivered  that  the  northboimd  would 
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wait  at  F  until  12:20  a.  m.  for  the  southbound;  then  another  order 
was  sent  to  the  effect  that  it  would  wait  at  B  until  12  ;40  a.  m  for  the 
southbound;  then  a  third  order  was  sent  saying  that  it  would  wait 
at  F  until  12:50  a.  m  for  the  southbound,  and  *' orders  140  and  135 
are  annulled."  In  delivering  this  order  the  operator  wrote  "40" 
in  place  of  *'  140,"  though  the  superintendent  is  satisfied  that  in 
repeating  it  to  the  dispatcher  he  repeated  correctly;  and  the  order 
was  deUvered  so  soon  after  it  was  received  that  it  is  not  likely  that 
the  operator  had  time  to  rewrite  it.  The  conclusion  seems  to  be 
that  in  repeating  the  order  he  discovered  his  error  and  intended  to 
add  the  figure  **1"  before  delivering  it;  but  he  did  not  do  so.  By 
this  mistake  order  No.  140  was  left  in  force,  and  this  caused  the  col- 
lision, as  the  other  train  affected  by  this  annulled  order  had  receivetl 
a  correct  copy  of  the  annulling  telegram  and  was  thus  reUeved  from 
complying  with  that  order.  The  conductor  and  the  engineman  of 
the  southbound  are  held  at  fault  for  accepting  an  order  annulling 
another  order  which  they  had  not  received.  It  should  have  occurred 
to  them  that  something  was  wrong.  The  operator  who  made  this 
mistake  had  had  four  montlis'  experience.  The  conductor  and  engine- 
man  who  accepted  the  suspicious  order  had  had  several  years' 
experience. 

ColUsion  No.  12,  occurring  on  a  single-track  line  about  3  a.  ni., 
was  due  to  the  neglect  of  trainmen  to  exactly  and  properly  iden- 
tify each  other's  trains  at  a  meeting  point.  Several  extra  passen- 
ger trains  were  to  be  run  west  from  G.  Some  of  these  were  run  as 
sections  of  a  regular  train,  and  then,  when  the  schedule  of  this  train 
was  12  hours  old,  four  additional  passenger  trains  were  run  as 
specials.  After  the  dispatcher  had  issued  his  orders,  making  a  num- 
ber of  meeting  points  for  these  four  specials,  it  was  decided  to  nm 
a  fifth.  The  fifth  was  run  from  one  station  to  another  ahead  of  the 
third  and  on  the  rights  of  the  third.  This  was  an  irregular  proceed- 
ing made  apparently  by  the  conductor  of  the  train  on  liis  own 
authority,  but  in  accordance  with  rule  94  of  the  standard  code. 
This  fifth  train,  now  become  the  third,  may  be  designated  as  No.  81. 
(A  special  passenger  train  is  designated  by  the  nimiber  of  its  engine.) 
It  was  running  on  the  rights  of  No.  82,  and  the  men  in  charge  of  it 
were  taking  care  that  no  eastbound  train  should  encroach  on  the 
rights  of  No.  82.  On  meeting  an  eastbound  extra  freight  the  en- 
gineman of  No.  81  spoke  to  the  engineman  of  the  freight,  describing 
the  situation.  The  conductor  of  No.  81  was  nearby,  but  did  not 
participate  in  this  conversation  and  did  not  know  exactly  what  was 
said.  The  conversation  between  the  enginemen  should  have  been 
participated  in  and  confirmed  also  by  the  conductor  of  the  east- 
bound  freight;  but  he,  with  a  brakeman,  was  on  the  rear  of  his  train, 
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and  although  they  noticed^  on  passing  the  westbound,  that  the  engine 
was  not  the  correct  number  that  they  expected,  they  assumed  that 
their  engineman  had  received  suitable  assurances  from  the  man  on 
the  westbound  and  they  took  no  action  to  prevent  their  engineman 
from  proceeding  toward  the  next  station;  and  the  collision  occurred 
in  thre«  or  four  minutes  afterwards.  The  primary  trouble  appears 
to  be  that  the  engineman  of  the  eastbound  had  fixed  in  his  mind  the 
four  westbound  specials  which  were  to  be  met,  and  did  not  realize 
that  he  had  been  informed  that  there  were  five  trains. 

Collision  No.  15  was  due  to  the  neglect  of  a  block  signalman  and 
of  a  flagman.  An  eastbound  freight  train  was  stalled  at  S,  and  a 
passenger  train,  following,  was  coupled  to  the  freight  in  order  to 
assist  it  up  a  grade.  Wliile  the  two  trains  were  being  coupled  the 
flagman  of  the  passenger  went  back  with  a  red  light.  The  coupling 
having  been  completed,  the  engineman  of  the  passenger  train 
sounded  two  blasts  of  the  whistle,  for  the  release  of  the  brakes,  and 
then  repeated  the  signal.  The  flagman,  wrongfully  assuming  that 
the  sounds  of  the  whistle  authorized  him  to  return  to  his  train,  did 
so  return;  but  the  combined  train  was  slow  in  moving  and  the  flag- 
man went  back  a  second  time.  Before  he  had  gone  far,  however,  he 
met  a  following  passenger  train,  running  at  40  miles  an  hour,  and 
the  engineman  of  this  train  was  unable  to  stop  it  before  striking  the 
one  ahead  of  it. 

The  rear  of  the  stalled  passenger  train  was  about  1,100  feet  ahead 
of  a  semaphore  signal,  which  should  have  been  set  to  stop  the  second 
passenger  train,  but  which  was  left  in  the  clear  position.  For  this 
the  signalman  is  held  grossly  negligent.  From  the  next  station  in 
the  rear,  up  to  this  signal,  the  manual  block  system  was  in  effect,  but 
that  section  of  the  Une  ahead  of  the  signal  and  occupied  by  the 
stalled  trains,  being  in  the  yard,  was  not  worked  under  the  block 
system.  The  operator  who  had  left  the  signal  wrongfully  in  the 
clear  position  had  kept  his  distant  signal  set  against  the  approaching 
train,  but  as  the  engineman  could  plainly  see  the  home  signal,  he  of 
course  did  not  slacken  speed  at  the  distant.  The  signalman  saw  the 
second  passenger  train  in  season  to  have  set  the  home  signal  against 
it,  but  he  became  confused  and  did  not  think  to  take  such  action. 
The  engineman  of  the  second  passenger  train  is  held  blameworthy 
for  not  being  properly  alert  approaching  the  station.  The  testimony 
shows  that  he  did  not  shut  off  steam  until  nearly  or  quite  the  moment 
at  which  he  struck  the  train  ahead. 

Collision  No.  18,  between  westbound  freight  train  No.  33  and 
eastbound  freight  train  No.  34,  occurred  one-half  mile  west  of  the 
station  where  the  trains  should  have  met,  and  was  due  to  the  failure 
of  an  operator  to  deliver  the  meeting  order  to  the  westbound  train. 
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Having  a  number  of  orders  to  deliver  to  that  conductor,  he  delivered 
all  but  one  of  them.  The  dispatcher  was  also  held  blameworthy  be- 
cause, in  receiving  the  acknowledgement  from  the  station  operator 
of  a  number  of  orders  for  train  No.  33,  he  failed  to  note  that  the  par- 
ticular order  in  question  was  not  acknowledged.  This  dispatcher 
had  had  eighteen  years'  experience — ten  as  an  operator  and  eight  as  a 
dispatcher.  The  station  operator  is  22  years  old  and  has  had  eight 
years'  experience,  during  the  last  four  of  which  he  has  handled  train 
orders.  This  collision  occurred  at  2  o'clock  a.  m.  and  the  operator  had 
been  on  duty  about  two  hours.     He  declared  that  he  was  not  sleepy. 

Collision  No.  19  was  due  to  the  failure  of  a  station  agent  to  deliver 
a  meeting  order,  and  to  a  xnisunderstanding  in  connection  with  an 
oral  order  given  by  the  conductor  to  the  fireman.  Passenger  train 
No.  3,  northbound,  and  freight  train  No.  6,  southbound,  were  to 
meet  at  S.  An  order  had  been  issued  to  this  effect,  to  be  delivered 
to  the  passenger  train  at  D,  a  station  7  miles  short  of  S;  but 
this  order  the  agent  at  that  point  failed  to  deliver.  The  collision, 
however,  is  not  to  be  charged  wholly  to  this  failure,  because  a  part 
of  the  freight  train  had  arrived  at  S  before  the  passenger  train  reached 
that  point.  The  freight  train  had  been  stalled  about  2  miles  before 
reaching  S,  and  a  part  of  its  cars  had  been  left  standing  on  the  main 
track,  while  the  engine  and  the  front  part  of  the  train  went  on  to  S. 
As  this  front  portion  was  obliged  to  pass  beyond  the  station  at  S, 
a  flagman  was  sent  forward  to  stop  the  passenger  train,  which  he 
did.  The  passenger  train  after  being  flagged  moved  forward  to  the 
station.  When  ready  to  start  its  conductor  spoke  to  the  fireman « 
only  about  30  feet  away  from  him,  giving  instruction  that  the  train 
should  be  moved  forward  and  then  set  back  on  to  the  siding  to  wait 
for  the  freight,  the  engine  of  which  had  gone  back  to  haul  in  the  rear 
portion  of  its  train.  The  freight  flagman,  standing  with  the  passenger 
conductor,  also  made  a  hand  motion  to  the  fireman,  indicating  the 
same  thing.  The  fireman  (who  was  subsequently  killed  in  the 
collision)  nodded  his  head  and  the  train  was  started.  When  its 
rear  end  passed  the  switch,  the  conductor  dropped  oif  to  turn  the 
switch  and  then  was  astonished  to  find  that  the  train,  instead  of 
stopping,  kept  on;  and  it  soon  collided  with  the  freight  train.  The 
passenger  engineman,  as  well  as  the  fireman,  was  killed.  Both 
engineman  and  fireman  were  experienced  men  and  had  workeil 
together  four  years.  Both  men  being  killed,  there  is  no  explanation 
of  how  they  came  to  misunderstand  the  situation  and  the  orders 
given.     The  collision  occurred  at  3:25  p.  m. 

The  agent  at  D,  who  failed  to  deliver  the  order  to  the  passenger 
train,  had  resigned  his  position  and  was  to  leave  the  service  the  next 
day.     He  took  this  message  and  then  seems  to  have  depended  on 
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his  prospective  successor  to  deliver  it,  but  without  telling  him  to 
do  so;  and  when  the  train  came  was  out  on  the  platform  talking 
with  an  acquaintance,  entirely  forgetful  of  the  order.  There  was  no 
train-order  signal  at  the  station  as,  imtil  a  short  time  before  that, 
the  universal  practice  was  to  send  all  train  orders  by  telephone 
direct  to  conductors,  and  always  simultaneously  to  both  of  the  con- 
ductors for  which  a  meeting  order  contained  instructions.  The 
flagman  who  flagged  the  passenger  train  at  S  did  not  explain  to  the 
engineman  the  reason  why  the  flag  had  been  displayed. 

Derailment  No.  15  was  due  to  mismanagement  of  the  air  brakes 
on  a  train  consisting  of  2  engines  and  33  cars.     The  air-brake  pipes 
were  properly  connected  throughout  the  train.    Parts  of  two  trestle 
bridges  were  knocked  down  by  the  derailed  cars,  a  car  in  the  middle 
of  the  train  being  derailed  first,  at  a  curve,  causing  the  derailment 
of  the  cars  behind  it,  which  were  piled  up  in  the  ruins  of  a  bridge 
which  was  encountered  at  that  point  and  which  was  wrecked;  and 
the  forward  part  of  the  train  ran  some  distance  farther,  when  that 
also  was  derailed  at  a  bridge,  with  the  exception  of  the  leading  engine, 
its  tender,  and  the  second  engine,  the  tender  of  the  second  engine 
going  off  the  track.    Some  little  time  after  passing  over  a  summit, 
the  engineman  of  the  leading  engine,  attempting  to  apply  the  brakes, 
discovered  that  there  was  no  air  pressure  available.    He  soimded 
his  whistle  for  the  application  of  the  hand  brakes,  and  then  went 
back  to  the  second  engine,  but  foimd  that  it  was  impossible  to  check 
the  speed  of  the  train  there.     By  this  time  the  train  was  nmning  so  fast 
that  it  was  impossible  for  the  brakemen  to  get  from  one  car  to  another. 
It  is  the  conclusion  of  the  officers  of  the  company  that  at  the  time 
the  leading  engine  was  attached  to  the  train,  for  the  piu*pose  of  assist- 
ing it  up  a  grade,  its  engineman  neglected  to  *  *  cut  in  "  his  brake  valve, 
so  that  for  some  distance  the  brake  valves  of  both  engines  were  cut 
out.     Diuring  this  time  the  air  leaked  from  the  train  line,  but  so  very 
slowly  that  the  brakes  were  not  applied  by  the  reduction  of  pressiffe. 
The  engineman  of  the  leading  engine  was  blameworthy  in  not  noticing 
the  condition  of  the  air  pressure,  and  also  for  not  making  the  running 
test  required  by  the  instructions.     The  engineman  of  the  second 
engine  is  at  fault  for  not  having  seen  that  the  leading  engineman 
made  the  test  as  required.     The  conductor,  who  was  in  the  caboose, 
neglected  to  notice  the  air  gauge.     When  the  whistle  was  sounded  for 
the  application  of  the  brakes,  the  conductor  suddenly  discovered 
that  there  was  no  pressure  in  the  train  line. 
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Table  No.  3. — Details  of  Table  No.  1. — Causes  of  aceideTUs  to  employees  m  coupling 

and  uncoupling  cars. 


s 


1 

2 
3 
4 

£ 
6 
7 

8 

9 
10 

11 
12 

13 
14 

15 

lA 
17 
18 
19 
20 

21 

22 
23 
24 
25 
26 
27 
28 


Causes. 


Adjusting  coupler  with  foot 

Adjusting  coupler,  cars  aoddentally  started 

Careless  znanipuJatioD  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance  on 

curve  too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance 

because  of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever  and 

body  of  car 

Uncoupling  without  tising  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever  not  in 

working  order 

Foot  caught  in  frog,  switeh,  orguu^  rail 

Openlne  or  closing  Knuckle  when  cars  were  near  together, 

miscalculated  speed 

Opening  knuckle  when  cars  were  near  together,  engine 

accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot 

Opening  knuckle,  lost  footing. 


Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to  slack 

running  in 

Caught  by  unexpected  movement  of  car,  due  to  mistake 

or  misunderstanding  in  giving  hand  signals 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to  rule. . . 
Hand  caught  between  projecting  load  and  end  of  next  car. 

No  witness  (fatal  Injury) 

Other  causes 

Unexplained 


Train- 
men. 


% 

14 


2 


2 
1 


Total. 


10 


25 


4 

.  2 


Trains 

men 

in  yards. 


I 
M 


5 

5 

1 
4 

43 
6 

21 
2 

11 

3 
2 
6 
2 
6 

22 

2 
7 
5 
12 
3 


8 
2 


209 


1 

2 

1 
2 


9 


13 
2 
2 


1 

4 


26 
12 

13 
3 

5 

4 


6 
5 
3 

14 

3 


Yard 
trainmen 
(switch- 
ing 

crews). 


•2 

a 


1 
2 


,1 


2| 

4  ; 
1 


2 
3 


130 


1 
1 

1 
3' 

2 

i' 


18 


Other 

em- 

plojrecs. 


24 
7 

11 
1 
2 

11 

7 


• 

1 

• 

1 

1 

-  . 

r" 


6 

54 
15 

20 
6 

20 

3 
7 
9 
1 
4 

18 

4 

14 
6 
9 
2 


12 
4 


277 


3 

1 
1 


1 
3 
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Details  of  injuries  included  in  Table  5,  subclass  g7. 

J.  1.  struck  by  piece  of  coke  which  fell  from  car. 

J.  2.  Foot  caught  under  wheel. 

J.  3.  Stumbled  over  jack. 

J.  4.  Struck  by  car  door  which  fell  to  the  ground. 

J.  5.  Stepped  on  nail. 

J.  6.  Struck  by  coal  gate. 

J.  7.  Struck  by  chock  which  flew  up. 

A.  1.  Stepped  on  stone. 

A.  2.  Lump  of  coal  fell  off  car  and  struck  foot. 

A.  3.  Glove  caught  on  nail. 

A.  4.  Hook  on  safety  chain  caught  in  pocket. 

A.  5.  Struck  arm  against  nail. 

A.  6.  Board  fell  from  roof  of  car,  striking  shoulder. 

A.  7.  Struck  by  comer  of  car. 

A.  8.  Lever  flew  up,  striking  hand. 

S.  1.  Caught  flnger  In  knuckle. 

S.  2.  Piece  of  ice  fell  from  car. 

S.  3.  Caught  foot  under  wheel. 

S.  4.  Caught  flnger  in  knuckle. 

8.  5.  Brake  shaft  fell  on  foot. 

8.  6.  Brake  flew  around  and  strained  hand. 

S.  7.  Tank  shifted,  catching  hand. 
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Table  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Ii^nries. 


Lo6s  of  feet 

LossoflegB 

Lo6sof  arms 

Loss  of  hands 

Lo6s  of  fingers 

Loss  of  toes 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  bod\r 

Contusion  or  laceration  of  feet. . . 
Contusion  or  laceration  of  toes. . . 
Contusion  or  laceration  of  legs. . . 
Contusion  or  laceration  of  arms.. 
Contusion  or  laceration  of  hands. 
Contusion  or  laceration  of  fingers 

Dislocation 

Internal  injuries 

Sprains 

HisceUaneoiis 

Total  injuries 

Killed 

Total  killed  and  injured. . . 


Trainmen. 


6 

8 

2 

1 

6 

2 

3 

3 

7 

5 

19 

24 

3 

8 

15 

24 

66 

1 

2 

6 

4 


209 
10 


219 


Trainmen 
In  yards. 


1 
2 


4 

1 
1 
1 
2 
1 

II 
9 
6 
6 
7 
23 
41 
2 
7 
5 
1 


130 
9 


139 


Yard 
trainmen. 


3 
1 
4 


8 


1 
4 

4 
6. 
39 
24 
II 
17 
13 
36 
86 


2 

15 

3 


277 
18 


295 


Otbar  em- 
ployees. 


3 
1 
1 

m  m 

1 

4 

5 


17 
1 


18 


RECAPITULATION. 

Total  IriUed 38 

Total  injured 633 

Total  killed  and  injured 671 

Table  4. — Details  of  Table  No.  1. — Catutes  of  accidents  to  employees  classified  (C6  and 

C7)  as  falling  from  and  getting  on  or  off  cars  and  engines. 


3 


C6. 


C7 


6 
7 
8 
9 
10 

11 
12 
fl3 
14 
15 

16 

17 
118 


I 
2 
3 

4 


Caoses. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnonnal 
movements  of  cars  other  than  those  in  sub- 
class 3 

While  setting  brakes 

Fell  f  rom— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  In  mo- 
tion  

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective  hand- 
holds and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Total. 


Train- 
men. 


a 

\4 


3 
1 

1 
4 

10 
2 


10 

11 

5 

1 


61 


12 


52 
33 

4 

31 

121 

12 

48 
203 

69 
125 
145 

43 

43 
162 


1,107 


Train- 
men in 
yards. 


« 


2 
1 

1 
2 
2 


1 
1 
2 
1 
2 


16 


6 


38 
16 

7 
21 
58 

3 

26 
46 
16 
63 
95 


27 

123 

1 

555 


Yard 
trainmen 

(switch- 
ing 

crews). 


I 


3 


2 
2 
2 


8 
7 


1 
1 


27 


9 


88 
55 

1 

14 
58 

2 

7 

202 

41 

39 

81 

10 

48 

104 

2 


Other 

employ- 

ees. 


1 


2 
9 
2 
3 


1 
6 
4 
6 


5 
1 


765  <  42 


11 
1 

2 
32 
14 

2 

59 
95 
26 
74 
66 


6 

37 

1 

431 
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[PuBLio— No.  171.] 

AN  ACT  Requiring  ooimnon  carriers  engaged  in  Interstate  oommerce  to  make  full  reports  of  all  aocklents 

to  the  Interstate  Conuneroe  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled^  It  ehall  be  the  duty  of  the  general  manager,  Buperintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Waahington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  da}'9 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor,  and  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  imtlnng 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SPECIAL  INFOBMATION  CONTAINED  IN  PBECEDING  BITIXBTIKS.^: 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (t*ee 
Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accident*. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  fallin<: 
fromcars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  seriour 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A  . 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  i 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quarter 
ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  three  collisions  and 
one  derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  pas- 
sengers killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a  larg« 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  db*- 
patcher's  order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding! 
quarters,  a  large  falling  off  in  railroad  traffic  having  taken  place.  The  list  of 
"prominent"  train  accidents  includes  only  three  cases  which  may  be  classed  a$ 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties,  incident  to  the  lare» 
falling  off  in  railroad  traffic.  The  number  of  passengers  and  employees  killed  in 
train  accidents  (125)  is  the  smallest  since  the  monthly  records  were  established. 
The  most  fatal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  wher^  n 
passengers  in  an  electric  car  were  killed. 

a  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17;  for  notes  on  Bulletins  17-24,  ^e^ 
Bulletin  No.  30. 
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Bulletin  No.  28  recorded  the  smalleet  number  of  paasengers  killed  in  train  accidents 
(13)  ever  reported  in  the  quarterly  records.  The  total  of  paasengers  and  em- 
ployees killed  in  train  accidents  (112)  was  13  less  than  the  previous  low  record 
(125,  Bulletin  27).  Of  the  13  passengers  killed  in  train  accidents,  7  were  victims 
of  a  butting  collision  on  an  electric  railroad. 

Bulletin  No.  29  showed  totab  far  smaller  than  the  corresponding  quarter  one  year 
previous,  but  the  diminution  in  the  number  of  casualties,  which  had  continued 
during  the  year  of  depression,  seemed  to  have  been  checked.  The  number  of 
passengers  killed  in  train  accidents  was  53,  and  there  were  8  notable  collisions. 

Bulletin  No.  30  recorded  34  passengers  killed  in  train  accidents  (including  15  victims 
of  a  forest  fire).  One  collision  resulted  in  8  deaths  of  passengers  and  two  derail- 
ments killed  16  employees. 

Bulletin  No.  31,  in  part,  continues  the  favorable  showing  of  the  quarter  one  year  pre- 
vious (Bulletin  27),  though  it  covers  a  period  of  considerable  revival  of  business. 
One  collision  caused  20  deaths  and  28  injuries. 

Bulletin  No.  32  shows  a  total  of  99  passengers  and  employees  killed  in  train  accidents — 
the  lowest  quarterly  record  thus  far  shown.  It  is  to  be  observed,  however,  that 
a  butting  collision,  causing  the  death  of  9  passengers  and  1  employee,-  occurring 
on  an  electric  road,  was  not  included,  the  railroad  company  having  failed  to  make 
a  report  of  the  accident,  as  required  by  law.  The  quarter  in  1908  with  which 
thiaone  is  most  naturally  compared  (Bulletin  28)  had  one  collision  on  an  electric 
line  in  which  7  persons  were  killed . 
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RAILROAD  ACCIDENTS 


IK  THE  UNITED   STATES  DURING  THE  THREE  MONTHS 

ENDING  DECEMBER  31,  1909. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  October,  November,  and  December,  1909,  as  shown  in  reports 
made  by  the  railroad  companies  to  the  Interstate  Commerce  Commis- 
sion, under  the  ''accident  law"  of  March  3,  1901,  was  244,  and  of  in- 
jured, 4,149.  Accidents  of  other  kinds,  including  those  sustained  by 
employees  while  at  work  and  by  passengers  in  getting  on  or  off  the  cars, 
etc.,  bring  the  total  ntmiber  of  casualties  up  to  22,922  (1,073  killed  and 
21,849  injured).  Accidents  to  employees  resulting  in  slight  injuries^ 
which  do  not  prevent  the  employee  injured  from  performing  his 
accustomed  service  for  more  than  three  days  in  the  aggregate  during 
the  ten  days  immediately  following  the  accident,  are  not  reported. 
These  reports  deal  only  with  employees  on  duty  and  passengers.  The 
casualties  to  passengers  have  been  divided  into  three  classes.  Class 
a  includes  all  ordinary  passengers.  Class  b  includes  passengers  travel- 
ing on  freight  trains.  Class  bh  includes  persons  who  are  customarily 
carried  on  trains  under  special  arrangements,  such  as  postal  clerks 
and  express  messengers,  employees  on  Pullman  cars,  newsboys,  live- 
stock tenders,  and  men  in  charge  of  freight.  The  reported  casualties 
are  classified  in  Table  No.  1,  given  below. 

The  statistics  here  given  present  the  record  of  the  standard  railroads, 
for  convenience  called  ''steam  roads,"  in  distinction  from  electric  rail- 
ways. The  accident  statistics  of  those  electric  lines  on  which  inter- 
state traffic  is  carried,  and  which,  therefore,  are  subject  to  the  federal 
accident  law,  are  given  in  a  second  table.  No.  Is,  and  in  Table  No.  2b. 

Table  No.  1. — CtuualHes  to  persons — October^  November,  and  December,  1909. 


Collisions 

Derailmenta 

MiflcellaDeotu  tfain  accidentB,  Including  loco- 
motlye-boiler  explosions 

Total  train  accidents 


Coapllng  and  uncoupling 

WhOe  doing  other  work  about  trains  or  while 

attending  switches 

Coming  In  contact  with  overhead  bridges, 

strucrares  at  side  of  track,  etc 

FalUnc  fiom  oars  or  engines  or  while  getting  on 

or  off 

other  causes » 

Total  (other  than  train  aooldentB) 

Total,  all  classes 


(a  and 


gers 
lb). 


\4 


14 
14 


28 


46 
12 


87" 


1,3»3 
510 

41 


Persons 
carried 
under 


ment  or 

contract 

(»). 


M 


0 
2 


1,944     11 


6 

602 

663 


1,361 


3.305 


4 
2 


18 


168 
106 

4 

278" 


19 
83 


105 


383 


Total  (a.  6, 
ando6). 


23 

16 


39 


1,561 
616 

45 

2,222~ 


50 
14 


66 


105 


711 
746 


1.466 


3,688 


TraiDXtttn. 


M 


60 
47 

17 


124 
"14" 

18 

19 

64 

169 


293 


577 
314 

346 


1,137 


272 

2,482 

137 

1,542 
255 


4.688 


5,825 


Timinmen 
In  yards. 


M 


14 
3 


21 


16 

7 

6 

23 
25 


77 
98 


237 
34 

46 


316 


137 

851 

60 

663 

132 


1,833 


2;i49 
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Table  No.  1.^— Casualties  to  persons — October^  Novemher^  and  December,  1909 — Cont'd. 


OaoBeB. 


Gollbloiu 

DerallmentB 

Miscellaneous  train  aocidents,  including  looo- 
raotive'boiler  explosions 

Total  train  accidents : 

Coupling  and  uncoupling 

While  doing  other  work  about  trains  or  while 

attending  switches 

Coming  in  contact  with  overhead  bridges, 

structures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 

Other  causes 

Total  (other  than  train  accidents) 

Total,  all  classes 


Yard  train- 
men (switch- 
ing crews). 


I 


20 
7 


28 


34 

13 

5 

45 
31 


128 


156 


145 
51 

41 


237 


393 

1,070 

134 

1,126 
142 


2,865 


3,102 


Other  em- 
ploye 


i 


26 
4 


32 


2 
6 


35 

346 


389 


421 


147 
49 

41 


Total  em- 
ploye 


120 
61 

24 


237     205 


35 

641 

16 

375 
5,781 


6,848 


66 
44 

30 

167 
456 


763 


7,065 


968 


1.106 
448 

373 


1,927 


837 

5,044 

347 

3,606 
6,310 


16,234 


18,161 


Total 
reported 


■ 

1 

2 

a 

14 

a 
^4 

143 

2,667 

77 

1.064 

24 

418 

244 


66 
44 

32 

217 
470 


829 


1,073 


4,149 


5.  OH 
356 

4.407 

7.056 


17.700 


21,849 


The  quarter  here  reviewed  was  one  in  which  there  was  a  large 
volume  of  traffic  on  the  principal  railroads  of  the  country,  and  those 
classes  of  casualties  which  occur  mainly  in  the  freight-train  service 
show  heavy  totals.  The  only  collision  in  which  more  than  5  per- 
sons were  killed  was  that  shown  in  the  table  of  causes  as  No.  10,  and 
the  victims  in  that  case  were  not  passengers ;  yet  the  total  of  passen- 
gers killed  in  collisions  is  23.  The  only  derailment  in  which  more 
than  3  persons  were  killed  was  that  shown  in  the  table  as  No.  12. 
But  though  accidents  which  are  very  prominent  by  reason  of  the 
large  number  of  fatalities  attending  them  are  thus  shown  to  have 
been  comparatively  few,  the  list  of  causes,  as  shown  in  the  15 
notes  explanatory  of  causes  in  Table  2a  is  more  than  usually  varied. 
The  comparisons  of  the  principal  totals  follow: 

Table  No.  1a. — Comparisons  of  principal  items  with  last  bulletin  and  with  one  year 

back. 


1.  Passengers  killed  In  train  accidents 

2.  Passengers  killed,  all  causes 

3.  Employees  killed  in  train  accidents 

4.  Employees  killed  in  coupling 

5.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  all  causes 


Bulletin  34. 

Bulletin  33. 

39 

56 

105 

104 

205 

137 

66 

38 

968 

748 

1,073 

852 

BuUetin30. 


34 

96 

150 

44 

700 
796 


The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  3,206  (1,745  collisions  and  1,461  derailments),  of 
which  257  collisions  and  155  derailments  affected  passenger  trains. 
The  damage  to  cars,   engines,   and  roadway  by  these  accidents 
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amounted  to  $2  J33,830.  Given  more  in  detail,  these  facts  appear  as 
below  (collisions  and  derailments  which  cause  no  death  or  personal 
injury  and  which  cause  not  over  $150  damage  to  the  property  of  the 
railroad  are  not  reported) : 

Table  No.  2. — Collisions  and  derailments. 


ColUsions,  rear 

CoUJsloiis,  butting 

CoIUslozis,  train  separating 

Collisions,  miscellaneous 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  ^gnalmen,  etc 
Derailments  due  to  unioreseen  obstruction  of  track,  etc  . . . 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  misceUaneous  causes 

Total 

Total  collisions  and  derailments 

Total  for  same  quarter  oflQOS 

1907 


Number. 


426 
221 
110 
979 


1,746 


303 
680 
119 
82 
16 
261 


1,461 


3,206 
2,684 
3,964 


1^,188 

542,737 

38,696 

445,343 


1,447,964 


322,808 

512,275 

76,297 

93,670 

25,735 

255,081 


1,285,866 


2,733.830 
1,940,133 
2,962,470 


KiUed. 


47 

53 

2 

41 


143 


23 
8 
4 

20 

5 

17 


77 


220 
173 
197 


Ix^ured. 


916 

920 

57 

774 


2,667 


363 
135 

97 
116 

63 
290 


1,064 


3,731 
2,616 
3,813 


Following  is  the  usual  list  of  class  A  train  accidents — all  in  which 
the  damage  is  reported  at  SI 0,000  or  over,  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 

Table  No.  2a. — Causes  of  44  prominent  train  accidents. 

None.— R  stands  for  rear  collision;  B,  butting  collision;  M,  miscellaneous  collisions;  D    derailment; 

P,  passenger  train;  F,  freight  and  miscellaneous  trains.] 

COLLISIONS. 


No. 


2 
3 


Class. 


R 


R 
B 


6 


B 


Kind  of  train. 

B 
0 

F.andP 

F.  andF 

F.  andF 

0 

1 

F.  andF 0 


B     ;  F.  and  F 


F.  and  F. 


P.  and  F. 


0 
3 


149 


0 
1 


0 
15 


•    ...  I 

Si's 


5  o 


•Ox 

a  09 


l^"^" 


11,650 


1,700 
2,065 


2,328 
2,690 

3,300 
3,407 


S  8 


43 


18 
51 


98 


62 


100 


42 


Caose. 


Passenger  train  standing  at  station  (9:15  p.  m.)  not 
properly  protected  at  rear;  atmosphere  very 
smoky  from  forest  fires.  (The  list  of  casualtiei 
in  this  accident  includes  25  passengers  entered  as 
injtired  who  "claimed"  to  have  been  infured.) 

False  clear  block  signal.    ( See  note  in  text  below. ) 

Engineman  of  engine  without  train  disregarded 
order  to  wait  at  a  certain  station.  Fireman,  23 
years  old.  In  service  one  month,  was  killed. 

Train  standing  at  water  tank  (9:45  p.  m.)  not  prop- 
erly protected  by  flagman;  men  in  charge  of 
train  under  the  influence  of  liquor. 

Conductor  and  engineman,  reading  a  number  of 
orders,  confused  them  and  failed  to  wait  at  M,  as 
directed  in  the  order;  but  they  lUso  ran  past  an 
automatic  block  signal  indicating  stop. 

Men  in  charge  of  train  waiting  on  a  siding  (1  a.  m.) 
slept,  and  then  mistook  or  carelessly  assumed 
the  Identity  of  a  passing  train. 

Freight  entering  side  track  delayed;  flagman  did 
not  go  back  to  sisnal  following  passenger  train. 
The  petBoos  klUed  were  passengers  on  the  freight 
train. 


INTERSTATE  GOMMiSCB  COMMISSION. 
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COLLISIONS-OonUnued. 


^il 

5 

No. 

ClaBS. 

Kind  of  train. 

• 

• 

e«n-«   • 

noe 
ord. 

Canae. 

R 

i 

1 

r 

8 

F.  andF 

0 

2 

4.000 

86 

False  clear  block  signal.    The  leading  train  had 
been  in  block  section  an  hour.    Englneman  abo 

at  Caolt  for  excessive  speed  in  yard. 
Air  brakes  of  freight  train  ineffective  apfiraachinf 
station;  angle  cock  on  car  next  to  engine  bad 

9 

B 

P.andF 

0 

14 

4.027 

12 

been  closed;  cause  unknown. 

10 

R 

F.  andF 

15 

41 

4,100 

1 

Work  train  not  protected  by  flag.    (See  note  in 
text  below.) 

11 

M 

P.andF 

0 

4 

4,300 

103 

Passenger  train  (4  a.  m.)  ran  into  side  of  freight  at 
crossover;  engineman  asleep.    Fireman  dfl  not 

hours. 
False  clear  block  signal,  due  to  &ult  in  InterlockiDi^ 

12 

H 

P.andF 

4 

0 

5,300 

54 

machine.    (See  note  in  text  below.) 
Misplaced  switch.    (See  note  in  text  bdow.} 
Englneman  of  southoound  train  (who  was  killed  \ 

13 

B 

P.andF 

2 

33 

6,100 

90 

14 

B 

F.andF 

2 

4 

6,500 

16 

■ 

forgot  meeting  order.    Conductor  ia   caboose 

ostensibly  was  on  the  lookout  approachiog  the 
appointed  meeting  station,  but  was  not  quite  ao 
vigilant  as  he  should  have  been. 

15 

M 

P.andF 

5 

14 

8,200 

92 

Switching  on  main  track  in  lace  of  paaaenger  train. 
(See  note  in  text  below.) 

16 

M 

F.andF 

0 

4 

0.000 

104 

Eastbound  train  approached  meeting  point  not 
under  control:  afr  brakes  inoperative  because 
angle  cock  behind  tender  had  been  closed  by  a 

trespasser. 

17 

B 

F.andF 

0 

3 

10,377 

4 

Conductor  and  engineman  westbound  fbrgot  an 
order  requiring  them  to  wait  at  G;  both  expen- 

enoedmen. 

18 

B 

P.andF 

2 

20 

10,584 

03 

Misplaced  switch.    (See  note  In  text  below.) 
Failure  toprotect  by  flag.  (See  note  In  text  below.) 
Flagman  fell  asleep.   (See  note  in  text  below.) 

10 

R 

F.andF 

0 

2 

10,875 

80 

ao 

B 

P.andF 

3 

5 

11.652 

46 

21 

B 

F.andF 

1 

3 

12,200 

5 

Engineman  disregarded  order   from  dispatcher; 

man. 
Dispatcher,  overlooking  an  order  on  his  recotd. 

22 

B 

F.andF 

0 

0 

12,300 

13 

sent  rt^»t  oppn^lng  ^xti^  ir^nn  wlthmnt  making 

23 

B 

F.andF 

1 

5 

12,600 

11 

for  them  a  meeting  point. 

Operator  failed  to  oeliver  meeting  order  and 
engineman  (who  was  killed)  ran  past  an  auto- 
matic block  signal  Indicating  stop. 

Engineman  of  might  ran  past  automatic  block 
signals.    Flsgman  of  standing  passenger  trahi 

24 

R 

P.andF 

1 

25 

13,600 

85 

also  held  at  fault. 

25 

B 

P.andP 

1 

2 

15,160 

80 

Failure  to  flag.    (See  note  in  text  below.) 

26 

B 

F.andF 

5 

4 

20,000 

06 

time.    (See  note  in  text  below.) 

27 

B 

P.andP 

1 

82 

21,000 

22 

Misreadixig  of  time  by  watch.    (See  note  In  text 
below.) 

28 

R 

P.andP 

3 

41 

21,500 

82 

Engineman  ran  past  distant  and  home  dhtomatic 
signals  indicating  stop. 

29 

B 

P.andF 

4 

36 

23.800 

20 

Misplaced  switch.    (See  note  in  text  below.) 
indicating  stop. 

30 

B 

P.andF 

0 

4 

25,000 

44 

31 

B 

P.andF 

3 

23 

90,000 

045 

Mistake  of  engineman  in  reading  order.    (See  noie 

Total 

ooUisions 

67 

537 

in  text  below.) 

870,333 

DERAILMENTS. 


1 
2 


4 

5 


D 
D 


D 
D 


P. 
P. 

F. 

P. 
F. 

P. 


I 

0 

63 
5 

S2,242 
3,000 

86 
41 

1 

2 

5,000 

67 

0 
0 

11 
0 

6,604 
7,600 

74 
123 

2 

19 

11,000 

121 

Broken  rail.    (See  note  in  text  below.) 
Broken  tender  wheel.   Steel  tire  became  loosened 
by  reason  of  bolts  of  retaining  ring  having  been 
sheared  off  from  some  cause  unknown. 
Landslide  (5  a.  m.).   Track  watchman  assigned  to 

this  section  had  deserted  his  post. 
Unstable  tender.    (See  note  in  text  below.) 
Runaway  on  steep  grade;  freight  train  without 
engine  had  been  left  standing  on  rrade  with  no 
hand  brakes  (or  InsufBcient  hand  brakes)  set. 
Excessive  speed  through  crossover  track. 
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Tablb  No.  2a. — Causes  of  44  prominent  train  accidenU-— Continued, 

DE  RAILICENTS— Continoed. 


No. 


Kind  of  tntn. 


8 


9 
10 


11 


12 


13 


D 

p 

D 

p 

D 

F 

D 

F 

D 

P 

D 

P 

D 
Total 

P 

Total 
den 

ooUisioiis  and 
libnants 

■8 


r_L 


0 

1 


8 


72 


0 
6 


3 


a 


12 

29 

3 

47 

24 

^266 

81 

798 

11,800 


11,700 


12,000 
19,900 


23,660 
48,000 


3S 


125 


117 
76 


38 


115 


caoM. 


63,000  t    112 


223,986 

eos.si9 


Trettle  bridge  weakened  by  flie.  Dense  fos  pre- 
vented engineman  from  seeing  fire  until  veiy 
near  it. 

Excessive  speed  (40  miles  an  hour  or  Caster)  enter- 
ing 10°  curve.  Track  In  good  ooDditkm.  En- 
gineman and  fireman  (who  were  killed)  both 
ezperlenoed  men. 

Broken  wheel. 

Runaway  on  steep  grade.  Cause  not  diseovwed; 
probably  bad  management  of  air  bn^es;  en- 
gineman killed. 

Rock  on  track  In  cut.  Cut  was  In  such  good  condi- 
tion that  the  employment  of  a  track  watchman 
had  not  been  deemed  necessary. 

Broken  rail.  Speed  of  train  40  miles  an  hour;  cur- 
vature of  line  1*;  descending  grade  1  per  cent. 
Rail,  85  pound,  In  service  three  years.  Rail 
found  to  nave  defect  apparently  due  to  over- 
heating in  manufacture.    Ten  pasaengera  killed. 

Spreading  of  track;  straight  line;  speed,  50  miles 
an  hour.   Cause  obscure. 


Collision  No.  2  was  due  primarily  to  the  false  clearing  of  a  block 
signal.  An  eastbound  train,  P,  was  run  from  block  station  R  to 
block  station  N  without  being  announced  by  one  signalman  to  the 
other.  The  '' controlled  manual ''  apparatus,  which  should  have  pre- 
vented the  clearing  of  the  signal  at  R,  except  after  consent  had  been 
received  from  N,  was  out  of  order,  so  that  the  signalman  at  R  could 
clear  it  wrongfully.  The  unlocking  of  the  lever  lock  was  due  to 
grounding  of  the  wire  controlling  the  electric  lock.  Train  P  was  held 
at  N  because  of  a  preceding  train  in  the  block  ahead,  and  while  stand- 
ing there,  R  sent  on  another  train  W,  and  it  appears  that  this  was 
accepted  by  N,  the  signalman  at  N  not  being  aware  that  train  P  was 
standing  a  short  distance  in  the  rear  of  his  home  signal.  The  flagman 
of  the  standing  train,  P,  is  held  responsible  for  not  having  gone  back 
with  stop  signals.  Both  this  man  and  the  signalman  at  R  had  had 
several  years'  experience.  The  signalman  had  been  on  duty  only  fifty- 
five  minutes.  This  signalman  claims  that  he  annoimced  both  trains 
but  his  statement  is  not  accepted  by  the  superintendent. 

Collision  No.  10,  killing  14  laborers  on  a  work  train  and  injuring  38, 
and  also  killing  1  and  injuring  3  trainmen,  was  caused  by  the  forget- 
fulness  of  the  conductor  and  engineman  who,  while  occup3ring  the 
main  track  with  a  work  train,  neglected  to  send  out  a  flag  to  stop 
trains  from  the  west.  The  collision  occurred  about  noon.  The  con- 
ductor and  engineman  of  the  work  train,  when  starting  out  in  the 
morning,  about  7  o'clock,  were  handed  copies  of  an  order  requiring 
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them  to  protect  their  train  against  a  certain  eastbound  train  after 
10.30  a.  m.  This  they  did  not  do,  both  having  forgotten  the  order. 
Both  were  experienced  men,  classed  as  capable,  careful,  and  intelligent. 

Collision  No.  12,  in  which  4  employees  were  killed,  was  due  to  a 
fault  in  an  electro-pneumatic  interlocking  machine.  An  eastbound 
passenger  train,  approaching  J  at  ordinary  speed,  was  turned  through 
a  cross-over  track  and  collided  with  a  locomotive  moving  westward 
on  the  westbound  track,  though  the  signals,  both  home  and  distant, 
approaching  the  cross-over,  indicated  that  the  switch  was  right  for 
the  passenger  train  to  proceed  along  the  main  line.  A  train  had 
passed  through  this  cross-over  a  few  minutes  before,  and  after  its 
passage  the  signalman  in  the  cabin  had  moved  the  proper  lever  to 
reset  the  switches  of  the  cross-over  in  position  for  movements  along 
each  of  the  two  main  tracks.  For  some  reason  unknown  the  switches 
did  not  respond  to  this  movement  of  the  lever  and  remained  set  for 
train  movements  through  the  cross-over.  Assuming  that  the  route 
was  set  along  the  main  tracks  ''straight,"  the  signalman  cleared  the 
signals  for  the  passenger  train.  With  the  interlocking  apparatus  in 
good  order  he  would  have  been  unable  to  do  this,  as  the  signal  levers 
would  have  been  locked  immovable;  but  by  the  loosening  of  a  contact 
spring  in  the  machine  an  improper  electrical  contact  was  completed, 
and  the  machine  therefore  failed  to  perform  its  function  of  prevent- 
ing the  wrongful  clearing  of  the  signals  for  a  main-track  movement. 
The  trouble  with  the  spring  was  that  it  was  not  properly  fastened  to 
its  base.  A  more  secure  method  of  fastening  for  apparatus  of  this 
kind  has  now  been  adopted  by  the  road. 

Collisioi;  No.  13  was  due  to  the  misplacement  of  a  switch  by  a 
brakeman  22  years  of  age,  of  seventeen  months'  experience,  and  of 
good  character.  The  freight  train,  eastboimd,  was  standing  on  a  side- 
track waiting  for  a  westboimd  passenger  train.  The  brakeman  was 
under  the  impression  that  his  train  had  entered  the  side  track  because 
the  engine  was  leaking  and  for  no  other  reasoUi  and  that  as  soon  as 
the  engineman  could  get  up  steam  the  train  would  proceed.  On  this 
presumption  he  set  the  switch  to  connect  the  siding  with  the  main 
line;  and  a  few  minutes  afterwards  the  passenger  train  came  on  at 
full  speed,  and,  running  into  the  siding,  collided  with  the  standing 
freight  train.  The  Une  being  curved  and  the  view  obscured,  the  pas- 
senger engineman  had  no  view  of  the  switch  imtil  he  was  very  close 
to  it.  The  fireman  of  this  train,  who  could  have  seen  this  switch 
farther  away,  was  killed. 

Collision  No.  15,  occurring  very  early  in  the  morning,  before  day- 
light, was  due  to  the  misconduct  of  a  switch  tender.  The  line  on 
which  it  occurred  is  equipped  with  automatic  block  signals,  and  at 
the  yard  in  question  the  yardmaster,  who  supervises  the  operation!^ 
of  switching  engines,  authorizes  such  engines  to  occupy  the  main  track 
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when  a  passenger  train  is  due,  provided  he  has  received  definite  infor- 
mation that  the  train  is  behind  time.  Before  allowing  a  switching 
engine  to  enter  the  main  track  a  switch  must  be  set  connecting  the 
siding  or  cross-over  with  the  main  track,  and  the  setting  of  this  switch 
automatically  causes  the  setting  of  the  block  signal  for  that  section 
in  position  to  stop  any  approaching  train.  At  each  switch  there  is  an 
electric  indicator  by  observing  which  the  attendant,  when  he  is  about 
to  set  a  switch,  can  see  whether  or  not  the  block  section  is  already 
occupied;  that  is  to  say,  whether  or  not  an  approaching  train  has 
already  passed  the  block  signal.  When  the  indicator  thus  indicates, 
he  must  not  set  the  switch  for  the  siding.  In  this  case  the  switch 
tender,  a  man  of  three  years'  experience,  set  the  switch  for  the  siding 
without  looking  at  the  indicator  and  without  having  received  author- 
ity from  the  yardmaster.  His  statement  that  he  had  received  a  hand- 
motion  signal  from  the  yardmaster  is  not  accepted  by  the  superin- 
tendent, the  evidence  showing  that  such  could  not  have  been  the  case. 

Collision  No.  18  was  due  to  a  misplaced  switch,  the  lock  of  which 
had  been  taken  off  and  the  light  of  which  had  been  extinguished ;  and 
the  officers  of  the  road  are  satisfied  that  the  switch  was  misplaced  by 
unknown  persons  intending  to  wreck  the  passenger  train.  The  col- 
lision occurred  at  about  9  p.  m.  The  switch  was  known  to  have  been 
in  the  right  position  and  with  its  light  properly  burning  at  7  p.  m. 
It  had  been  used  at  8 :25  p.  m.,  but  as  the  switch  rail  and  all  the  other 
appurtenances  were  found  in  perfect  condition,  it  is  concluded  that 
the  switch  could  not  have  been  left  misplaced  at  that  time.  The 
approach  to  the  switch  is  on  a  curve  of  6^,  shortening  the 
view,  and  there  was  also  a  dense  fog;  and,  in  consequence  of  the  fog, 
the  engineman  did  not  note  the  absence  of  the  light  imtil  he  was 
very  close  to  the  switch.  This  engineman  was  a  runner  of  twenty- 
nine  years'  experience. 

Collision  No.  19,  occurring  on  a  single-track  line,  is  reported  as 
due  to  wrongful  or  careless  dependence  on  an  automatic  block  signal. 
A  freight  train  about  to  enter  the  siding  at  S  was  not  stopped  at  the 
proper  place  and  had  to  be  set  back  a  short  distance  (on  the  main  line) 
to  be  in  position  to  enter  the  siding.  It  was  moved  back  so  as  to 
foul  the  next  block  section  in  the  rear,  but  no  flagman  was  sent  back, 
and  a  following  train  came  on  and  colUded  with  the  rear  of  the  first 
named,  the  second  train  having  entered  the  block  (under  a  clear 
signal)  before  the  backing  freight  entered  it.  The  men  in  charge 
of  the  backing  freight  believed  or  assumed  that  the  signal  at  their 
end  of  the  block  was  clear,  indicating  that  no  train  was  approaching; 
but  the  superintendent  concludes  that  this  signal  changed  from 
''clear"  to  ''stop"  before  the  caboose  passed  it.  The  omission  of  the 
train  to  stop  before  reaching  the  side-track  switch  is  reported  as  due 
to  an  error  on  the  part  of  a  telegraph  operator. 
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Collision  No.  20,  between  a  northbound  passenger  train  and  south- 
bound freight,  was  due  to  the  neglect  of  a  flagman  and  the  failure  of 
a  delayed  freight  train  to  give  suitable  notice  of  its  whereabouts. 
The  freight  was  delayed  5  miles  north  of  D.  After  about  four  hours 
the  engine  of  this  freight  ran  forward  to  D,  carrying  a  flagman,  who  was 
left  there  to  stop  the  northbound  train,  the  engine  then  returning 
to  its  train,  one  car  of  which  was  off  the  track.  The  flagman,  after 
remaining  at  this  station  about  seven  hours,  was  sitting  on  the  steps 
of  the  caboose  of  a  freight  train  standing  on  the  side  track,  with  his 
lantern  on  one  of  the  lower  steps  of  the  caboose,  between  his  feet. 
While  so  sitting  he  fell  asleep  and  was  not  aroused  until  the  north- 
bound passenger  train  came  along  and  passed  him;  and  then  it  was 
too  late  to  give  a  signal  to  the  passenger  train,  which  passed  on  and 
collided  with  the  freight  about  4  miles  north.  The  red  lantern, 
being  on  the  steps  of  the  caboose,  was  hidden  from  the  view  of  the 
engineman  of  the  passenger  train.  It  appears  that  this  flagman  was 
wide  awake  only  a  few  moments  before  the  passenger  train  passed. 
He  had  been  in  the  service  seven  months.  The  conductor  of  the 
freight  train  is  censured  for  not  having  advised  the  train  dispatcher 
of  his  movements.  The  operator  at  D  was  authorized  by  the  dis- 
patcher to  clear  his  fixed  signal  for  the  passenger  train.  The  con- 
ductor and  the  flagman  of  the  freight  had  been  on  duty  sixteen  hours 
and  fifty-nine  minutes,  their  train  having  been  delayed  eleven  hours 
and  forty-eight  minutes  by  the  breaking  down  of  a  car.  The  oper- 
ator at  D  and  the  dispatcher  are  held  blameless,  for  the  reason  that 
the  delayed  freight  was  not  obliged  to  come  to  D  to  clear  the  passenger 
train,  but  could  use  a  side  tra^k  between  D  and  the  point  where  the 
breakdown  occurred.  Both  dispatcher  and  operator  therefore  were 
held  justifiable  in  assuming  that  the  men  in  chaise  of  the  freight 
would  protect  their  train  adequately  by  flag. 

Collision  No.  25  occurred  within  yard  limits,  and  the  responsibility 
is  charged  against  the  conductor  and  engineman  of  the  northbound 
train  and  the  engineman  of  the  southbound.  The  northbound 
train,  belonging  to  road  A,  was  running  on  the  track  of  road  B,  this 
being  its  regular  route  for  a  short  distance  within  the  yard.  Its 
right  on  the  track  of  road  B  was  the  same  as  that  of  a  yard  train — it 
must  keep  out  of  the  way  of  regular  passenger  trains  of  road  B.  In 
this  case  the  passenger  train  of  road  B  was  one  hour  and  fifty  minutes 
late,  and  the  train  of  road  A  appears  to  have  occupied  the  main  track 
without  being  officially  informed  as  to  how  late  the  southbound  train 
was.  The  collision  occurred  at  the  diverging  track  where  the  north- 
bound train  was  to  leave  the  track  of  road  B.  A  flagman  was  sent 
out  to  stop  the  southbound  train;  but  he  did  not  succeed  in  doing  so. 
Either  he  did  not  start  soon  enough  or  did  not  go  far  enough,  or  else 
the  southbound  engineman  did  not  properly  heed  the  flagman's  sig- 
nals.   The  report  is  inconclusive,  because  of  a  disagreement  between 


ACCIDENT  BULLETIN  NO.  34.  11 

the  officers  of  the  two  roads  as  to  the  facts  in  the  case  and  the  condi- 
tions governing.  Under  the  rule  the  southbound  train  should  have 
approached  this  junction  with  speed  under  full  control. 

The  train  at  fault  in  collision  No.  26  was  an  eastbound  regular 
freight  holding  an  order  to  run  ten  minutes  late.  It  ran  only  three 
minutes  late.  The  engineman  says  that  he  trusted  to  his  memory  that 
he  was  due  at  F  at  7:39;  whereas  that  was  the  time  by  a  time  table 
which  had  expired,  and  the  correct  time  was  7:49.  The  conductor 
says  that  before  reaching  F  he  examined  the  time  table,  but  by  mis- 
take read  the  time  against  T,  the  next  station  west  of  F. 

Collision  No.  27  between  a  southbound  regular  aad  a  northbound 
extra  passenger  train,  occurring  about  10  p.  m.,  badly  damaged  both 
engines  and  destroyed  three  cars  carrying  passengers.  One  passen- 
ger  was  killed  and  75  passengers  and  7  trainmen  were  injured.  The 
northbound  passenger  train  was  running  on  a  telegraphic  order,  ac- 
cording to  the  terms  of  which  it  should  have  kept  clear  of  the  south- 
bound. The  primary  reason  for  its  failure  to  do  so,  according  to  the 
report,  was  the  mistake  of  the  conductor  in  reading  the  time  by  his 
watch.  He  says  that  he  gained  the  impression  that  he  had  fifteen 
minutes  more  time  to  reach  F  than  actually  was  the  case.  The 
trains  met  on  a  curve  at  speeds  estimated  at  30  or  40  miles  an  hour. 
The  conductor's  explanation  of  his  mistake  with  the  watch  was  that 
while  his  regular  watch  was  being  repaired  he  carried  one  in  which 
the  dial  was  in  a  different  position  as  related  to  the  top  of  the  case; 
but  it  appears  that  at  the  time  of  the  accident  he  had  resumed  the  use 
of  his  own  watch,  and  had  been  canying  it  for  several  days.  This 
conductor  had  been  in  the  service  sixteen  years.  The  engineman  was 
also  at  fault  for  disregarding  the  time  order,  but  the  report  has  no 
reference  to  his  testimony,  as  he  was  badly  injured  and  was  confined 
to  the  hospital. 

Collision  No.  29  was  due  to  the  careless  misplacement  of  a  switch 
by  a  brakeman.  A  westbound  freight  train  stood  on  the  siding  wait- 
ing for  an  eastbound  passenger  train  to  pass.  While  it  stood  there 
the  front  brakeman  of  the  train  went  to  the  switch,  some  distance 
forward  from  the  place  where  the  locomotive  stood,  unlocked  it,  and 
turned  it  so  as  to  let  the  passenger  train  enter  the  side  track.  The 
passenger  train  came  on  at  about  50  miles  an  hour  and  collided  with 
the  freight  engine.  Both  engines  were  very  badly  damaged,  and  the 
first  two  cars  in  each  train  were  demolished.  Two  mail  clerks,  1 
engineman,  and  1  fireman  were  killed,  and  30  passengers  and  6 
employees  were  injured.  The  engineman  of  the  freight  is  held  blame- 
worthy for  not  seeing  that  the  switch  near  his  engine  was  in  the 
proper  position;  the  passenger  engineman  is  held  blameworthy  for 
not  observing  a  semaphore  signal  which  was  in  the  stop  position, 
warning  him  that  the  switch  was  wrong;  the  conductor  and  the  fire- 
man of  the  freight  are  also  held  responsible,  as  well  as  the  engine- 
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man,  and  the  jBreman  on  the  passenger  train  is  held  blameworthy  for 
not  cooperating  with  his  engineman  in  keeping  a  lookout  for  the 
semaphore  signal.  The  brakeman  primarily  at  fault  has  been  in 
the  service  three  years,  the  passenger  engineman  twenty-three  years, 
and  the  others  named  two  years  or  more  each,  except  the  passenger 
fireman,  whose  term  of  service  has  been  only  eight  months.  The 
semaphore  which  was  in  position  to  warn  the  passenger  engineman 
that  the  switch  was  in  the  wrong  position  is  situated  exactly  opposite 
the  switch  and  is  18  feet  high.  It  moves  simultaneously  with  the 
switch.  It  was  clearly  visible  for  many  hundred  feet,  the  line  of  the 
road  being  straight  for  2  miles  west.  It  had  been  in  the  warning 
position  two  minutes  or  more  before  the  passenger  train  arrived. 

Collision  No.  31,  occurring  at  12:10  a.  m.,  and  caiising  3  deaths  and 
23  injuries,  was  due  to  the  mistake  of  an  engineman  in  reading  an 
order.  This  engine  was  running  without  a  train  and  there  was  no 
conductor.  It  was  running  west,  backward,  and  met  an  eastbound 
passenger  train  at  a  point  where,  in  consequence  of  a  curve  in  the  line 
and  a  hill  on  one  side,  there  was  a  very  short  view.  The  three  men  on 
the  engine  of  the  passenger  train,  engineman,  fireman,  and  pilot,  were 
killed .  The  westbound  engine  had  been  standing  for  some  time  at  L,  on 
a  side  track,  about  1 ,200  feet  west  of  the  station.  On  receiving  from  the 
telegrapher  at  the  station  an  order  to  nm  to  the  next  station,  the 
engineman  directed  the  fireman  to  set  the  switch  for  the  movement 
to  the  main  line.  After  this  movement  the  fireman  reset  the  switch 
for  the  main  line  and  the  engine  proceeded.  While  waiting  on  the 
side  track  the  engineman  had  made  some  repairs  to  his  engine,  one  of 
the  driving-wheel  springs  having  got  slightly  out  of  place;  and  in 
the  explanation  which  he  gave  after  the  collision  he  says  that  while 
at  work  on  the  engine  he  sustained  a  blow  by  a  hammer  on  his  fore- 
head and  that,  temporarily,  he  lost  his  memory;  and  that  he  had  no 
recollection  of  receiving  the  order  or  of  starting  his  engine,  nor  of  the 
collision.  The  testimony  of  the  fireman,  however,  indicates  that  at 
no  time  did  the  engineman  behave  otherwise  than  in  a  rational  man- 
ner, nor  had  he  said  anything  to  the  fireman  or  to  the  telegrapher  (who 
delivered  the  order)  about  having  been  hurt. 

The  order  directed  the  engine  to  run  from  L  to  P,  but  to  meet  the 
eastbound  passenger  train  at  L;  that  is  to  say,  the  movement  to  P 
could  not  be  begun  until  after  the  passenger  train  had  arrived  at  L. 
The  engineman  proceeded,  however,  in  precisely  the  same  way  that 
he  would  have  done  had  there  been  no  meeting  clause  in  the  order. 

This  engineman  is  29  years  old  and  had  been  in  the  service  of  the 
company  about  nine  months,  with  a  satisfactory  record  up  to  the 
time  of  this  collision.  He  was  thrown  out  of  the  cab  and  sustained 
some  injuries.  He  had  been  on  duty  about  sixteen  hours  and  thirty 
minutes.  His  reg\ilar  hours  of  duty  on  that  day  were  from  7  a,  m. 
to  7  p.  m.,  on  a  pushing  engine,  but  he  had  been  delayed  about  two 
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hours  on  account  of  a  blockade  of  trains  due  to  the  failure  of  the 
boiler  of  a  locomotive. 

The  very  heavy  loss  occasioned  by  this  collision  is  due  in  part 
to  the  destruction  of  six  passenger  cars  by  fire.  When  the  train 
came  to  rest  after  the  collision,  one  of  the  cars  was  standing  imme- 
diately over  a  large  mass  of  burning  coals  which  had  fallen  out  of 
the  fire  box  of  one  of  the  engines,  and  before  it  was  possible  to 
extinguish  the  fire  an  acetylene  tank  exploded,  spreading  the  fire  and 
rendering  it  uncontrollable. 

Derailment  No.  1  was  due  to  a  broken  rail.  The  engine  passed 
over  the  track  at  this  point  in  safety,  but  the  engineman  felt  a  jar 
and  applied  the  brakes  so  that  his  train*  was  stopped  in  about  900 
feet.  The  first  seven  cars  of  the  train  were  derailed,  and  the  eighth 
and  ninth  (the  last)  were  derailed  and  overturned.  The  rail  was  of  a 
size  weighing  100  pounds  to  the  yard,  and  was  33  feet  long,  laid  in 
1904.  There  was  a  flaw  near  one  end.  It  appears  that  the  rail  had 
been  broken  by  a  train  which  passed  over  the  track  about  thirty 
minutes  ahead  of  the  one  which  was  derailed.  In  this  leading  train 
some  disturbance  was  noticed  by  a  messenger  in  the  tenth  car,  and 
also  by  the  conductor.  The  conductor  pulled  the  cord  to  give  the 
whistle  signal  in  the  cab  of  the  locomotive  to  stop  the  train,  but 
the  air  pipe  through  which  this  signal  would  have  to  be  effected 
had  been  broken,  evidently  at  the  time  the  train  passed  over  the 
broken  rail,  and  therefore  no  signal  reached  the  engine.  The  dis- 
turbance lasted  only  two  or  three  seconds,  and  as  the  train  ran  on 
smoothly  the  conductor  did  not  attempt  to  apply  the  air  brakes; 
but  he  went  to  the  rear  to  consult  the  rear  brakeman,  and  the  train 
ran  more  than  a  mile  before  it  was  stopped,  the  stopping  being 
finally  effected  by  the  automatic  application  of  the  air  brakes,  due 
to  the  bursting  of  an  air  hose,  caused  primarily,  no  doubt,  by  some- 
thing flying  up  from  the  track  at  the  time  the  broken  rail  was  passed. 
At  the  same  time  several  pedestals  and  journal  boxes  were  broken. 
The  flagman  of  this  train  was  sent  back  to  search  for  the  defect  or 
obstruction,  but  he  did  not  reach  the  point  of  trouble  until  after  the 
following  train  had  passed  over  the  broken  rail  and  had  been  derailed. 

Derailment  No.  4  is  attributed  to  faults  in  the  tender  of  the  loco- 
motive. The  report  says:  "The  speed  of  the  train  was  about  45 
miles  an  hour.  The  tender  was  about  half  full  of  water,  and  contained 
about  18,000  pounds  of  coal,  placed  mostly  toward  the  back  of  the 
tender,  and  therefore  resting  principally  on  the  rear  truck,  leaving 
the  front  truck  with  a  light  load  only.  The  center  of  gravity  of  the 
tender  is  high.  The  vertical  oscillation  or  galloping  of  the  tender, 
due  to  unevenness  in  track,  would  tend  to  still  further  decrease  the 
weight  on  the  front  truck;  and  this,  together  with  the  swinging  or 
rocking  of  the  tender  allowed  by  the  side-bearing  clearance,  which 
was  slightly  excessive,  caused   by  the   intermittent  soft  spots  or 
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imperfectioxis  in  the  low  rail  of  the  track,  further  influenced  bj  the 
surging  of  the  water  in  the  tender,  would  at  the  moment  when  these 
effects  acted  in  the  same  direction  produce  side  strain  sufficiently 
intense  to  relieve  some  of  the  wheels  of  their  load,  and  eren  lift  the 
wheels,  and  naturally  would  first  affect  the  guiding  wheels  of  the 
truck  having  the  least  load,  which  in  this  case  was  the  first  pair  of 
wheels. 

''This  derailment  can  only  be  attributed  to  the  combination  of 
all  or  part  of  the  effective  causes  named.  This  conclusion  is  borne 
out  by  the  fact  that  there  have  been  quite  a  number  of  mysterious 
tender  derailments  where  the  leading  wheels  lef ^  the  track,  not  only 
on  our  own  railroad,  but  on  others;  and  while  opinions  have  varied 
somewhat  as  to  the  cause,  in  many  cases  it  has  been  attributed  to 
what  might  be  termed  the  synchronism  of  the  different  motions  of 
the  tender  itself  and  that  of  the  engine,  with  the  undulations  pro- 
duced by  track  imperfections." 

Table  3. — Cauae$  o/aoddenU  to  employeei  in  coupling  and  uneoupting  can. 


1 

2 
3 

4 
5 
6 
7 

8 

9 
10 

U 

12 

13 
14 

15 

16 
17 
18 
10 

ao 

21 


23 
34 
25 
26 
27 
28 


Adjusting  coupler  with  foot 

Adjusting  ooapler,  can  accklMitslly  gtartod 

Careless  manipulation  of  uncoupling  lever 

Gars  not  equipped  wl  th  automatio  eoupler 

Coupler  broken,  using  link  and  plB  or  chain 

CoupUng  damaged  ean , 

Coupling  with  chain  or  other  emergency  appliance  on  curve 

too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance  because  of 

uneven  tcaok 

Coui^ing  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupUag  lever  and  body  of 

car 

Uncoupling  without  uaiog  lever  (unnecessary ) 

Uncoupling  without  using  lever,  uncoupling  fever  not  in  work- 
up order , 

Foot  caught  in  frog,  switch,  or  cuard  rail 

Opentau;  or  elosng  knuckle  when  can  were  near  togethar, 

miscalculated  speed , 

Openliw  knuokle  when  ears  were  near  together,  engine  aod- 

dentally  started 

opening  icnvokle,  part  of  defective  coupler  fell  on  foot 

Opening  knuckle,  lost  footing 

RldkigonQBr  touneonple.  anpoBdofl.... 

Struck  by  object  at  side  of  track 

Caught  by  uneicpected  movement  of  car,  due  to  slack  running 

In 

Cau^t  by  unexpected  movement  of  car,  due  to  mistake  or 

misunderstanding  in  giving  hand  signals 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unneoesBarily  and  oontnirv  to  rule 

Hand  caught  between  projecting  load  and  end  of  next  car. . . 

No  witaesa  (fatal  Injury) 

Other  causes 

Unexplaliied 


Traln- 
mm. 


1 

3 

3 


Toitii. 


1 


15 
6 
8 
1 
5 
7 

18 


Train- 
men in 
yards. 


mm 


14 


50 
3 

17 
1 

40 

2 

12 

0 

8 

7 

14 

2 

IS 

4 

11 
1 


14 
6 


272 


2 

3 


9 
5 
5 


2 

7 


1 

1 


16 


25 
6 

» 
2 


3 
1 
5 
3 
5 

10 

1 
4 
S 
2 
1 


Yard 
train- 
men 

(switch- 
ing 

orews). 


4 
4 


187 


8 

1 


2 
2 


3 
8 


3 
5 


3 

'2 

I 


34 


I 


30 

a 

II 

1 

I 

19 

8 


Other 
plojees. 


65 
IS 


35 

1 
M 

19 
U 
13 

18 

6 
19 


3  ? 


16 
2 


20 
10 


.( 


1 
2 


.1      2 

I 


3 
4 


1 
I 

4 

3 


1  >      t 


3 
1 
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o. 

1. 

o. 

2. 

o. 

3. 

o. 

4. 

o. 

5. 

o. 

6. 

o. 

7. 

o. 

8. 

o. 

0. 

o. 

10. 

o. 

11. 

o. 

12. 

o. 

13. 

o. 

14. 

N. 

]. 

N. 

2. 

N. 

3. 

N. 

4. 

N. 

5. 

N. 

6. 

N. 

7. 

N. 

8. 

N. 

9. 

N. 

10. 

N. 

11. 

N. 

12. 

D. 

1. 

D. 

2. 

D. 

3. 

D. 

4. 

D. 

5. 

D. 

6. 

D. 

7. 

D. 

8. 

D. 

9. 

D. 

10. 

D. 

11. 

D. 

13. 

D. 

13. 

D. 

14. 

D. 

15. 

Details  of  injuries  included  in  Table  3,  subdam  t7, 

CIotheB  c&usht  on  comer  of  car. 

Car  ran  over  torpedo,  which  exploded,  ii^urlng  legs. 

Lump  of  coal  feu  off  car,  bruising  head. 

Caught  hand  In  brake  wheel. 

Foot  caught  under  pilot  of  engine. 

Stepped  off  euirert. 

Sloped  and  fell,  spraining  ankle. 

Foot  mashed  under  engine. 

Cut  finger  on  sliver  of  steel. 

Door  fell  off  car. 

Air  hose  flew  up,  striking  knee. 

Struck  on  knee  oy  air  hose. 

Coupling  engine  to  tender,  caught  finger  in  coupler. 

Finger  mashed  by  air  hose  flyins;  up. 

Lump  of  coal  rolled  ofl  car,  breaking  finger. 

Car  door  feU  on  hand. 

Struck  in  face  by  casting  which  broke  of!  coupler. 

Steam  hose  uncoupled,  scalding  hands. 

Shoulder  bruised  by  piece  of  Iron  falling  from  car. 

Ck>tbing  caught  on  oar,  causing  a  fall. 

Air  hose  struck  leg. 

Air  hose  struck  knee. 

Caught  finger  under  ooupUng  pin. 

Caught  finger  under  Up  of  oounler. 

Air  nose  flew  up,  brulsng  ankle. 

Biunped  head  on  brake  beam. 

Hand  slipped  behind  drawbar,  catting  off  finger. 

Foot  caugnt  under  wheel. 

Struck  by  comer  of  car. 

Hand  caught  by  reascMi  of  coupler  being  covered  with  lea. 

Strack  by  car;  ribs  fractured. 

Stepped  on  piece  of  coal. 

Standing  on  platform,  when  platform  broke. 

Caught  by  log  which  projected  over  end  of  car. 

Stepped  on  nail. 

Stepped  on  naO. 

Stepped  on  nail. 

Air  hose  flew  up,  cutting  face. 

Pleoe  of  iron  feu  lh>m  car. 

Stepped  on  lump  of  coal,  spraining  ankle. 

Foot  caught  under  wheel. 

Table  3a. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 

Trainmen. 

Trainmen 
in  yards. 

Yard 
trainmen. 

Other 
employees. 

Loss  of  feet 

4 
3 
3 
2 
13 
2 

1 
1 

5 

t 

1 

15 
2 

- 

Ifoss  of  legs 

Loss  of  arms 

1 

Loss  of  hands 

Loss  of  fingers 

4 

Loss  of  toes 

Fractured  skull 

1 

Fractured  leg 

4 

i 

2 

3 

2 

19 

9 

5 

0 

15 

21 

36 

1 

1 

6 

7 

5 

60 

33 

14 

30 

19 

35 

Ul 

1 

2 

25 

7 

Fractured  arm 

i 

Fractured  collar  bone  or  ribs 

4 

8 

30 

25 

4 

17 

16 

37 

72 

2 

3 

15 

8 

Fractured  other  bones 

1 

Contusion  of  head  or  bod  v 

Contusion  or  laceration  of  feet 

Contusion  or  laceration  of  toes 

Contusion  or  laceration  of  lees 

A 
5 

5 

Contusion  or  laceration  of  arms 

2 

Contusion  or  laceration  of  hands 

3 

Contusion  or  laceration  of  flneers 

8 

Dislocation 

Internal  injuries 

1 

6 
6 

1 

Total  injured 

272 
14 

137 
16 

393 
34 

35 

Killed 

2 

Total  killed  and  injured 

286 

153 

427 

37 

RECAPITULATION. 

Total  killed 66 

Total  hijured 837 

Total  killed  and  injured 903 
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■Causes  of  acddenU  to  employees  classified  (C€  and  CJf)  as/aUing  from  and 

getting  on  or  off  cars  and  engines. 


I 


9 
00 


06 


C7 


1 
2 
3 
4 


6 

7 

8 

9 

10 

11 

12 

ri3 

14 
15 

16 

17 
18 


Oauao. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  in  subclass  3. 

While  setting  brakes 

Fell  f  rom— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in  motion. . 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  movins  trains 

Jumping  from  engines  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective  hand- 
holds and  sill  steps 

Getting  on  or  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Total. 


Train- 
men. 


i4 


1 
2 

3 

4 

11 

2 

"9' 
16 

4 
2 


7 
1 


64 


8 
10 
13 

61 
50 

8 

56 

170 

8 

79 

278 

81 

168 

200 

69 

57 

233 

3 


1,542 


Train- 
men in 
yards. 


2 
3 

1 
1 

4 


4 
2 
1 


2 
5 
8 

30 
32 

3 
14 
92 

7 
34 
56 
21 

137 


22 

140 

1 


23     653 


Yard 
trainmen 
(switching 
crewa). 


•2 

S3 


8 
1 

2 
2 
2 

'2 

6 

10 


Other 
em- 
ployees. 


45 


1,1 


6 

11 

8 

96 
60 

5 

17 

42 

2 

34 

307 

74 

96 

133 


47 
178 

4 


1.126 


2 
3 
2 
1 
2 
3 
5 
6 
3 


1 
1 

2 


IS 
A 
6 
72 
74 
22 
31 
64 


h 
45 


35     37:> 


ACCIDENTS  ON  ELECTRIC  RAIIiWAYS. 

Table  No.  1e. — Casualties  to  persons,  October ,  November ,  and  December,  1909. 


Passen- 
gers 
(•  and  6). 


s 


Collisions 3 

Derailments I    1 

Miscellaneous  train  accidents ,    1 


Total  train  accidents 5  1  209 


138 
57 
14 


Couplizig  or  uncoupling 

While  doing  other  work  about  trains  or  while  attending 

switches 

Coming  in  contact  with  overhead  bridges,  structures  at 

side  of  track,  etc 

Falling  from  vehicles  or  while  getting  on  or  off 

Other  causes 


Total  (other  than  train  accidents). 
Total,  all  classes 


1 
6 


3 
286 

47 


7  I  336 


12  ,  545 


Persons 
carried 
under 
agree- 
ment 
or  con- 
tract 
(66). 


1 


Total 

(tt,6. 

and  66). 


3 
1 
1 


1 
6 


138 
87 
14 


209 


8 
286 

47 


336 


12  ,  545 


Train- 
men. 


^'1 


}  12 
,'  2 
1 


Train- 
men in 
yards. 


I  i 


15 


3 


1  '. 

14 

2 

12 

6 


35 


50  !     1 


1 

1 
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Tablb  No.  1e. — CamudUes  to  persons,  October,  November,  and  December,  1909 — Cont'd. 


Collisions 

Derailments 

IdaoeUaneoos  train  accidents. 


Total  train  accidents. 


CoupUng  or  uncoupling 

WhUe  <u>ing  other  work  about  trains  or  while  attending 

switches 

Coming  in  contact  with  overhead  bridges,  structures  at 

aide  of  track,  etc 

Falling  from  vehicles  or  while  getting  on  or  off 

Other  causes 


Total  (other  than  train  accidents). 
Total,  all  classes 


Yard 

trainmen 

(switching 

crews). 


.     1 
2 


5 


Other  em- 
ployees. 


1 


1 

7 


4 

25 


8 


9 


34 


41 


Total  em- 
ployees. 


1 
2 


1 
9 


13 


14 


19 
2 
1 


22 


2 

21 

2 
19 
31 


76 


97 


Total 

persons 

reported. 


1 


4 

1 
1 


6 


1 

2 

1 
7 
9 


20 


26 


157 
59 
16 


231 


2 

21 

6 
306 

78 


411 


642 


Tablb  No.  2b. — Collisions  and  deraihnents. 


Collisions,  rear 

Collisions,  butting 

Collisions,  trains  separatihg. 
Collisions,  misoellsneous. . . 


Total. 


Derailments  due 
Derailments  due 
Derailments  due 
Derailments  due 
Derailments  due 
Deralbnenta  due 


to  defects  of  roadway,  etc 

to  defects  of  equipment 

to  negligence  of  trainmen,  signalmen,  etc. 

to  unioreseoi  obstruction  of  track,  etc 

to  maUclous  obstruction  of  track,  etc ... . 
to  miscellaneous  causes 


Total. 


Total  collisions  and  derailments. 


Number. 


18 
14 


21 


63 


13 


66 


IXMS. 


11.301 
4,250 


7,000 


12,641 


175 
'256' 


6,250 


6,675 


19.316 


Killed. 


Injursd. 


49 
51 


61 


161 


8 


6 
1 


47 


61 


222 


[Public— No.  171.] 

AN  ACT  Requiring  oommonearrien  engaged  in  interstate  commerce  to  maka  full  reports  of  all  aeddents 

to  the  Interstate  Commerce  Commission. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  dasrs 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor,  and  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction  shall  be  punished  by  a  fine  of 
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not  more  than  one  hundred  dollan  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making 
the  same. 

Sxc.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  camera  a  method  and  form  for  making  the  reports  in  the  foregoing  eectioQ 
provided. 

Approved,  March  3, 1901. 

SPECIAL  INFOBMATION  OONTAIMXD  IN  PBBCBDIN0  BTTUJBBTINS.o 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  claaaified  according  to  cause  (see 
Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serious 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A)^ 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quarts 
ending  June  30  contains,  in  addition  to  the  quarterly  statistics,  tables  showing 
the  same  information  for  the  \diole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  three  collisions  and 
one  derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  pas- 
seng^B  killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a  large 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  di»- 
patcher's  order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding 
quarters,  a  large  Mling  off  in  railroad  trafGic  having  taken  place.  The  list  oi 
''prominent"  train  accidents  includes  only  three  cases  which  maybe  classed  as 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties,  incident  to  the  large 
falling  off  in  railroad  traffic.  The  number  of  passengers  and  employees  kiUed  in 
train  accidents  (125)  is  the  smallest  since  the  monthly  records  were  established. 
The  most  fatal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  where  8 
passengers  in  an  electric  car  were  killed. 

Bulletin  No.  28  recorded  the  smallest  number  of  passengers  killed  in  train  accidents 
(13)  ever  reported  in  the  quarterly  records.  The  total  of  passengers  and  em- 
ployees killed  in  train  accidents  (112)  was  13  less  than  the  previous  low  record 
(125,  Bulletin  27).  Of  the  13  passengers  killed  in  train  accidents,  7  were  victims 
of  a  butting  collision  on  an  electric  railroad. 

Bidletin  No.  29  showed  totals  fsa  smaller  than  the  corresponding  quarter  one  year 
previous,  but  the  diminution  in  the  number  of  casualties,  which  had  continued 
during  the  year  of  depression,  deemed  to  have  been  checked.  The  number  of 
passengers  killed  in  train  accidents  was  53,  and  there  were  8  notable  collisions. 

Bulletin  No.  30  recorded  34  passengers  killed  in  train  accidents  (including  15  victims 
of  a  forest  fire).  One  collision  resulted  in  8  deaths  of  passengers  and  two  derail- 
ments killed  16  employees. 

Bulletin  No.  31,  in  part,  continues  the  feivorable  showing  of  the  quarter  one  year  pre- 
vious (Bulletin  27),  though  it  covers  a  period  of  considerable  revival  of  business. 
One  collision  caused  20  deaths  and  28  injuries. 

«  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17;  for  notes  on  Bulletins  17-24,  see 
Bulletin  No.  30. 
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Bulletin  No.  32  shows  a  total  of  99  paaseogere  and  employees  killed  in  train  accidents — 
the  lowest  quarterly  recotd  thus  far  shown.  It  is  to  be  observed,  however,  that 
a  butting  collision,  causing  the  death  of  9  passengers  and  1  employee,  occurring 
on  an  electric  road,  was  not  included,  the  railroad  company  having  failed  to  make 
a  report  of  the  accident,  as  required  by  law.  The  quarter  in  1908  with  which 
this  one  is  most  naturally  compared  (Bulletin  28)  had  one  collision  on  an  electric 
line  in  which  7  persons  were  killed. 

Bulletin  No.  33  shows  considerable  increases  in  most  of  the  casualty  items,  marking 
the  expansion  of  traffic  on  all  of  the  principal  railroads.  Five  accidents — 4 
collisions  and  1  derailment— -caused  47  deaths. 
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RAILROAD  ACCIDENTS 

EN  THE  UNITED  STATES  DURING  THE  THBEE  MONTHS 

ENDING  MARCH  81,  1910. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  January,  February,  and  March,  1910,  as  shown  in  reports  made 
by  the  raih*oad  companies  to  the  Interstate  Commerce  Commission 
under  the  ''accident  law"  of  March  3,  1901,  was  352,  and  of  injured, 
3,717.  Accidents  of  other  kinds,  including  those  sustained  by 
employees  while  at  work  and  by  passengers  in  getting  on  or  off  the 
cars,  etc.,  bring  the  total  number  of  casualties  up  to  22,332  (1,100 
killed  and  21,232  injured).  Accidents  to  employees  resulting  in  slight 
injuries,  which  do  not  prevent  the  employee  injured  from  performing 
his  accustomed  service  for  more  than  three  days  in  the  aggregate 
during  the  ten  days  immediately  following  the  accident,  are  not 
reported.  These  reports  dfeal  only  with  employees  on  duty  and  pas- 
sengers. The  casualties  to  passengers  have  been  divided  into  three 
classes.  Class  a  includes  all  ordinary  passengers.  Class  h  includes 
passengers  traveling  on  freight  trains.  Class  bb  includes  persons  who 
are  customarily  carried  on  trains  under  special  arrangements,  such  as 
postal  clerks  and  express  messengers,  employees  on  Pullman  cars, 
newsboys,  live-stock  tenders,  and  men  in  charge  of  freight.  The 
reported  casualties  are  classified  in  Table  No.  1,  given  below. 

The  statistics  here  given  present  the  record  of  the  standard  railroads, 
for  convenience  called  ''steam  roads,''  in  distinction  from  electric  rail- 
ways. The  accident  statistics  of  those  electric  lines  on  which  inter- 
state traffic  is  carried,  and  which,  therefore,  are  subject  to  the  federal 
accident  law,  are  given  in  a  second  table,  No.  Is,  and  in  Table  No.  2e. 

8 


IHTIB8TATB  OOMMESOE  OOMMISSION. 


Tabzji  No.  1. — CiMifoftifi  to  penom    Jmwuay,  Febrtuary,  and  Man^,  1910. 


OXMaoM , 

DenibnentB.  •••••. 

IflioeUaneoQS  train  aocidentSy  Induding  looo- 
mottTe-boUtr  azptosioiis • 


Total  traiii  ftoddents, 


Oofiplliig  or  imooitplliic 

WbOe  doing  other  wotk  about  tnlna  or  while 

attending  ffwltehes 

Onnlng  In  oontaot  with  overhead  bridges, 

ttracnues  at  side  of  track,  etc 

Falling  from  oais  or  engines  or  while  getting 

onoroif 

Other  causes 


Total  (other  than  train  accidents). 
Total  all  classes 


(«aiid«) 


igSIB 


4 
62 


103 


27 
14 


41 


143 


757 

687 

30 


1,474 


502 
591 


1,006 


2,600 


ottited 
under 


mentor 
oontraot 


7 
1 


8 


12 


1 
3 


16t 
78 

U 


2tS 


^Sj.'' 


u 

47 

62 


110 


a  s 


10 
03 


112 


367 


27 
18 


166 


766 
42 


1,720 


621 

684 


1,207 


2,086 


64 
37 


170 


21 
11 
18 

63 

44 


142 


312 


1,171 


2,616 

100 

1,434 
258 


In 


12 

S 


16 


0 

2 

24 
34 


4,626  I  79 


188 


71 


IS 


183 


1,S17 


6,797 


94 


2,116 


Collistons 

DerallmentB 

MlsceUaneoos  train  accidents.  Including  looo- 
motlTO-boUer  explosions 


Total  train  aoddents , 


Coupling  or  nncoupllnf 

While  doing  other  wore  about  trslns  or  while 

attending  switches 

Coming  In  contact  with  overhead  bridges, 

sti'uciures  at  side  of  track,  etc 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 

Other  causes 


Total  (other  than  train  accidents)  • . 
Total  all  classes 


Yard  train- 
men (switch- 
ing crews). 


11 
0 


20 


24 
11 

4 

31 
34 


104 


124 


161 
63 

41 


266 


411 

1,018 

126 

1,252 
101 


8,027 


Other  em- 
plo7%es. 


11 
8 

18 


37 


3 

10 

1 

30 
334 


378 


8,292 


415 


1 

3 


116 
87 

50 


263 


41 

527 

14 

384 
5,872 


6,838 


7,001 


Total  em- 
ployees. 


103 
83 

56 


242 


67 

41 

21 

138 
446 


703 


946 


•8 


1,004 
524 

460 


1,988 


813 

4,930 

307 

3,665 
6,603 


16,308 


18,206 


Total  _ 
reported. 


3 
9 


114 
130 

106 


352 


67 

41 

21 

166 
464 


748 


1,100 


a* 


1. 
1. 


502 


3.717 


813 
4,930 


4,186 
7,187 


17,515 


21,232 


The  total  number  of  casualties  to  passengers  in  this  quarter  is 
swelled  by  two  great  disasters,  an  avalanche  in  the  State  of  Wash- 
ington and  a  derailment  in  Iowa,  both  in  the  month  of  March.  The 
circumstances  of  these  accidents  are  briefly  summarized  in  the  fol- 
lowing pages  (following  Table  2a).  In  other  respects  the  present 
record  shows  no  remarkable  differences  as  compared  with  (lie  pre- 
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ceding  quarter  or  with  the  corresponding  quarter  one  year  ago  (Bul- 
letin 31);  hearing  in  mind  the  fact  that  Bulletin  31  represents  a 
time  when  there  was  still  an  abnormally  low  Yolume  of  traffic  on 
many  roads.    The  principal  comparisons  follow : 


Tabui  No.  Ll. — CompariMont  of  principal  iUnu  toith  Uut  bulletin 


oiMyMrleol, 


BoUettn 

BuDtlln 

35. 

U. 

110 

SB 

1» 

106 

212 

ao5 

57 

« 

M5 

068 

1,100 

1,073 

BidMa 

31. 


L  PaaaengBcs  killed  in  tnin  aoddsDti 

3.  PusBngen  killed,  aU  oatins 

8.  EmployMB  kflled  in  tnin  ftoddenti , 

4.  BmployMB  killed  In  oonpllng , 

5w  Employees  killed,  all  causes 

%.  Total  pasMDgen  and  employees  killed,  an  oaosss 


44 


The  total  number  of  collisions  and  deraihnents  in  the  quarter  now 
under  review  was  3,163  (1,581  collisions  and  1,582  derdlments),  of 
which  218  collisions  and  185  derailments  a£fected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents  amounted 
to  $2,607,553.  Given  more  in  detail,  these  facts  appear  as  below 
(collisions  and  derailments  which  cause  no  death  or  personal  injury 
and  which  cause  not  over  SI 50  damage  to  the  property  of  the  railroad 
are  not  reported) : 

Tablb  No.  2. — CoUitiofu  and  derailmentt. 


Collisions, 

Collisions,  butting 

CoUlsloDS,  train  aepaniting 

Collisions,  miscellaneous 

Total .. 

DecaHiDeots  doe  to  defects  of  roadway,  etc 

DeraOmenti  due  to  defects  of  equipment 

Beraixments  doe  to  nesllgenoe  of  trainman,  signalmen,  etc 
Derailments  due  to  nzLbreseen  obstruction  of  track,  etc. . . . 

Deraflments  doe  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 

Total  for  same  qoartar  of  1900 

1008 

1007 


Number. 


411 

183 

98 


1,681 


S18 
711 

78 
120 

17 
832 


1,682 


3,103 
3,284 
3,082 
8,801 


8470,488 

380,674 

29,820 

877,818 


1,258,700 


215,421 
600.600 

64.185 
103,808 

31,631 
284,252 


1,848,847 


2,007,688 
1,847,203 
1,977,419 
3,630, 110 


Killed. 


63 

2 


114 


8 
16 

1 
14 

1 
91 


130 


244 

103 
114 
366 


Ii^nrad. 


660 

030 

30 

010 


1. 


406 


63 

246 

23 

301 


1. 


3,216 
8,316 
9,466 

4,460 


Following  is  the  usual  list  of  Class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest. 
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Table  No.  2a. — Causes  of4X  prominent  train  accidents, 

[NoiB.— R  stands  lor  rear  collision;  B,  butting  collision;  K,  miscellaneous  collisions;  D,  dsrailnMnt; 

P,  passenger  trsin;  F,  frelgbt  and  miscellaneous  trains.] 

COLLISIONS. 


No. 


a 

4 

5 


8 

9 
10 

11 
12 
13 

14 
U 

16 

17 

18 


19 


Class. 


B 

B 
R 

B 
B 


B 
R 

B 
R 
R 

B 
B 


R 
B 


Kind  of  train. 


F.  and  F. 


P.andF. 


F.  and  F. 

P.  and  F. 
P.  and  F. 

P.  and  P. 


PandF..-. 


FandF. 

Fand  F. 
FandF. 

Fand  F. 
FandF. 
PandP. 

PandP. 
PandF. 

Fand  F. 

Fand  F. 

Fand  F. 


PandP. 
P  and  P. 


M 


2 

0 
1 


2 
2 

3 

1 
0 

0 
0 


0 
8 


Total  collisions 80 


3 

3 
16 

8 

9 


4 
4 

5 
2 
2 

6 
23 


3 


11 
30 


149 


•.   •«  • 


81,000 


2,000 


2,642 

5,131 
6.420 

8.600 
8,671 


9,500 

10,170 
10,600 

10.921 

11,200 
11,G40 

13,040 
13,500 

14,000 

14,000 

14,105 


29,500 
30,267 


225,907 


O  9 


7 
13 


74 

11 
2 


15 


6 

70 
6 

72 

64 

1 

43 
12 

50 

66 

42 


40 
44 


Failure  to  heed  automatic  block  sljpal;  also  taihat 
ot  flagman  to  go  back  with  Hafr,  brakeman't 
experience,  4  months.    (Two  drovers  killed.  > 

Engfneman  of  light  engine  forgot  paasenj^er  train, 
although  the  dispatcher  had  had  occasion,  in 
oonTersatlon  witn  him.  to  mention  this  par- 
ticular train:  this  englneman  ran  hia  enpnt 
into  that  of  the  opposing  train,  vet  never  saw  it. 
although  the  ooUialon  occurred  in  bnwd  day- 
light; after  the  crash  the  engineman  supposed 
that  It  was  due  to  the  ezphMon  of  the  bouer  of 
his  own  engine. 

Operator  wrote  ?m>ng  station  name  In  order;  2 
operators  at  other  stations  testifV  that  the  name 
was  correctly  sent  by  the  dispatcher,  and  that  in 
the  repetition  of  the  order  also  the  name  was  cor- 
rectly transmitted  by  the  station  operator. 

Misreading  of  order  by  englneman.  (See  note  In 
text  below.) 

Passenger  train  ran  past  automatic  block  sicnsl: 
engineman  and  fireman  were  working  on  in- 
jector; englneman's  experience,  41  years. 

Collision  at  meeting  point  2  a.  m.;  westbound 
train  continued  on  main  track  contrary  to  Its 
meeting  order,  which  said  It  must  enter  the  sid> 
Ing:  engineman  misread  order. 

Collision  occurred  In  yard;  psssenger  train  movlog 
backward,  as  Is  customarv;  an  en£ine  without 
train  movuog  in  the  opposite  direction  was  trav- 
eling on  the  wrong  track.  On  the  rear  car  of  the 
passenger  train— the  leading  car  as  it  was  mov- 
ing—a  passenger  standing  on  the  car  platform 
was  killed 

Engineman  of  engine  without  train  fonot  an  order. 
This  engineman  decamped.  The  fireman  was 
klUed. 

Extra  train  eastbound  encroached  on  time  of  reg- 
ular westbound. 

(inductor  and  two  enginemen  disregarded  ao  or- 
der to  wait  at  B  till  2:40  a.  m.;  left  before  that 
time;  did  not  look  at  their  watches. 

Operator  neglected  to  deliver  order.  (See  note  in 
text  below.) 

Excessive  speed  In  fog,  3  a.  m.;  passed  automatic 
block  signal  without  seeing  it. 

Train  standing  at  station  not  properly  protectp^l 
by  flag;  following  train  approacned  station  not 
under  proper  control. 

Ran  past  station  1,500  feet;  meeting  order  f6rgot- 
ten. 

Men  in  charge  of  freight  train  waiting  on  side  tracrk 
failed  to  identify  passing  trains.  (See  note  m 
text  below.) 

Train  approached  station  not  under  proper  control 
Engineman  disregarded  distant  and  ooree  fl.xed 
signals;  also  signal  given  by  flagman. 

Double-header  freight  train  ruxmlng  on  cautioa 
card  approached  station  not  under  pn^ier  con- 
trol. Both  engineman  and  the  conductor  aie 
held  blameworthy. 

Englneman  failed  to  observe  signals  given  by  flag- 
man. Flagman  negleoted  to  use  torpedon. 
Collision  occurred  on  a  bridge,  causing  the  bridge 
to  fall.  • 

Second  train  entered  yard  not  under  proper  contrel 

Conductor  and  engineman  both  overlooked  meet* 
ing  order:  both  men  experienced.  Engineman 
waskiUed. 
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Table  No.  2a. — Cquub  of4t  prominent  train  aeddtnU — Continued. 

DBRAILMENT8. 


No. 

ClUB. 

1 

D 

2 

D 

3 

D 

4 

D 

5 

D 

6 

D 

7 

D 

8 

D 

9 

D 

10 

D 

11 

D 

12 

D 

13 

D 

14 

D 

15 

D 

16 

D 

17 

D 

18 

D 

19 

D 

20 

D 

21 

D 

22 

D 

Kind  of  tnln. 


F. 
F. 
P. 


F. 
P. 


F. 
F. 
F. 
F. 

F. 


P. 

F. 


F. 

F. 


Total  der-UImants 

Total  collisions  and 
derailments. 


M 


0 
2 
2 


1 
6 


0 
0 
0 
0 
2 


51 
3 


0 
0 


71 
101 


24 


0 

1 

10 


3 
0 


0 
0 
0 
0 
2 


44 
2 


0 
0 


51 


145 
294 


L  _*  ». 


92,616 


3,200 


3,300 


6,300 


5,700 
2,500 
7,700 


9,477 


9,600 

9,876 
10,000 


10,053 
10,200 
10,295 
10,897 
12,000 

12,000 


12,558 
13,000 


14,422 
15,260 


81,523 


221,477 
447,381 


3 


67 


66 

80 


56 

80 
891 
33 

81 

68 

69 
35 


54 

28 
83 
61 
85 

86 


90 
36 


27 
52 


87 


Cauae. 


Derailed  at  night  at  a  derafllnff  switch.  The  dis- 
tant signal  approaching  this  derail  indicated 
dear  wrongfiiUT,  the  arm  of  the  signal  having 
been  weighted  by  Ice  and  sleet  Tne  home  sig- 
nal, however,  was  at  stop,  and  the  enelneman  tt 
held  at  fault  for  not  heeains  this  signal. 

Hetal  brake  beam  of  tender  dropped  on  track;  had 
become  detached  by  the  breaking  of  hanger  at 
the  eye. 

Cowcatcher  of  engine  became  loose  and  dropped  so 
as  to  catch  in  a  switch.  A  short  time  before  this 
accident  the  cowcatcher,  having  been  found 
loose,  had  been  put  in  shape  by  the  men  in  charge 
of  the  train,  but  they  did  not  secure  it  adequately. 
The  failure  to  discover  the  subsequent  looseninc 
was  due  principally  to  severe  cold  weather  ana 
snow. 

Arch  bar  of  Uuck  of  tender  broken.  Speed  of  train 
60  miles  an  hour;  engine  and  all  cars  derailed,  yet 
all  of  the  personal  injuries  were  slight. 

Accidental  obstruction.    (See  note  in  text  below.) 

Excessive  speed.    (See  note  in  text  below.) 

Excessive  sneed  (60  miles  an  hour)  through  cros^ 
over  track.  Engineman  and  fireman  killed. 
The  cross  over  was  suitably  signaled  with  home 
and  distant  signals. 

Brake  beam  fell  on  track.  Wreck  partly  destroyed 
by  fire  from  stoves  used  in  freight  cars  to  keep 
merchandise  from  f reesing. 

DerailUig  switch  approached  at  exceasive  speed. 
(See  note  in  text  below.) 

Snowdrift. 

Excessive  speed.  Engineman  and  fireman  killed. 
Conductor  and  engineman  were  men  of  16  yean' 
experience. 

Broken  wheel.    (See  note  in  text  below.) 

Broken  flange. 

Broken  wheel;  chill  crack  in  tread. 

Broken  rail. 

Driving-wheel  brake  rigging  caught  on  stlfflener  rail 
at  entrance  to  side  track. 

Failure  of  bridge.  The  bridge  in  question  was 
known  to  have  b<>en  weakened  by  a  flood  and 
orders  had  Leen  issued  forbidding  its  use  bv 
engines  of  a  certahi  weight.  Disobedience  of  this 
order  is  given  as  the  cause  of  the  accident. 

Unknown.    (See  note  in  text  below. ) 

Runaway  train  on  3  per  cent  descending  grade; 
supposed  bad  management  of  air  brakes.  Fire- 
man Ulled;  engineman  badly  injured. 

Undiscovered. 

Broken  rail.  Wreck  partly  destroyed  by  fire  from 
stove  and  by  explosion  of  1  car  of  powder  and  S 
cars  of  oil. 

Rock  sUde. 


The  worst  railroad  accident  in  the  present  record  is  classed  as 
neither  a  collision  nor  a  deraibnent.  A  passenger  train  and  a  mail 
train,  halted  at  a  station  because  of  snow  blockades  along  the  line, 
were  swept  down  the  side  of  a  mountain  by  an  ayalanche,  and  90  per- 
sons were  killed  and  16  injured.  These  casualties  are  classified  as 
follows:  Passengers,  killed  51,  injured  7;  mail  clerks  and  persons  car- 
ried on  contract,  killed  13,  injured  2;  trainmen,  killed  22,  injured  6; 
other  employees,  killed  4,  injured  1.  This  disaster  occurr  d  in  the 
State  of  Washington  on  March  1  at  a  point  where  no  serious  snow- 
slides  had  occurred  before  since  the  settlement  of  that  region. 
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Another  disaster,  belonging  in  the  same  class  with  this,  but  with- 
out loss  of  life,  occurred  in  Nevada,  Januaiy  1,  when  a  freight  train 
of  36  cars,  having  been  stopped  because  of  washouts  on  the  track 
ahead  of  it,  was  swept  away  by  a  great  flood.  This  train  had  been 
proceeding  slowly,  all  bridges  being  examined  before  crossing,  on 
account  of  high  water,  when  a  washout  was  encountered.  The  train 
was  stopped  and  the  conductor  went  ahead  afoot  to  the  next  tele- 
graph station  to  report.  While  the  train  was  standing  a  flood  arose, 
the  force  of  which  was  sufficient  to  turn  the  engine  over  on  its  side 
and  to  wash  28  loaded  and  2  empty  cars  down  the  stream. 

The  most  disastrous  derailment  in  the  quarter  under  review  was 
that  entered  in  the  table  as  No.  18,  in  which  45  passengers,  5  train- 
men, and  1  other  employee  were  killed,  and  33  passengers  and  3 
employees  were  injured.  It  is  reported  by  the  railroad  company  as 
having  been  due  to  some  cause  not  discovered.  Two  trains,  No.  19 
and  21,  of  the  Chicago,  Rock  Island  and  Pacific  were  being  run  over 
the  Chicago  Great  Western  because  of  a  blockade  on  the  Rock  Island 
road.  The  combined  train  consisted  of  2  engines  and  10  cars,  the 
engines  moving  tender  first.  The  derailment  occurred  between  Green 
Mountain  and  Gladbrook,  Iowa,  March  21.  It  happened  in  a  cut 
where  the  ground  at  the  side  of  the  track  was  soft,  so  that  the  tender 
of  the  leading  engine,  when  it  jumped  the  rails,  was  embedded  in  the 
earth  so  as  to  make  an  almost  impassable  obstacle,  against  which  the 
rest  of  the  train  was  forced  with  undiminished  momentum,  the  engine- 
man  having  had  no  time  to  apply  the  brakes. 

The  trains  in  question  were  run  over  the  Chicago  and  Northwestern 
from  Cedar  Rapids  to  Marshalltown  and  were  delivered  to  the  Chicago 
Great  Western  at  Marshalltown.  Being  headed  west,  it  was  neces- 
sary to  detach  the  engines  from  the  west  end  of  the  train  and  attach 
them  to  the  east  end  to  proceed  eastward  over  the  Chicago  Great 
Western.  The  man  assigned  by  the  Chicago  Great  Western  as  pilot 
called  upon  the  dispatcher  at  Des  Moines,  Iowa,  for  orders.  The 
Chicago  Great  Western  had  no  table  upon  which  to  turn  the  engines 
at  Marshalltown,  but  had  a  wye  there.  The  pilot,  however,  reported 
to  the  dispatcher  that  he  did  not  believe  he  could  turn  the  engines 
on  this  wye  because,  as  he  believed,  the  curvature  was  too  sharp. 
After  some  minor  conversation  the  dispatcher  told  him  that  if  he 
could  not  turn  the  engines  to  move  them  backward.  They  were 
switched  around  the  train  and  started  for  Waterloo,  running  tender 
first.  Between  Green  Mountain  and  Gladbrook,  while  running  at  a 
speed  of  probably  22  miles  an  hour — ^witnesses  varying  in  their  state- 
ments, giving  the  speed  from  20  to  25  miles — the  leading  engine,  with- 
out warning,  left  the  track  in  a  cut  and  plunged  into  the  bank,  being 
followed  by  the  second  engine.  The  engines  were  both  in  fiist-dasB 
condition,  having  been  duly  inspected  before  leaving  Cedar  BapidSi 
and  the  cars  were  all  in  good  condition. 
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It  appears  that  in  this  cut  the  track  (roadbed)  was  somewhat  soft 
and  spongy;  and  it  may  have  been  this  condition  of  the  track  that 
caused  the  tender  of  the  leading  engine  to  run  off.  Next  to  the  en- 
gines was  a  Pulhnan  sleeping  car  and  next  to  this  two  Chicago,  Bur- 
lington and  Quincy  day  coaches.  Following  these  was  the  baggage 
car  and  then  the  cars  from  train  No.  19 — ^baggage  car,  mail  cl.*, 
coaches,  and  sleepers.  The  Chicago,  Burlington  and  Quincy  car  next 
to  the  Pullman  car  was  completely  telescoped  and  the  one  next  to 
this  was  telescoped  about  one-half  to  two-thirds  of  its  length.  In  these 
cars  occurred  all  the  loss  of  life,  except  two  passengers  who  were  in 
the  sleeper,  one  end  of  which  was  badly  damaged.  Outside  of  these 
cars  there  was  no  loss  of  life  and  but  little  injury,  except  to  the  men 
on  the  engines.  Both  firemen,  one  engineer,  and  the  pilot  were  killed 
or  died  from  injiuries. 

The  conductors  and  enginemen  of  the  Rock  Island  trains  were 
employees  of  long  experience.  The  pilot  of  the  Chicago  Great  West- 
em  was  a  freight  conductor  of  that  road.  He  had  been  in  the  train 
service  of  the  road  about  eight  years  and  a  conductor  six  months. 

As  before  stated,  the  railroad  company  reports  the  cause  of  this 
derailment  as  not  ascertained.  The  case  was  inyestigated  by  the 
board  of  railroad  commissioners  of  the  State  of  Iowa,  and  in  a  report 
issued  by  that  board  the  conclusion  is  reached  that ''  though  the  cause 
of  the  wreck  can  never  be  known  with  absolute  certainty,  it  is  indis- 
putable that  the  track  *  *  *  was  in  a  dangerous  condition.  It 
lay  upon  a  bed  of  clay  which  was  wet  and  springy  on  account  of  im- 
proper drainage.  ♦  *  »  if  there  be  a  primary  cause  of  this  wreck, 
in  our  judgment  it  was  the  soft  track  resulting  from  the  season  and  lack 
of  proper  drainage."  The  commissioners  believe  that  engines  should 
be  run  backward  only  in  the  rarest  cases  of  absolute  necessity  and 
"then  at  a  much  lower  rate  of  speed  than  25  miles  an  hour."  They 
say  also  th^t  if  the  two  day  coaches  (next  behind  the  Pullman  car) 
had  been  in  the  rear  of  the  train  there  would  have  been  no  such 
appalling  loss  of  life.  ''When  trains  are  made  up  the  lighter  cars 
should  be  in  the  rear." 

The  accident  reported  as  derailment  No.  6  was  the  derailment  of 
an  engine  running  without  train,  and  both  engineman  and  fireman 
were  killed,  so  that  the  evidence  as  to  the  cause  is  wholly  circum- 
stantial. The  superintendent  concludes  that  the  engine  was  running 
at  a  dangerous  speed,  but  there  was  no  reason  for  special  haste  and 
no  conjecture  is  offered  as  to  why  the  engineman  was  runmng  at  an 
unsafe  rate.  This  engine  was  ditched,  but  its  tender  remained  stand- 
ing on  the  roadbed,  and  it  was  the  cause  of  the  derailment  of  a  follow- 
ing train  (No.  5  in  the  table).  The  engineman  of  the  following  train 
is  not  held  at  fault,  as  the  road  at  the  point  of  derailment  is  on  a 
sharp  curve,  and  it  was  impossible  for  him  to  see  more  than  a  short 
distance  ahead.    The  track  at  this  point  is  equipped  with  track- 
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circuit  automatic  block  signals,  but  the  derailed  tender  was  wliolly 
off  the  rails,  and,  &s  the  track  had  not  been  broken  by  the  first  derail- 
ment, the  automatic  signal  continued  to  indicate  safety.  The  freight 
train  had  been  following  the  light  engine  at  an  interval  of  about 
twenty  minutes. 

Derailment  No.  12  was  due  to  a  fault  in  a  wheel  of  the  tender  of 
the  leading  engine  of  a  ''double-header"  freight  train,  and  the  damage 
as  reported  ($10,054)  includes  $10,000  as  the  estimated  damage  to 
the  rails  in  the  track  by  the  pounding  of  the  broken  wheel  before  the 
train  was  brought  to  a  stop.  The  train  was  running  about  20  miles 
an  hour  when  a  piece  was  broken  out  of  the  tread  of  the  wheel,  leaving 
a  flat  spot,  so  that  it  pounded  and  Imarked  the  rails  at  every  revolu- 
tion, and  these  violent  shocks  were  sufficient  in  many  cases  to  cause 
the  rails  to  crack;  and  about  800  tons  of  rails  were  used  to  replace 
those  which  were  found  broken  or  defective,  the  train  having  run  a 
considerable  distance  before  the  tender  jumped  the  track.  The 
damage  to  the  engine  and  to  the  track  at  the  point  of  derailment  was 
slight.  The  engineman  is  held  at  fault  for  the  damage,  because  his 
attention  had  been  called  to  the  noisy  pounding  of  the  wheel  in  ample 
time  to  prevent  damage,  but  he  continued  with  unabated  speed. 
This  was  a  cast-iron  wheel  33  inches  in  diameter,  made  June  20,  1906. 
The  estimated  weight  of  the  tender  resting  on  the  truck  in  which  tins 
wheel  broke  was  30  tons. 

Derailment  No.  9,  in  which  an  eastbound  freight  ran  off  a  derailing 
switch  at  considerable  speed  and  fouled  the  track  of  another  railroad 
company,  is  reported  as  due  wholly  or  mainly  to  the  mistake  of  an 
engineman  concerning  a  red  light.  The  derailment  occurred  about 
5  a.  m.,  when  there  was  a  dense  fog,  and  the  engineman  failed  to 
stop  the  train  before  passing  the  signal  which  guarded  the  approach 
to  the  crossing  of  the  other  road,  because,  on  sighting  the  red  light  of 
the  stop  signal,  he  assumed  that  the  hght  was  one  used  by  an  electric 
railroad  company  at  a  point  about  one  mile  back.  The  engineman 
had  passed  the  electric  crossing  without  being  aware  of  it,  the  light  at 
that  point  being  at  that  time  extinguished.  This  light  of  the  electnc 
road  is  used  by  the  men  in  charge  of  cars  on  that  road  when  such  cars 
have  to  cross  the  track  of  the  steam  railroad.  Since  this  accident  this 
light  has  been  made  white  instead  of  red.  The  engineman  who  thus 
mistook  the  location  of  signals  had  not  worked  long  on  this  line.  He 
had  made  six  round  trips  over  the  line  between  December  14  and  the 
date  of  the  accident  (February  22),  five  of  them  being  made  eastward 
at  night.  He  had  also  worked  on  a  yard  engine  in  this  region  for 
eleven  days  in  1907. 

Collision  No.  4,  between  a  westbound  freight  train  and  an  east- 
bound  passenger  train,  occurred  about  4  o'clock  in  the  morning  and 
was  due  to  the  mistake  of  the  engineman  of  the  freight  in  reading  an 
order  and  to  the  neglect  of  the  conductor  of  the  freight.    The  order, 
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which  was  on  Form  19,  stated  that  the  passenger  train  would  wait 
at  Y  until  4  *^5  a.  m.  for  the  f reight,  but  the  freight  engineman,  in 
some  way  unexplained,  got  the  impression  that  the  passenger  train 
would  wait  at  Z,  which  was  6  miles  farther  on.  The  order  had  been 
delivered  to  the  freight  train  (one  copy  to  the  engineman  and  one  to 
the  conductor)  at  L  while  the  train  passed  without  stopping,  so  that 
the  conductor  and  the  engineman  had  not  read  it  in  each  other's 
presence.  The  engineman  had  neglected  to  show  the  order  to  the 
fireman,  as  the  rule  requires.  The  conductor  was  asleep  when  the 
train  approached  and  passed  Y  and  therefore  took  no  measures  to 
bring  the  train  to  a  stop;  and  he  had  neglected  to  show  the  order  to 
the  rear  brakeman,  as  the  rule  requires. 

Collision  No.  11,  between  a  northbound  and  a  southbound  freight 
train,  was  due  to  the  failure  of  a  station  telegrapher  to  deliver  a 
meeting  order.  The  northbound  train  was  running  from  A  to  B, 
C,  D,  etc.,  and  the  meeting  point  was  to  be  at  C.  The  order  for  the 
northboimd  train  was  sent  to  the  telegrapher  at  C,  but  in  some  manner 
he  allowed  it  to  be  hidden  from  view  by  other  papers  on  his  desk,  and 
he  gave  the  train  a  signal  that  he  had  no  orders  for  it.  The  report 
says  that  the  dispatcher  is  censured  because  he  might  just  as  well 
have  sent  the  order  to  B  or  to  A.  Where  a  meeting  order  is  so  sent 
that  it  must  be  delivered  to  one  or  both  of  the  trains  at  the  station 
which  is  appointed  for  the  meeting,  the  rule  requires  special  precau- 
tions. The  telegrapher  must  display  a  red  flag  (or  light)  in  addition 
to  the  regular  train-order  signal,  and  he  must  put  torpedoes  on  the 
track.  In  this  case  these  precautions  were  not  taken,  and  the  dis- 
patcher is  censured  for  not  having  required  the  operator  to  take 
them.  The  operator  is  held  at  fault  for  this  and  also  for  not  keeping 
the  order  properly  before  him,  and  for  failing  to  use  a  special  lock 
on  the  train-order  lever  in  his  office,  as  is  required  of  operators  when 
they  have  an  order  for  an  approaching  train.  Both  dispatcher  and 
operator  have  had  several  years'  experience  and  had  been  on  duty 
only  a  few  hours. 

Collision  No.  15  was  due  to  the  failure  of  men  in  charge  of  a  north- 
boimd freight  train,  while  standing  on  a  side  track,  to  identify  south- 
boimd  passenger  trains.  The  freight  arrived  at  P  about  4  a.  m.  to 
wait  for  three  southbound  passenger  trains.  The  first  of  these  passen- 
ger trains  was  behind  time  and  the  second  and  third  preceded  it. 
The  freight  started  north  immediately  after  the  passage  of  the  third 
passenger  train,  the  train  which  should  have  been  first  being  still 
due.  It  is  the  opinion  of  the  investigating  officers  that  all  of  the 
men  on  the  freight  train  had  been  asleep  while  waiting  on  the  side 
track  (their  train  having  been  held  there  about  two  hours),  and  that 
they  assumed  that  all  three  of  the  passenger  trains  had  passed.  It 
was  this  late  passenger  train  with  which  the  freight  a  few  minutes 
after  leaving  P  collided.    The  men  in  charge  of  the  freight  declare 
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that  they  had  not  been  asleep.  They  had  been  on  duty  eleven  hoiiTB 
and  nineteen  minutes  and  off  duty  before  beginning  that  tour  twenty- 
nine  hours  and  thirty  minutes. 

Table  No.  3. — Caiues  ofaeddenU  to  emphyeea  in  coupling  and  unooupHng  can. 


1 
3 
s 

4 
6 
0 
7 


0 
10 

U 
12 

13 
U 

Ifi 

16 
17 
18 
1ft 
20 
21 

23 
23 
24 
26 
26 
37 


A  d  i  lis  tin  K  coupler  with  foot 

A dj listing  coupler,  cam  accidentally  s  tarted 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  can 

Coupling  with  chain  or  other  emergency  appliance  on  curve 

too  sharp  for  automatte  coupling. 

Coupling  with  chain  or  other  emergency  appliance  because  of 

uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  unooapUng  lever  and  body  of 

oar 


Uncoupling  without  using  lever  (unneoessarv) 

Uncoupling  without  using  lever,  uncoupling  liever  not  In  work- 
ing order 

Foot  caught  in  firog,  switdi,  or  guard  rail 

Opening  or  doeinsknuokle  when  cars  were  near  together,  mis- 
calculated speed 

Opening  knuckle  when  cars  were  near  together,  engine  aool- 
dentaUv  started 

Opening  kunckle,  part  of  defective  coupler  fell  on  foot 


Opening  knuckle,  Tost  footing. 
Riding  on  oar  to  uncouple,  slipped 
Struck  by  object  at  side  of  track. . . 


Caught  by  unexpected  movement  of  car,due  to  slack  running  in 
CauKht  by  unexpected  movement  of  car,  due  to  mistake  or 

nuBundentanding  in  giving  hand  siKnala 

Uncoupling  moving  cars  and  lost  footing 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrarv  to  rule 

Hand  caught  between  projecting  load  and  end  of  next  oar 

No  witness  (fatal  ii^ury) 

Other  causes 

Unexplained 


Total. 


Train- 


3 

S3 

M 


1 
2 


8 

"3 

1 
2 


3 
1 


21 


17 
6 
5 


8 
10 


48 
7 

26 

7 

18 

4 
6 
7 
6 
8 
19 

1 

17 
6 
7 
2 


6 
8 


228 


Tnlii- 

men  in 
3rarda. 


"8 

3 


2 


12 
1 
2 


1 
6 


1 
1 

26 
6 

13 


2 

4 
1 
8 
8 
14 

4 
8 
1 
9 


2 
8 


133 


Yard 
train- 
men 

(iwlicb- 
Ing 

crews). 


1 

1 


2 

2 


1 

4 

i 


24 


30 
14 
U 
1 
3 
21 

21 


57 
17 

46 

4 

26 

6 

8 
12 
10 
12 
24 

6 
20 

1 
11 

4 


16 
15 


411 


8 


5 


4 
2 

1 
2 
1 
I 


2 
5 


1 

2 

"2 


1 
1 


2 
1 


2 
6 


41 


Detaik  of  injuries  included  in  Table  3^  iubcUui  t7. 


J.i. 
J.  2. 
J.  3. 
J.  4. 
J.  6. 
J.  6. 
J.  7. 


Reaching  for  lever  and  ran  nail  into  hand. 

Stepped  in  hole  between  tracks. 

Hot  flue  dust  came  out  of  car. 

Apron  of  car  fell. 

Stepped  in  manhole. 

Stepped  in  hole  at  edce  of  track. 

Knuckle  broke  and  piece  struck  knee. 
J.  8.  Stepped  too  close  to  track;  struck  by  footboard  of  engina. 
F.  1.  Caught  hand  under  coupling  pin. 
F.  2.  Finger  caught  in  coupler. 
F.  3.  Struck  by  car. 
F.  4.  Foot  caught  under  wheel. 
F.  6.  Straped  on  piece  of  casting. 

F.  6.  Holding  lever  with  one  hand  and  chocking  car  with  other;  caught  finger. 
F.  7.  Lump  of  coal  rolled  off  tank,  striking  man  on  head. 
F.  8.  Lock  pin  dropped  on  finger. 
H.  1.  Pulling  out  tumbler  of  coupler  and  caught  finger. 
M.  2.  Drawhead  broke  and  fell  and  caught  leg. 
IC.  3.  Struck  by  comer  of  car. 

If .  4.  Had  hand  resting  on  bumper  and  had  flngen  maahed  when  can  came  tOfeChiv. 
M.6.  Fingers  caught  between  bumpen. 
IL  6.  Stepped  on  lump  of  ooal. 
M.7.  Fieoe  of  casting  ieU  off  top  of  oar. 
M.  8.  Shaker  bar  feuofl  tank;  toes  mashed. 
1C9.  Apran  of  ballast  oar  fell. 
IC.  10.  Cnmp  of  ooal  fell  f^om  tank.  Injuring  hand. 
ICU.  Lump  of  ooal  isU  from  oar  on  ibot. 
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Tablb  No.  3a. — Nature  of  injuries  to  employees  in  coupling  andunampUng  eon. 


Jnimlm, 

Trainmen 
In  yards. 

Yai4 

tnumDeDM 

Other 
employees. 

liflMofiBet 

3 

2 
8 
2 

10 
2 
2 
2 
8 
4 
7 

24 

Ifi 
fi 

18 
7 

22 

76 
1 
fi 

13 
7 

4 

8 

2 

2 

8 

1 

1 

8 

6 

'6 

11 

82 

36 

6 

26 

16 

41 

122 

2 

8 

23 

6 

LiMiOflMB 

1 

T-^mof  Arms 

1 
1 
4 

1 

JjHM  flif  flogers 

1 

LfOnof  toei 

Tnotorad  ikall 

1 

FrMstored  leg 

j^TSOtcirMt  Sim.  •.•..•.......•.•.•.•.•.......•.••....... 

8 

fi 

2 

17 

10 

8 

11 

8 

21 

88 

1 

2 

6 

1 

rnutufftl  oolliir  bone  or  ribs 

2 

Fnctoicd  other  boaetf 

6 

Contusion  or  laoezmtion  of  feet 

8 

1 

Contusion  or  laoenktlcni  of  lep 

6 

Contoslon  or  laoeiatlon  of  anns 

1 

Con  toskm  or  Iftoeration  of  hands 

5 

11 

TiftfTTfAi  ifUailn. 

2 

l^laoeDftneoQB 

1 

Total  Injuries 

228 
21 

133 
9 

411 
24 

41 

8 

249 

142 

435 

44 

RECAPITULATION. 

Total  killed 67 

Total  Injured 813 

Total  killed  and  fa^ured 870 

Table  No.  4. — Causes  of  accidents  to  employees  classified  (C6  and  C7)  as  falling  from  and 

getting  on  or  off  cars  and  engines. 


Sub- 
flnm 


06 


1 
2 
8 

4 


C7 


6 
7 
8 
9 

hi 
12 

03 
14 
Ifi 

16 

17 
U8 


Fen  from  roof  of  box  car  by  reason  of— 

Defect  In  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  in  subclass  3. 

While  setting  brakes 

Fen  from— 

Goal  car 

Frelcht  car  other  than  box  or  ooal  car 

Bngme  or  tender 

Passenger  car 

Engines,  tendois,  or  oars  (aU  kinds)  not  in  motion. 

IfJaoellaneous  causes 

Not  deaily  explained 

SUpi>ed  getting  on  moring  trains  or  oars 

Jumping  off  moving  trains. 


Jumping  ftom  engines  or  cars  antSoipatlng  ooffiskm,  d»> 
rainnent,  or  other  accident. 


Fen  itom  engines  or  cars  by  reason  of  defeottve  hand- 
holds and  siU  steps 

Getting  on  or  off  moTlnc  engine 

Ganght  in  frog,  guard  rul,  or  switch 


Total. 


Train- 
men. 


2 
4 

1 
2 
6 
1 
2 
3 
13 
8 
8 


4 
58 


8 
16 
Ifi 


68 

8 
52 

161 
11 
113 
250 
67 
133 
171 

56 

41 

219 

2 

1,434 


Train- 
men in 
yards. 


t»>nmen    ^^ 


4 

2 


1 
2 
fi 
2 


24 


1 
9 

2 

20 
36 

5 
13 
76 

1 

51 
44 
18 
59 


10 

16 

146 

1 

89fi 


fi 
1 

1 
2 

fi 


8 
6 
fi 

1 


2 


31 


6 
27 
10 

97 
80 

7 

23 

66 

3 

45 

319 

67 

97 

136 

22 

fiO 

196 

8 

1,262 


} 

s 


1 

7 
3 


8 
6 

8 


80 


1 
1 
1 

8 

2 

4 

19 

26 

4 

62 
89 
31 
40 
50 


1 
48 


884 
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ACCIDENTS  ON  EIiECTRIC  RAILWAYS. 

Tabls  No.  Ib. — CanudHeB  to  penons — January^  February,  and  March,  1910. 


Collisions 

Derailments 

Miscellaneoaa  train  accidents. 


Total  train  accidents. 


Ooixpltng  or  unooupling 

While  doing  other  work  about  trains  or  while  attending 

switches 

Falling  from  vehicles  or  while  getting  on  or  off 

Other  causes 


Total  (other  than  train  accidents). 
Total,  all  classes 


_      (« 
aodd). 


4 
4 


8 


370 

37 

1 


317 


195 
61 


246 


663 


Persons 
carried 
under 
agree- 
ment 
or  con- 
tract 
(»). 


•8 


Total 
(a,  6,  and 


1 


4 

4 


8 


10 


t 


281 

37 

1 


310 


105 
61 


246 


666 


TiBin- 
men. 


3 


3 


2 
1 
1 


4 

T 


21 

4 


25 


2 

13 
3 

1 


10 


44 


Train- 
men In 
yards. 


g 


1 

9 


2 
1 


Causes. 


Collisions 

Derailnients 

Miscellaneous  train  accidents. 

Total  train  accidents. . . 


Coupling  or  uncoupling 

While  doing  other  work  about  trains  or  while  attending 

switches 

Coming  in  contact  with  overhead  bridges,  structures  at 

side  of  track,  etc 

Falling  from  vehicles  or  while  getting  on  or  off 

Other  causes 


Total  (other  than  train  accidents). 
Total,  all  classes 


Yard 

trainmen 

(switching 

crews). 


g 


6 


1 
2 


Other 
employees. 


1 

9 
3 


3 


10 


16 


2 

6 

1 
2 

28 


30 


42 


Total 
employees. 


a 


1 

"3 


30 
4 


34 


1 
3 


6 


7 

21 

1 

12 
20 


TO 


Total 

persons 

reported. 


I 


4 

1 


•o 

S 

s 


311 

41 

1 


5 
7 


14 


104 


10 


353 


7 
21 

1 

207 
80 


310 


660 
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Tablx  No.  2b. — CoUinoru  and  derailments. 


Number. 

Loss. 

Killed. 

Ii^nrad* 

ColHsloai,  mr 

12 
9 

1 
13 

K145 

18,300 

20O 

13,155 

1 
2 

72 

69 

1 

180 

TotaL 

36 

34,800 

4 

311 

Dvnilnients  doe  to  defects  of  roadway,  etc 

3 
3 

12 
2S0 

6 

Dcrallinents  due  to  defects  of  equipment 

7 

DenUments  doe  to  oegUgenoe  of  trainmen,  signalmen,  etc 

Derailments  due  to  umoreseen  obstruction  of  rack,  etc 

4 

450 

10 

I>enilmentB  doe  to  malicious  obstruction  of  track,  etc 

7 

1,676 

1 

19 

TotaL 

17 

2,287 

1 

41 

62 

37,087 

6 

363 

[Public— No.  171.] 

AN  ACT  Requiring  common  canters  engaged  in  interstate  commerce  to  make  full  reports  of  all  accidents 

to  tlie  Interstate  Commerce  Commission. 

Be  U  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled,  It  shall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington, 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof,  and  the 
circumstances  connected  therewith. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  days 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor  and,  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction,  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day 
during  which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for 
making  the  same. 

Sbc.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such  railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sbc.  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SPECIAL  INFORMATION  CONTAINED  IN  PBECEDING  BULLETINS.^ 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  an  dem- 
ployees  killed  and  injured,  and  these  figures  are  classified  according  to  cause  (see 
Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serious 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A), 
showing  the  cause  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.    The  bulletin  for  the  quarter 

a  For  notes  on  Bulletins  1-16,  see  Bulletin  No.  17;  for  notes  on  Bulletins  17-24,  see 
Bulletin  No.  30. 
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ending  June  30  containB,  in  addition  to  the  quarterly  statistics,  tables  Aowing 
the  same  information  lor  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  26  shoTvs  110  passengers  killed  in  train  accidents,  three  collisiani  and 
one  derailment  being  responsible  for  80  deaths  in  this  class.  The  number  el  psa- 
sengers  killed  from  other  causes  (mostly  their  own  negligence)  also  showa  n  la^ 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  elm  dis- 
patcher's order,  and  another  to  a  mistake  in  sending  or  receiving  the  cider. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  prooeding 
quarters,  a  large  falling  off  in  railroad  traffic  having  taken  place.  The  Hil  of 
"prominent"  train  accidents  includes  only  three  cases  which  may  be  claiwed  as 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties  incident  to  the  laige 
falling  off  in  railroad  traffic.  The  number  of  passengers  and  employees  killed  in 
train  accidents  (126)  is  the  smallest  since  the  monthly  records  were  established. 
The  most  &tal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  wheie  8 
passengers  in  an  electric  car  were  killed. 

Bulletin  No.  28  recorded  the  smallest  number  of  passengers  killed  in  train  accidentB 
(13)  ever  reported  in  the  quarterly  records.  The  total  of  passengers  and  em- 
ployees killed  in  train  accidents  (112)  was  13  less  than  the  previous  low  record 
(126,  Bulletin  27).  Of  the  13  passengers  killed  in  train  accidents,  7  were  victims 
of  a  butting  collision  on  an  electric  railroad. 

Bulletin  No.  29  showed  totals  faf  smaller  than  the  corresponding  quarter  oae  year 
previous,  but  the  diminution  in  the  number  of  casualties,  which  had  continued 
during  the  year  of  depression,  seemed  to  have  been  checked.  The  number  of 
passengers  Idlled  in  train  accidents  was  63,  and  there  were  8  notable  collisiona. 

BuUetin  No.  30  recorded  34  passengers  killed  in  train  accidents  (including  16  victims 
of  a  forest  fire).  One  collision  resulted  in  8  deaths  of  passengers,  and  two  derail- 
ments  killed  16  employees. 

Bulletin  No.  31,  in  part,  continues  the  favorable  showing  of  the  quarter  one  year  pre- 
vious (Bulletin  27),  though  it  covers  a  period  of  considerable  revival  of  busmess. 
One  collision  caused  20  deaths  and  28  injuries. 

Bulletin  No.  32  shows  a  total  of  99  passengers  and  employees  killed  in  train  accidenta— 
the  lowest  quarterly  record  thus  far  shown.  It  is  to  be  observed,  however,  that 
a  butting  collision,  causing  the  death  of  9  passengers  and  1  employee,  oocuning 
on  an  electric  road,  was  not  included,  the  railroad  company  having  baled  to  make 
a  report  of  the  accident  as  required  by  law.  The  quarter  in  1908  with  which 
this  one  is  most  naturally  compared  (Bulletin  28)  had  one  collision  on  an  electric 
line  in  which  7  persons  were  killed. 

Bulletin  No.  33  shows  considerable  increases  in  most  of  the  casualty  items,  maAing 
the  expansion  of  traffic  on  all  of  the  principal  railroads.  F^ve  accidents — 4 
collisions  and  1  derailment— caused  47  deaths. 

Bulletin  No.  34  shows  heavy  totals  in  the  casualty  lists  incident  to  the  great  expan- 
sion in  railroad  traffic  accompanying  the  general  revival  in  business.  There  was 
no  very  notable  i>assenger-train  accident,  but  a  collision  between  a  work  train  and 
a  freight  killed  14  laborers.  The  list  of  causes  of  prominent  collisions  is  anuaually 
varied. 
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Accident  Bulletin  No.  36. 

RAILROAD  ACCIDENTS 

IN  THE  UNITED  STATES   DURING  THE  THREE  MONTHS 

ENDING  JUNE  30,  1910. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  April,  May,  and  June,  1910,  as  shown  in  reports  made  by  the 
railroad  companies  to  the  Interstate  Commerce  Commission  under 
the  "accident  law"  of  March  3,  1901,  was  137,  and  of  injured,  2,641. 
Accidents  of  other  kinds,  including  those  sustained  by  employees 
while  at  work  and  by  passengers  in  getting  on  or  off  the  cars,  etc., 
bring  the  total  number  of  casualties  up  to  20,650  (766  killed  and 
19,884  injured).  Accidents  to  employees  resulting  in  slight  injuries, 
which  do  not  prevent  the  employee  injured  from  performing  his 
accustomed  service  for  more  than  three  days  in  the  aggregate  during 
the  ten  days  immediately  foDowing  the  accident,  are  not  reported. 
Tliese  reports  deal  only  with  employees  on  duty,  and  passengers. 
Tlie  casualties  to  passengei-s  liave  been  divided  into  three  classes. 
Class  a  includes  all  ordinary  passengers.  Class  ft  includes  passengers 
traveling  on  freight  trains.  Class  hb  includes  persons  who  are  cus- 
tomarily carried  on  trains  under  special  arrangements,  such  as 
postal  clerks  and  express  messengers,  employees  on  Pullman  cars, 
newsboys,  live-stock  tenders,  and  men  in  cliarge  of  freight.  The 
reported  casualties  are  classified  in  Table  No.  1,  given  below. 

The  statistics  here  given  present  the  record  of  the  standard  rail- 
roads, for  convenience  called  "steam  roads,"  in  distinction  from 
electric  railways.  Tlie  accident  statistics  of  those  electric  lines  on 
which  interstate  traffic  is  carried,  and  which,  therefore,  are  subject 
to  the  federal  accident  law,  are  given  in  a  second  table.  No.  1e,  and 
in  Table  No.  2e. 
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Table  No.  1. — Casualties  to  persons — Aprilj  May,  and  June,  19t0. 


Caiuesi. 

Past 

(a  a 

• 

3 
2 

lengers 
ndfr). 

Persons 
carried 
under 
agree- 
ment or 
contract 

Total  (a.  5. 
and  66). 

Trainmen. 

Train- 
men in 
jard& 

t 

« •  •  ■ 
5 

•  •  ■  • 

• 

"5* 

«-• 

91 
100 

3 

• 

5 

7 

12 

• 

1 

1 

30 

36 

12 

• 

5 

1 

• 

Colllslona 

Derailments 

Mlscellaneoutt    train    accidents,    including 
locomotive-boiler  explosions 

451 
560 

14 

542 

600 

17 

334 

295 

276 

11        iw 

4|        30 

I         :.:' 

16        l»a- 

6        1I^ 

7 

Total  train  accidents 

1.025 

.<i 

104 

1,219 

78 
15 
15 

m 
1 

63 
43 

905 

Coupling  or  uncoupling 

217 

wnue  aorng  otner  work  about  trains  or  wmie 
attending  switches . .  .  x 

1 
1 

1 

2,276       3  >      Gti** 

Coming  in  contact  with  overhead  bridges, 
structures  at  side  of  track,  etc 

2 

1 

n 

123 
146 

27 
16 

43 

3 

007 
833 

173       5          53 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 

Other  causes 

23 
13 

36 

43 

585 
710 

4 
3 

7 

1.180     17 
213     21 

501 
100 

Total  (other  than  train  accidents) 

1.297 

1,443 

143 

4.059 

,52 

\  i^ 

Total  all  classes 

2.322 

12 

340 

55 

2,662 

221 

4.961 

68     I-(v24 

Causes. 


Yard 

trainmen 

(switching 

crews). 


I 

I 

Other  Total 

employees,      employees. 


Total  perMMU 
reported. 


1 

I 


1      '  t 


a* 


Collisions '  8 

Derailments 2 

Miscellaneous    train    accidents,    including 

looomotive-boller  explosions 1 


99 
38 

30 


=3 


8 
12 


I 


H4 
59 


•o 

9> 


54 


3 


21  I     14 


621 
422 

379 


62 

61 

14 


1,163 
1.0K2 

396 


Total  train  accident^ 11 

Coupling  or  uncoupling ,  23 

While  doing  other  work  about  trains  or  while 

attending  switches 8 

Coming  in  contact  with  overhead  bridges, 

structures  at  side  of  track,  etc 3 

Falling  from  cars  or  engines  or  while  getting 

on  or  off 35 

Other  causes 21 


167       20 


164  '  125       1.422 


137 


2.W1 


Total  (other  than  train  accidents) , 
Total  all  classcj?*. 


90 


101 


341 

799 

95 

908 
133 


2,276 


2,443 


1  I 
15  ' 

2  ' 

29 
254 


301 


19 

548 

18 

368 
7,074 


:|: 


45  I  695  , 

41  4.289  ' 

I  ! 

17  339 

144  ,  2.957  ' 

339  I  7,520  . 


45 

41 

17 

171 
355 


(9ft 

4.2S9 

342 

3.564 
8.353 


8.027  I  586 


321       8.191  i  711 


15.800  ,      629 


17.243 


17,222        766 


19.884 


In  the  quarter  ending  with  June,  the  lists  of  killed  and  injured  in 
collisions  and  derailments  nearly  always  show  decidedly  smaller 
totals  than  in  any  other  part  of  the  year,  because,  apparently,  of  a 
combination  of  a  moderate  volume  of  traffic  with  favorable  weather 
conditions.  The  quarter  now  reported  is  no  exception  to  this  rule, 
as  will  be  seen  by  the  comparison,  in  the  table  below,  between  this 
quarter  (Bulletin  No.  36)  and  that  ending  March  31  (Bulletin  No.  35). 
At  the  same  time,  it  will  be  observed  that  the  comparison  with  the 


ACCIDENT  BULLETIN   NO.   36.  5 

April-June  quarter  of  1909  (Bulletin  32)  shows  considerable  increases 
in  e^ery  item.  The  explanation  of  this,  so  far  as  any  explanation 
is  available,  is  to  be  found  in  the  general  expansion  of  railroad  traf&c. 
The  importance  of  giving  particular  attention  to  the  causes  of  col- 
lisions and  derailments  is  well  shown  by  a  comparison  of  the  first 
item  in  Table  1a  with  the  item  below  it.  By  subtracting  item  1 
from  item  2,  it  will  be  seen  that  the  numbers  of  passengers  killed  from 
causes  other  than  train  accidents — which  means  largely  from  their 
own  fault — are  not  markedly  variable — 43,  45,  37 ;  while  in  the  first 
item — 12,  110,  7 — the  fluctuations  are  violent;  indicating  that  the 
measures  which  have  been  taken  by  the  railroads  to  prevent  pas- 
sengers from  injuring  themselves  have  been  much  more  successful 
than  those  which  have  been  taken  to  prevent  the  wrecking  of  trains. 


Table  No.  1a. 


ComparisoTis  of  principal  items  with  Uut  quarterly  bulletin  and  with 

one  year  bach. 


1.  Passengers  killed  in  train  accidents 

2.  Passengers  killed,  all  causes 

3.  Employees  killed  in  train  accidents 

4.  Employees  killed  In  coupling 

5.  Employees  killed,  all  causes 

6.  Total  passengers  and  employees  killed,  all  causes 


Bulletin  36. 

BuUetin35. 

12 

110 

55 

155 

125 

242 

45 

67 

711 

945 

723 

1,100 

Bulletin  32. 


7 

44 

92 

34 

544 

588 


The  total  number  of  colhsions  and  derailments  in  the  quarter  now 
under  review  was  2,609  (1,225  collisions  and  1,384  derailments),  of 
which  142  collisions  and  135  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $2,124,506.  Given  more  in  detail,  these  facts  appear 
as  below  (collisions  and  derailments  which  cause  no  death  or  personal 
injury  and  which  cause  not  over  $150  damage  to  the  property  of  the 
railroad  are  not  reported) : 

Table  No.  2. — Collisions  and  derailments. 


Collisions,  rear 

Collisions,  butting 

Collisions,  train  separating. 
Collisions,  miscellaneous..., 


Total. 


Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defect  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signahneo,  etc. 

Derailments  due  to  unforeseen  obstruction  of  track,  etc 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Dtfailments  due  to  miscellaneous  causes 


Total. 


Total  collisions  and  derailments. 
Total  for  same  quarter  of  1900. . . 

1008... 

1907... 


Number. 


206 

114 

96 

809 


1,225 


220 

(363 

95 

55 

18 

333 


1,384 


2.609 
2,100 
2,130 
3,777 


Loss. 


t231,825 

256,848 

34,437 

341,491 


864,601 


162,796 

567,296 

70,015 

82.946 

70.770 

306,082 


1,259,905 


2,124.506 
1.703,642 
1.617,396 
3,232,673 


KUled. 


62 


8 

15 

I 

9 
20 


61 


123 

91 

104 

227 


Injured. 


17 

238 

24 

419 

65 

2i 

441 

1,163 


288 
146 

87 
112 

71 
378 


1,082 


2,245 
1,842 
2,006 
3,685 
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Following  is  the  usual  list  of  Class  A  train  accidents — all  in  wliicli 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest. 

Table  No.  2a. — Causes  of  S5  prominent  train  accidents. 

[Note.— R  stands  for  rear  colUsion;  B.  buttlne  collision;  M.  miscellaneous  collisions:  D.  derailment;  P, 

passenger  train;  F,  nrelght  and  miscellaneous  trains.] 

COLLISIONS. 


No. 


Cla.ss. 


5 


8 


11 


12 


n 


n 


R 


V, 


U 


n 


R 


0  I    n 


Kind  of  train. 


R        P  and  F. 


H 


B 


F  and  "F. 


P  and  F. 


P  and  F. 


F  and  F. 


P  and  F. 


F  and  F.. 


F  and  F. 
F  and  F. 


10  I     B        F  and  F. 


F.  and  F. 


F.  and  F. 


toen- 
cara, 
road- 

2 

4>t3 

1 

ijured. 

amage 
gines, 
and 
way. 

eferenc 
recor 

i4 

a 
1 

Q 

« 

I 

|1.3(i4 

54 

0 


o 


0 


0 


0 


7  ' 


Hi 


2, 100 

2.300 
2.400 


(J 


0       43  ' 


0 


3.1)34 
3,745 
6,  ir»5 


23 
3 
0 


6,776 
7,000 

7,500 

9.500 


3-' 

51) 
2S 


57 


•) 


9 


4 

59 
7 


34 


6  I     10,047 


37 


Cause. 


Freight  ran  Into  rear  of  passenger  train  which  had 
been  derailed  at  a  washout.  Crew  of  passengrr 
train  all  injured  In  derailment,  and  a  passenger, 
who  went  back  to  signal  the  freight,  was  unable 
to  do  so.  He  had  a  fusee,  but  rain  was  falling 
and  he  was  unable  to  light  the  fusee.  He  had 
no  lantern.  This  derailment  is  noted  in  the 
table  below,  Item  No.  3. 

Collision  at  end  of  double  track,  due  to  a  false  light 
in  the  switch .  The  lamp  man  had  put  the  lamp 
on  the  switch  stand  in  the  wrong  position.  The 
station  operator  is  held  at  fault  lor  not  discover* 
ing  the  lamp  man's  error. 

Dispatcher  sent  eastbound  train  over  westbound 
track  without  first  clearing  the  track  of  other 
trains.    (See  note  in  text  bdow.) 

Passenger  train  (9  p.  m.)  ran  into  rear  of  wrecking 
train;  engineman  of  passenger  arted  on  a  block 
signal  which  was  cleared  for  the  wrecking  train. 
The  signalman  was  held  at  fault  for  not  promptly 
putting  the  signal  in  the  stop  position  after  the 
passage  of  the  front  end  of  the  wTecking  train. 
The  passenger  engineman  was  also  at  fault  for 
running  too  fast  within  yard  limits. 

Eastbound  freight  (2:40  a.  m.)  approached  coaling 
station  not  under  control;  engineman,  conduc- 
tor, and  front  brakeman  asleep. 

Operator  failed  to  deliver  order.  Conductor  and 
engineman  also  at  fault  for  not  reporting  at  office 
for  orders. 

Conductor  and  engineman  of  northbound  dis- 
regarded a  dispatcher's  order  on  the  assumption 
that  it  would  oe  impossible  for  the  southbound 
train  to  travel  at  a  certain  speed;  also  the  dis- 
patcher annulled  a  ''wait  order"  without  noti- 
fying the  train  for  whose  benefit  It  had  been 
made.    (5  a.  m.) 

Careless  running  after  passing  automatic  block 
signal  at  "stop." 

Engineman  of  northbound  light  engine  ran  past 
meeting  point.    (See  note  in  text  below.) 

Extra  train  northbound  (2:30  a.  m.)  encroadwd 
on  time  of  southbound;  should  have  stopped  at 
a  blind  siding;  men  claim  to  have  lost  their  bear- 
ings. The  superintendent  says  it  would  have 
b€»n  easy  to  locate  the  siding. 

Failure  of  operator  to  deliver  order.  He  accepted 
order  to  be  delivered  to  conductor  whose  train 
was  on  siding,  having  told  dispatcher  that  the 
conductor  was  held,  but  the  train  started  while 
the  operator  was  busy  and  he  was  unable  to 
deliver  the  order,  though  he  tried  to  do  so.  (10 
p.  m.)  Age  of  operator  21  years:  hi  the  service 
4  months  as  station  helper  and  7  months  as 
operator. 

Dispatcher  ai:43  a.  m.}  sent  order  to  train  No.  30 
to  nm  20  minutes  late.  Tlie  succeeding  dis- 
patcher (12:06  p.  m.)  sent  this  order  to  an  oppos- 
ing train  and  made  the  time  30  minutes  instead 
of  20;  this  train  used  10  minutes  too  much  of  the 
time  of  train  Na  30,  and  this  caused  the  ooUlsfon, 
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Table  No.  2a. — Causes  of  S5  prominent  train  acridents — rontinuwl. 

COLLISION  8— Continued . 


No.   Class. 


13 

14 
lo 

l(i 


Kind  of  train. 


B 

B 
B 

R 


hw^-6 

2 

5 

i 

5, 

amagetoe 
gines,   cai 
and   roa 
way. 

eference 
record. 

» 

1 

c 

a 

« 

Cause. 


P.  and  P 0 

F.  and  F 0 

F.  and  F 1 


34  1  112,500  '      11 


2 
2 


P.  and  F. 


17  R 

18  B 
al9  B 

a20  B 


F.  and  F. 

F.  and  F. 
P.  and  F. 


1  < 


2 
2 


0 


13.600 
13,978 

15,200 


33 

8 

1 


16,975         29 


P.  and  F 3 


Total  collisions. 


D 


D 


4  1      D 


D 


f> 

D 

F 

7 

D 

P 

K 

D 

P 

9 

D 

F 

15 


;  0 


ICv* 


17.850 

G 

30.000 

38e2 

10.000 

:i8e3 

Mistake  in  observing  lights  of  fixed  signals  at  meet- 
ing point.    (See  note  lielow.) 

Nondelivery  of  orders.    (See  note  below.) 

Extra  freight  approached  station  not  under  control. 
(10:50  p.  m.) 

Fx^ht  followed  passenger  train  from  passing 
track  too  closely,  disregarding  prescnijed  />- 
minute  time  interval  ana  running  at  excessive 
speed.  Passenger  train  ahead  had  slackemMl 
speed  because  of  a  cow  on  track.  Freight  ran 
into  rear  of  passenger  train. 

Double-header  freight  train  not  kept  under  control 
on  descending  grade;  misunderstanding  btawetm 
englnemen  as  to  which  should  manage  the  air 
brakes. 

Eastbound  train  disregarded  order  to  reach  B  by 
2:30  a.  m.    (See  note  in  text  below.) 

Southbound  ran  past  meeting  point.  (See  note  in 
text  below.) 

Trailer  broke  awav  and  ran  back  down  grade. 
(See  note  in  text  below.) 


192.633 


DERAILMENTS. 


10 

D 

11 

D 

12 

D 

F 

P 
F 


3 
0 


10 


12,055 


0        2,825 
43        3, 140 


3,500 


24  I      4.700 


5.850 


0  I    28  I      6.000 


0 


0 


0 
0 


31 


6.130 


9.819 


1  i      9.872 


29 
0 


17.100 
32.100 


23 
05 


61} 


43 


24  Switch  (at  electro-pneumatic  interlocking)  thrown 
under  moving  train.  Leverman  carelessly  moved 
the  switch  lever  too  soon,  and  the  detector  bar 
broke,  allowing  the  switch  rails  to  be  move<i. 

Misplaced  switch.    (See  note  in  text  below. ) 

Washout  (7:50  p.m.)  due  to  30-inch  pipe  culvert  be- 
coming clogged  with  driftwood  during  an  iin- 
f)recedente(T  rainfall.     This  derailment  was  fol- 
owed  by  a  collision.    (See  colPn  No.  1  above.) 

Excessive  speed  on  curve  due  to  false  clear  signal 
at  interlocking,  where  a  switch  was  undergoing 
repairs.  Signalman  and  signal  repairman  held 
responsible  lor  display  of  wrong  signal. 

Track  being  repaired:  a  Ibginan  of  three  montlis' 
experience  sent  out  to  warn  all  train.s;  omitted  to 
stop  an  extra  passenger  train,  assuming  that,  in 
accordance  with  custom,  the  track  foreman 
would  have  the  tnick  in  safe  condition  for  a  pas- 
senger train;  that  his  function  was  to  stop 
freight  trains  only.  The  engineman  of  the  pas- 
senger train  is  held  at  fault  for  not  obeying  the 
speed-limit  rule  in  force  at  this  place.  The  pas- 
senger was  an  extra. 
04  Excessive  speed  due  to  error  of  judgment  of  en- 
gineman in  handling  air  brakes  on  a  descending 
grade  of  1 10  feet  to  mile:  ran  off  derailing  switch. 

41  Defective  joint;  wreck  took  fire  from  stove  in  bag- 
gage car;  fire  spread  by  gas  which  escaped  from 
broken  pipes. 

42  Track  not  m  good  surface.  Speed  45  miles  an 
hour.  Tender  the  first  vehicle  to  jump  the 
track. 

.T)  Misplaced  switch.  Agent  had  neglected  to  put  on 
lamp  as  night  approached;  the  crew  of  the  pre- 
ceding train  neglected  to  report  absence  of  the 
lamp.  The  superintendent  also  holds  that  in 
view  of  the  absence  of  the  lamp,  the  engineman 
should  have  slackened  speed  more  than  ne  did. 

i:{  Broken  rail;  fresh  break,  no  fault  in  manufacture. 
Wreck  took  fire  from  the  fire  box;  oil  from  the 
ruptured  tender  flowed  around  the  fire  box, 
spreading  the  flames. 

49    IxMse  engine  wheel:  speed  40  miles  an  hour. 

('•Ti  Long  pieces  of  structural  iron  on  platform  car 
were  not  aufficiently  braced  and  the  load,  shift- 
ing on  its  bearings  while  the  train  was  passing 
through  a  bridge,  struck  the  truss  and  the 
bridge  (160  feet  long)  was  knocked  down;  and 
several  cars  were  wrecked. 

a  Collisions  19  and  20  occurred  on  electric  roads  and  are  included  in  Table  lE  and  2e  following. 
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Table  No.  2a. — Causes  of  S5  prominent  train  accidents — Continued. 

DERAILMENTS— Continued. 


No. 


13 


14 
15 


Class. 


D 


D 
D 


Kind  of  train. 


i4 


Total  derailments 

Total  collisions  and 
derailments 


3 
0 


10 
25 


25 
0 


201 
364 


$35,800 


55.000 
3,000 


§"2 


196,891 
389.524 


39 


25 
26 


Cause. 


Englneman  ran  past  flagman,  who  warned  him  to 
stop  on  approaching  a  i>omt  where  the  trscfc 
was  being  reinlred.  The  engineman  (who  wa& 
killed)  had  been  using  intoxicating  liquor. 

Rail  joint  in  track  maliciously  loosened. 

Unbalanced  load.    (See note  m  text  below.) 


Collision  No.  3,  between  a  westbound  work  train  and  an  east  bound 
passenger  train,  was  due  to  lack  of  care  on  the  part  of  a  dispatcher,  a 
conductor,  and  a  telegrapher.  A  work  train  had  the  right  to  use 
both  main  tracks  between  B  and  C.  When  it  was  time  for  an  east- 
bound  passenger  train  to  leave  B  for  C,  the  work  train,  in  order  to 
clear  the  eastbound  track,  proceeded  to  C  and  from  there  went  back 
westward  on  the  westbound  track.  The  operator  at  C  omitted  to 
report  this  movement  of  the  work  train  to  the  dispatcher,  and  the 
dispatcher,  beheving  the  work  train  to  be  still  on  the  eastbound 
track,  ordered  the  passenger  train  to  proceed  from  B  to  Q  on  the 
other  track.  The  flagman  of  the  work  train  had  stopped  the  passen- 
ger train,  but  had  not  informed  its  conductor  that  the  work  train 
had  gone  to  C  for  the  purpose  of  crossing  over  to  the  westbound 
track,  being  himself  ignorant  of  this  movement.  The  work  train, 
moving  westward,  and  the  passenger  tram,  moving  eastward,  collided 
5  miles  east  of  B.  The  dispatcher  is  held  blameworthy  for  not 
seeing  that  the  westbound  track  was  clear  before  he  allowed  any 
eastbound  train  to  move  over  it,  and  the  conductor  of  the  work 
train  is  blamed  for  not  more  fully  and  carefully  instructing  his  flag- 
man; and  the  telegrapher  at  C  is  blamed  for  not  giving  prompt  notice 
to  the  dispatcher  when  the  work  train  came  to  his  station.  This 
telegrapher  at  C  had  been  in  that  position  seven  weeks.  The  other 
persons  concerned  were  men  of  experience. 

Collision  No.  9,  in  which  1  person  was  killed  and  3  were  injured, 
was  between  an  engine,  without  train,  running  north,  and  a  freight 
train  running  south.  The  engineman  in  charge  of  the  engine  north- 
bound, on  reaching  S,  where  he  was  to  meet  the  southbound,  accord- 
ing to  an  order  which  had  been  received  from  the  dispatcher,  received 
from  the  operator  at  S  another  copy  of  the  same  order,  which  had 
been  sent  to  that  station  to  make  sure  that  neither  train  should  go 
past  that  point.  He  did  not  read  this  order  carefuUy,  or  at  least 
not  with  sufficient  care,  and  assumed  that  he  had  received  a  new 
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order  authorizing  him  to  go  forward  to  the  next  station.  He  read 
the  order  (incorrectly)  to  the  fireman,  but  the  fireman  did  not  read  it 
for  himself.  When  the  engine  started  from  the  station,  the  operator 
assumed  that  it  was  the  intention  of  the  engineman  to  go  forward  a 
short  distance  and  then  set  back  into  the  side  track  and  wait  for  the 
southbound  train;  and,  because  of  this  assumption,  he  took  no  meas- 
ures to  recall  the  engine. 

Collision  No.  13,  injuring  34  persons,  was  due  to  a  mistake  in 
observing  a  signal  at  the  end  of  a  double  track.  Train  No.  3,  west- 
bound, should  have  stopped  before  passing  from  the  double  track 
to  the  single  track,  to  meet  train  No.  2,  eastbound;  but  No.  3 
approached  at  uncontrollable  speed  and  ran  about  75  feet  beyond 
the  switch.  The  eastbound  train  approached  at  the  same  moment, 
and  in  the  resulting  collision  the  mail  car  of  the  eastbound  train  was 
knocked  oflf  a  bridge,  falling  50  feet  to  the  street  below;  and  the 
baggage  car,  which  was  next  behind  the  mail  car,  was  lifted  in  such 
a  way  that  it  telescoped  the  passenger  car  next  behind  it.  Most  of 
the  victims  were  in  this  passenger  car.  Train  No.  3  approached  the 
meeting  point  on  a  curve  to  the  left  and  the  fireman  of  the  leading 
engine  of  this  train  (which  was  a  helping  engine),  seeing  the  green 
light  of  the  switch,  which  indicated  that  the  switch  was  in  position 
for  the  eastbound  train,  mistook  it  for  the  green  Ught  of  the  semaphore 
signal  which  would  indicate  all  clear  for  the  westbound  train;  he  there- 
fore called  to  the  engineman  that  the  road  was  clear. 

As  soon  as  the  train  had  run  far  enough  to  enable  the  engineman 
to  see  the  semaphore,  he  saw  that  the  light  was  not  green  and  applied 
the  brakes,  but  not  in  season  to  prevent  the  collision.  The  fireman 
of  the  helping  engine  was  21  years  old,  and  had  been  in  the  service 
of  the  road  about  eight  months. 

Collision  No.  14  was  due  to  the  neglect  of  two  telegraphers  to 
deliver  orders  and  to  bad  judgment  on  the  part  of  an  engineman. 
Westbound  extra  9,  running  from  M  to  A,  B,  C,  D,  E,  F,  etc.,  left 
M  at  5:45  a.  m.;  A  at  5:59,  and  arrived  at  B  at  6:16  a.  m.  At  B 
this  train  should  have  stopped  short  of  the  switches  to  keep  out  of 
the  way  of  eastbound  train  8,  which  was  running  on  the  westbound 
track  from  F  to  B.  The  operator  at  M  had  neglected  to  deliver  to 
extra  9  the  order  authorizing  this  movement.  He  had  fixed  it  in  a 
hoop,  expecting  that  the  train  would  pass  without  stopping;  but 
before  the  train  arrived  he  had  other  duties  to  perform  in  connec- 
tion with  other  trains,  and  while  so  engaged  the  conductor  of  train 
9  came  into  his  office  and  the  operator  told  him  that  there  were  no 
orders.  Shortly  after  he  gave  the  train  a  clear  block  signal  and  the 
train  proceeded.  On  arriving  at  B  this  train  found  the  signals  against 
it;  but  the  engineman  sounded  the  whistle  signal  caUing  for  the  block 
signal,  and  the  operator  gave  him  a  proceed  signal  and  delivered  to 
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him  a  message  telling  him  to  move  his  tram  forward  so  as  to  dear 
the  cross-oyer  track  for  eastbound  train  No.  10,  In  this  message  he 
stated  that  the  eastbound  train  had  left  E  at  5:55  a.  m.,  but  that 
it  could  not  reach  B  until  after  No.  10  was  out  of  the  way.  He  did 
not  say  that  the  eastbound  train  was  on  the  westbound  track,  for  he 
assumed  that  this  information  had  already  been  giyen  to  the  west- 
bound train.  According  to  the  rules,  however,  he  should  have 
delivered  to  extra  train  9  a  copy  of  the  order  which  was  neglected 
at  M.  Although  he  had  cleared  the  block  signal  to  allow  extra  9  to 
pass  beyond  his  cross-over  switches,  he  had  not  secured  the  block 
from  D. 

The  engineman  of  train  9,  a  man  of  long  experience,  acknowledged 
that  he  did  not  understand  the  meaning  of  the  message  delivered  to 
him  by  the  operator  at  B,  and  he  is  held  at  fault  for  not  stopping  his 
train  and  securing  an  explanation.  Having  had  no  orders  from  the 
dispatcher,  and  having  received  a  clear  block  signal,  he  proceeded 
from  B  westward  and  met  the  eastbound  train  near  C.  At  the  time 
of  the  collision  each  train  was  moving  about  25  or  30  mile^  an  hour. 
After  extra  train  9  left  B  the  operator  there  informed  the  dispatcher^ 
and  it  was  then  discovered  that  the  order  giving  the  eastbound  train 
the  right  to  the  westbound  track  had  not  been  delivered.  The 
operator  at  B  telephoned  to  the  agent  at  C,  who  was  at  his  house,  and 
this  agent  tried  to  stop  the  eastbound  train,  but  was  a  few  seconds 
too  late  to  do  so.  The  operator  at  M  was  23  years  old  and  had  been 
in  the  service  three  months.  The  operator  at  B  was  22  years  old  and 
had  been  in  the  service  two  months.  The  dispatcher  is  charged  with 
exercising  poor  judgment  in  arranging  for  the  meeting  of  extra  9 
and  another  westbound  train  at  B  with  eastbound  train  No.  10  after 
having  given  eastbound  train  8  the  right  to  use  the  wrong  track  from 
F  to  B.  This  dispatcher  is  27  years  old  and  has  been  an  operator 
about  five  and  one-half  years,  but  he  had  been  employed  as  dispatcher 
only  about  four  weeks. 

Collision  No.  18,  occurring  about  2  a.  m.,  was  due  either  to  the 
fault  of  the  eastbound  train  in  failing  to  send  forward  a  flagman 
when  it  was  found  impossible  to  reach  B  in  season  to  clear  the  time 
of  the  westbound  as  given  in  a  telegraphic  order,  or  to  carelessness 
on  the  part  of  the  westbound  train  in  passing  B  before  the  time,  as 
fixed  in  the  order,  to  which  it  was  required  to  wait  at  that  station. 
The  conductor  and  the  engineman  of  the  eastbound  train  were  both 
killed,  and  the  stations  at  which  the  time  was  recorded  are  so  far 
apart  that  it  is  impossible  to  check  with  satisfactory  accuracy  the 
statements  as  to  the  times  of  the  two  trains.  A  flagman  of  the  east- 
bound  train  was  making  his  first  trip  in  the  service  of  the  company  and 
had  no  watch.  The  surviving  members  of  the  crew  of  the  eastbound 
train  can  give  no  satisfactory  testimony.  The  preponderance  of 
evidence  seems  to  indicate  that  the  eastbound  train  was  at  fault. 
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Collision  No.  19,  which  occurred  at  about  3  a.  m.,  and  in  which  two 
persons  were  killed,  was  between  a  southbound  electric  car  drawing 
two  cars  of  freight  and  a  northbound  electric  sleeping  car.  The 
wreck  took  fire  from  some  cause  not  discovered,  and  its  combustible 
portions  were  entirely  burnt  up.  The  two  freight  cars  were  loaded 
with  whisky,  which  may  have  been  ignited  from  one  of  the  trainmen's 
lanterns.  The  passengers  in  the  sleeping  car,  of  whom  there  were 
five,  escaped  uninjured.  The  southbound  car  had  orders  to  stop  at 
L  to  meet  the  northbound,  but  it  ran  a  short  distance  past  the  meeting 
point.  The  reason  for  this  disregard  of  orders  can  not  be  determined, 
as  it  was  the  crew  of  this  train — conductor  and  motorman — who  were 
killed.  The  conductor  had  been  in  the  service  of  the  company  two 
and  one-half  years  and  the  motorman  one  year. 

Colhsion  No.  20  was  due  to  the  breakage  of  a  coupling  (Master 
Carbuilders's  type).  A  "trailer"  attached  to  an  electric  car  ascend- 
ing a  steep  grade  broke  away  and  ran  back  down  the  grade  a  short 
distance,  when  it  collided  violently  with  a  following  passenger  car. 
Two  passengers  were  killed.  The  electric  car  and  the  trailer  were 
not  equipped  with  continuous  brakes  and  there  was  no  man  on  the 
rear  car;  and  the  men  on  the  leading  car  did  not  discover  that  the 
cars  had  parted  for  some  little  time  after  the  breakage  occurred. 

Derailment  No.  2,  caused  by  a  passenger  train  running  at  high 
speed  into  a  turn-out  because  of  a  switch  having  been  left  misplaced, 
was  due  to  a  misunderstanding  between  a  conductor  and  a  telegraph 
operator  (signalman),  and  also  to  misunderstanding  and  carelessness 
on  the  part  of  two  operators. 

A  westbound  freight  train  left  S  at  about  5  a.  m.  The  conductor, 
contrary  to  the  regulations,  requested  the  signalman  at  the  station 
to  close  the  switch  after  the  train  should  have  passed  out  of  the  side 
track.  The  conductor,  after  having  got  some  distance  away  from 
the  station,  saw  that  the  switch  had  not  been  closed,  and  so,  on 
arriving  at  V,  he  requested  the  telegrapher  there  to  communicate 
with  S  and  make  sure  that  his  request  had  been  complied  with.  The 
telegrapher  at  V,  speaking  to  S,  said  "Did  you  close  the  — ,"  when 
he  was  interrupted  by  S,  who  said  "  I  certainly  did.''  The  telegrapher 
at  V  repeated  to  the  conductor  this  partial  question  and  the  reply 
to  it.  This  reply  having  been  accepted  as  satisfactory,  an  eastbound 
passenger  train  was  allowed  to  proceed  from  V  to  S,  and,  the  switch 
having  been  left  unchanged,  this  train  ran  into  the  side  track  and 
was  derailed  because  of  the  sharpness  of  the  curve,  which  was  safe 
only  for  low  speed.  The  foregoing  statement  as  to  the  conversation 
over  the  wire  is  that  which  is  given  by  the  telegrapher  at  V.  It  is 
denied  in  many  details  by  the  signalman  (telegrapher)  at  S.  The 
man  at  S  also  disputes  some  of  the  statements  of  the  conductor  in 
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regard  to  what  was  said  when,  as  reported  by  the  conductor,  the 
origmal  request  was  made  to  close  the  switch. 

The  derailed  engine  was  overturned  and  fell  against  two  boarding 
cars  on  a  sidetrack,  killing  two  and  injuring  four  workmen  who  were 
preparing  breakfast  in  the  cars. 

The  signalman  at  S  was  19  years  old  and  had  been  in  the  employ 
of  the  road  eight  months;  and  the  signalman  at  V  was  25  years  old 
and  had  been  in  the  service  three  years. 

Derailment  No.  15  was  due  to  the  shifting  of  a  load  of  steel  bridge 
girders.  These  girders,  very  long,  covered  the  length  of  three  open 
cars,  and  as  the  train  entered  a  6  degree  curve  at  a  speed  of  about 
15  miles  an  hour,  the  load  shifted  to  one  side  sufficiently  to  greatly 
lighten  the  load  on  the  other  side;  and  in  consequence  of  this  one 
of  the  wheels  on  the  outside  of  the  curve  rode  over  the  rail.  The 
shifting  of  the  girders  was  made  possible  by  the  breakage  of  one  of 
the  bolts  which  held  them  in  place. 

Table  3. — Causes  of  accidents  to  employees  in  coupling  and  uncoupling  cars. 


I 

OQ 


1 

2 
3 
4 
5 
6 
7 

8 

9 
10 

11 
12 

13 
14 

15 

16 
17 
18 
19 
20 

21 

22 
23 
24 
25 
26 
27 
28 


Causes. 


Adiusting  coupler  with  foot 

Adjusting  coupler,  cars  accidentaUy  started 

Careless  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance  on  curve 

too  sharp  for  automatic  coupling 

CoupUng  with  chain  or  other  emergency  appliance  because  of 

uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  on  hand  caught  between  uncoupling  lever  and  body 

01  car 


Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  fever  not  in  work- 
ing order 

Foot  caught  in  frog,  switch,  or  guard  rail 

Opening  or  closing  knuckle  when  cars  were  near  together, 
miscalculated  speed 

Opening  knuckle  when  cars  were  near  together,  engine  acci- 
dentallv  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot 

Opening  knuckle,  lost  footing. 


Train- 
men. 


1 

•a* 


22 
8 
G 
1 
2 

12 


Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to  slack  running 
in * 


Caught  by  unexpected  movement  of  car.  due  to  mistake  or 

misunderstanding  in  giving  hand  signals 

Uncoupling  moving  cars  and  lost  footmg 

Parts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to  rule 

Hand  caught  between  projecting  load  and  end  of  next  car 

No  witness  (fatal  injury) 

Other  causes 

Unexplained 


2 
1 


1 
2 


Train- 
men in 
yards. 


Yard 
trainmen 
(switch- 
ing 

CTBWS). 


13 
3 
4 


1 
4 


Total 15  i  217 


27   T. 
10 


14 
1  ' 

24 

1 
4 
6 
5 
5 

22 

5 

6 

6 

10 

3  I 


.  .1 


1 

1 
2 


6 
8 


6 


22 
4 

10 
2 


a 


I 


41 

12 

5 

1 

2 

16 

10 


Other 
em- 
ployees. 


2 
4 


10 
2 

i". 

...      2 

5 

7       2 


2 
8 


6 


1 
2 


60 
20 

28 
2 

17 

1 

4 

7 

11 

7 

18 

5 

10 

4 

18 
•1 


4 
4 


21 
12 


.a    £ 


1 


118 


23  '  341       1       1^ 
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DetaUs  ofinjvaries  included  in  Table  S,  subclass  £7, 


A.  1.  Drawbar  broke,  catching  hand. 

A.  2.  Car  door  fell  off,  striking  head. 

A.  3.  Struck  by  lump  of  coal  which  fell  from  car. 

A.  4.  Stepped  on  piece  of  gla^s. 

A.  6.  Coat  caught  on  bolt. 

A.  6.  Opening  knuckle  and  cut  hand  on  sharp  piece  of  Iron. 

A.  7.  Sfruck  By  piece  of  iron  which  fell  from  car. 

A.  8.  Struck  by  air  hose. 

A.  0.  8teiq>ed  on  a  clinker  and  turned  ankle. 

M.  1.  Struck  arm  against  end  sill  of  car. 

M.  2.  Glove  caufht  on  knuckle. 

M.  3.  Foot  eaugnt  under  tender. 

M.  4.  Leg  caumt  between  lever  of  car  and  tank  of  engine. 

M.  5.  Steppedon  a  spike. 

H.  6.  Placed  foot  on  rail  and  car  ran  over  toes. 

H.  7.  Struck  by  apron  of  car  which  fell. 

J.   1.  Struck  by  end  gate  which  fell. 

J.  2.  Struck  on  knee  oy  lift  lever. 

J.  3.  Air  was  let  into  car,  causing  hose  to  fly  up,  Injuring  head. 

J.  4.  Struck  In  side  by  lever. 

J.  5.  Struck  on  foot  by  lump  of  coal  from  dump  bucket. 

J.  6.  Struck  by  lump  of  coal  which  fell  from  car. 

J.   7.  Air  hose  flew  up,  cutting  leg. 

J.  8.  Struck  by  piece  of  wood  which  rolled  off  car. 

J.  9.  Stepped  on  piece  of  glass. 

J.  10.  Dump  lever  fell,  bniising  head. 

J.  11.  Arm  broken  by  drawhead  falling  out. 

J.  12.  Torpedo  exploded,  cutting  leg. 

J.  13.  Brakeman  shoved  off  balance  by  crowd  of  passengers.    In  attempting  to  catch  himself,  he  placed 

his  hand  on  cog  of  brake  Just  as  air  was  turned  on,  causing  wheel  to  turn,  injuring  hand. 
J.  14.  Struck  by  lump  of  coal  which  fell  from  car. 
J.  15.  Struck  by  piece  of  steel  which  broke  off  coupler. 
7. 16.  Burnt  by  hot  metal  which  splashed  out  of  ladle  on  car. 

Table  3a. — Natiare  of  injuries  to  employees  in  coupling  and  uncoupling  cars. 


Injuries. 

Trainmen. 

Trainmen 
in  yards. 

Yard 
trainmen. 

Other 
employees. 

Loss  of  feet 

4 
2 

1 

6 
4 

2 
2 

4 
1 
1 
1 

2 

2 

2 

1 

8 

1 

3 

4 

5 

9 

63 

44 

8 

24 

14 

43 

97 

1 

2 

9 

9 

Loss  of  legs 

I/OSff  of  armSr . . . .       

1 

Loss  of  hands 

Loss  of  flngws 

9 
3 
2 

1 

7 

7 

25 

17 

6 

11 

13 

33 

61 

3 

Loss  of  to^... 

Fractured  lee 

Fractured  arm 

1 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

1 

Contusioi  of  heM  or  body , 

10 

11 

1 

5 

5 

17 

39 

2 

1 

3 

3 

2 

Contosion  or  laceration  of  feet 

2 

Contusion  or  laceration  of  toes 

Contusion  or  laceration  of  legs 

Contusion  or  laceration  of  arms 

1 

Contusion  or  lacwation  of  hands 

2 

Contusion  or  laceration  of  flnsers 

4 

Dislocation 

1 

Internal  injuries .,..,.  ..   , .. 

5 
7 
3 

1 

SpfAfl^  ...'..               .     ,        r     , 

^Miscellaneous 

Total  injuries 

217 
15 

118 
6 

341 
23 

19 

Killed 

1 

Total  killed  and  injured 

232 

124 

364 

20 

RECAPITULATION. 

ToUl  killed 45 

Total  injured 695 

Total  killed  and  injured 740 
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Causes  of  acdderUs  to  employees  classified  (C6  and  C7)  as  falling  from  and 

getting  on  or  off  cars  and  engines. 


Sub- 
class. 


1 

2 

3 

4 

c& 

5 

6 

7 

& 

0 

10 

11 

12 

[13 

14 

IS 

C7 

16 

17 

18 

Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  oolllrion,  or  sbock  due  to  abnormal 
movements  of  cars  other  than  those  in  subclass  3 . . 

While  setting  brakes 

Fell  fh>m— 

Coal  car., 

Freifht  car  other  than  box  or  coal  car 

En^ne  or  tender , 

Passenger  car 

Engines,  tenders,  or  cars  (all  kinds)  not  in  motion. . . 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  fh>m  endfnes  or  cars  anticipating  collision, 

derailment,  or  ouier  accident 

Fell  from  engines  or  cars  by  reason  of  defective  hand- 
holds and  sill  steps 

Getting  on  or  ofl  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Traln- 
nasL 


I 


1 
2 


6 


2 
4 

10 
3 


5  i 
20> 
3 
5 

1 


Total ■  63 


10 

56 
41 

2 

50 

115 

3 

69 

222 

65 

140 

166 

43 

52 
140 


1.180 


Train- 
men in 
yards. 


Yard- 
tzBimnaa 

(SWitDfa- 

ingersm). 


1 
1 

5 


1 
6 


17 


3 

33 
25 

4 
16 
68 

3 
30 
51 
17 
47 
81 


14 
99 


501 


3 
6 


2 
4 


9 
6 
1 
3 


35 


5 


8 
1 

7 

80 
57 


6 

48 
127 


906 


Other 

em- 
ployees. 


3  i  3, 

a  I 


17 


2 

1 

3 

15 

7 

24 

40 

1 

19 

7 

1 

29 

4 

57 

248 

2 

73 

50 

2 

23 

72 

5 

51 

116 

4 

M 

40 


29     366 


ACCIDENTS  ON  ELECTRIC  RAILWAYS. 

Table  No.  IE. — Casualties  to  persons — April,  May,  and  June^  1910. 


Causes. 


Passen- 
gers (a 
and  6). 


.1  — 


Collisions 

Derailments 

Miscellaneous  train  accidents. 


259 

50 

2 


Total  train  accidents 2  .  311 


Coupling  or  uncoupling 

While  doing  other  work  about  trains  or  while  attending 

switches '.. 

Coming  in  contact  with  overhead  bridges,  structures  at 

side  of  track,  etc 


Persons 
carried 
under 
agree- 
ment 
or  con- 
tract 


I 


Falling  from  vehicles  or  while  getting  on  or  off. 
Other  causes 


Total  (other  than  train  accidents). 


9 

275 

52 


4  •  336 


Total,  all  classes 6  .  347 


ToUl  (8, 

6.  and 

M). 


a 


4 

4 


250 

51 

2 


312 


9 

276 

52 


337 


649 


Train- 
men. 


t4 


1 
1 
2 


13 
6 


19 


2 

14 

3 

11 

2 


32 


61 


Train- 
men In 
yards. 


3 

a 


•I  ' 
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Table  No.  lE.—CVuuoZiief  to  penont— 'Aprils  May^  and  Jwne,  i9i(>— Continued. 


f 

Yard 
trainmen 
(switching 

crews). 

Other 
employees. 

Total 
employees. 

Total 

persona 

reported. 

I 

• 

1 

^ 

• 

1 

6 

• 

1 
3 

• 

3 

• 

1 
I 

nnlltalAiM. , .  - ,                               

1 

2 

15 
8 

8 

■  ■  •  • 

274 

DerailmentB 

50 

Mlfloellanfions  train  accfdentn .... 

2 

8 

Total  train  furflclentff 

3 

6 

23 

335 

OwiPllPg  0' Unowpllng 

4 

2 

2 
3 

1 
""2 

1 

6 

1 

3 

28 

1 

1 

1 
4 

7 

8 

22 

6 
17 
30 

•  •  «  • 

1 

1 
5 
4 

11 

19 

8 

While  QOing  other  work  about  trains  or  while  attending 
switches 

22 

Coming  In  contact  with  overhead  bridges,  structures  at 
side  of  track»  etc 

15 

Falling  from  vehicles  or  while  getting  on  or  off 

293 

Other  causes 

82 

Total  (other  than  train  accidents) 

11 

3 

39 

83 

420 

Total,  all  clflswB 

11 

3 

42 

12 

106 

755 

1 

Table  No.  2E. — Colliaiona  and  derailments. 


ColUsions,  rear 

Collisions,  butting 

CotUsiaDS,  train  separating. 
ColUsSons,  miscellaneous. . . 


Total. 


Derailments  doe  to  defects  of  roadway,  etc 

Derailments  due  to  defects  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc. 
Derailments  due  to  umoreseen  obstruction  of  track,  etc — 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 


Number. 


15 
11 


83 


2 
1 


11 


Total 

Total  collisions  and  derailments. 


16 


49 


Loss. 


KUled. 


85,839 
47,502 


846 


1 
7 


54,187 


8 


Injured. 


62 
202 


10 


274 


,1. 


1,500  '. 


15 
1 


3,860 


5,360 


38 


59 


69.547 


8 


333 


YEARLY  TABIjES. 

This  bulletin  completes  the  publication  of  the  accident  records 
under  the  law  of  March  3,  1901,  for  nine  years,  and  the  large  table 
following,  Table  A,  gives  the  aggregates,  for  the  year  ending  June 
30,  1910,  of  the  items  which  appear  in  Table  No.  1  of  the  quarterly 
returns.  The  total  number  of  casualties  shown  for  the  year  in  Table 
A  is  86,178  (3,804  killed  and  82,374  injured). 

This  table  includes  for  1910  the  following  statistics  which  did  not 
appear  in  the  quarterly  bulletins,  the  reports  from  which  they  are 
taken  having  been  received  after  the  bulletins  were  printed.  Two 
passengers  and  11  employees  killed  and  57  passengers  and  111 
employees  injured. 
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The  totals  of  these  yearly  tables  are  not  comparable  with  those  given 
in  the  commission's  annual  statistical  reports,  for  the  reason  that  the 
monthly  reports  deal  only  with  accidents  to  passengers  and  to  em- 
ployees while  on  duty.  The  monthly  reports  take  no  account  of 
accidents  to  "other  persons."  These  appear  in  the  annual  reports, 
and  include  casualties  at  highway  crossings,  to  trespassers,  to  per- 
sons walking  along  the  track,  accidents  to  employees  in  shops  remote 
from  the  railroad,  and  all  other  accidents  not  occurring  to  passengers 
and  to  employees  actually  on  duty. 

The  salient  facts  of  the  records  of  casualties  for  the  twelve  months 
are  shown  in  T^tble  B,  which  is  given  for  the  purpose  of  making  avail- 
able a  comparison  with  any  year  back  to  1903. 

The  totals  in  Tables  A  and  B  for  the  year  ending  June  30,  1910, 
include  the  aggregate  of  the  four  quarterly  bulletins;  but  bulletins 
34,  35,  and  36  (the  last  three)  do  not  include  accidents  on  electric 
railroads;  so  that  to  make  comparison  with  preceding  years  the  fig- 
ures should  be  increased  as  follows: 


Passengers. 

Employees. 

TotaL 

K. 

L 

K. 

I. 

K. 

L 

Table  A 

421 
29 

13,766 
l,7fie 

3,383 
36 

68,618 
307 

3,804 
64 

82,374 

Electric  roads. 

Bulletins  34, 35,  and  36 

2,066 

Total... 

490 

15,515 

3,418 

68,925 

3,868 

84,440 

ACCIDENT  BULLETIN   NO.  36. 
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Table  B. — Caaualties  to  passengers  and  eniployeesy  years  ending  June  SO, 


1910. 

1900. 

1908. 

1907. 

Killed. 

217 
204 

Injured. 

KiUed. 

Ix^ured. 

Killed. 

Injured. 

• 

Killed.  * 

410 
237 

InjmwL 

Passengers: 

In  train  accidents 

Other  causes 

• 

7,516 
6,240 

131 
204 

5.865 
6,251 

165 
241 

406 

7,430 
5,215 

9,07i» 
4,527 

Total 

421 

13,756 

335 

12,116 

12.645 

647 

13,  a*: 

EmployeoR: 

In  train  accidents 

In  coupling  accidents 

Overhead    obstructions, 
etc 

715 
206 

96 

586 

1,780 

6,791 
2,985 

1,377 
13,196 
44,269 

520 
161 

76 

481 

1,218 

4,877 
2,353 

1,229 
10,259 
33,086 

642 
239 

110 
668 

1,699 

1 

6.818 
3, 121 

1,353 
11,735 
a%317 

1,011 
302 

134 

790 

2.116 

8.924 
3.9^ 

1.591 

Falling  from  cars,  etc 

Other  causes 

12..VIO 
35,  Mil 

Total 

3,383 

68,618 

2,456 

51,804 

3,358 

56,344 

4,353 

62.i»9 

Total   passengers  and 
emnlovees 

3,804 

82,374 

2,791 

63,920 

3,764 

68,989 

5,000 

76. 2H6 

1906. 

1\ 
Killed. 

»5. 
Injured. 

1904. 

1903. 

Killed. 

Injured. 

Killed. 

Injured. 

KiUed. 

164 
157 

Injured. 

Passengers: 

In  tnin  accidents 

Other  causes 

182 
236 

6,778 
4,407 

350 
187 

6,498 
3,542 

270 
150 

4,945 
3,132 

4.424 
2.54y 

Total 

418 

11,185 

537 

10,040 

420 

8,077 

321 

6.973 

Employees: 

In  train  accidents 

In  coupling  accidents 

Overhead    obstructions, 

etc 

Falling  from  cars,  etc — 
Other  causes 

879 
311 

132 

713 

1,772 

3,807 

7,483 
3,503 

1,497 
11,253 
31,788 

.">.%. 'i24 

798 
243 

92 

<'>33 

1,495 

7,052 
3, 110 

1,185 

9,237 

24,842 

45,426 

»«4 
278 

116 

700 

1,429 

3,3J)7 

6.990 
3,441 

1,210 

9,371 

22^254 

806 
253 

03 

678 

1,314 

6,440 
2,7V* 

992 

SCGS 
20,7^9 

Total 

.^.,261 

43,266 

3,233 

39,  OM 

Total   passengers  and 
employees 

4,225 

6«;,709 

3,^96 

66,466 

3,787 

51,343 

3,554 

45,977 

Table  C,  on  the  next  page,  shows  the  totals  of  thfe  two  principal 
classes  of  train  accidents  for  six  years  past.  This  table  includes,  for 
1910,  the  following  statistics  which  did  not  appear  in  the  quarterly 
bulletins,  the  reports  from  which  they  are  taken  having  been  rec-eived 
after  the  bulletins  were  printed:  Twenty-two  collisions;  damage, 
$12,103;  killed,  5;  injured,  24.  Twenty-eight  derailments;  damage, 
$29,952;  killed,  1;  injured,  23. 
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The  following  tables  are  self-explanatory,  being  consolidations  of 
the  quarterly  tables  giving  the  same  classes  of  facts: 

Table  D. — Causes  of  acciderUs  to  employees  in  coupling  and  uncoupling  cars^  year 

ending  June  SO,  1910. 


OQ 


1 

2 
3 

4 
5 
6 
7 

8 

9 
10 

11 
12 

13 
14 

15 

16 
17 
18 
19 
20 

21 

22 
23 
24 
25 
26 
27 
28 


Couaes. 


Adiustlng  coupler  with  foot , 

Adjusting  coupler,  cars  accidentally  started. 

Careless  manipulation  of  uncoupling  lever , 

Cars  not  equipped  with  automatic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  apjiUanoe  on 
curve  too  sharp  for  automatic  coupling 

Coupling  with  cnaln  or  other  emergency  appliance  be- 
cause of  uneven  track 

Coupling  or  uncoupling  safety  chains 

Fingers  or  hand  caught  between  uncoupling  lever  and 
body  of  car 

Uncoupling  without  using  lever  (unnecessary) 

Uncoupling  without  using  lever,  uncoupling  lever  not  in 
working  order 

Foot  cau^t  in  firog,  switch,  or  guard  rail, 


Openlns  or  closing  knuckle  when  cars  were  near  together, 
miscalc 


Iculated  speed 
Opening  knuckle  when  cars  were  near  together,  engine 

accidentally  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot. . . 
Opening  knuckle,  lost  footing. 


Riding  on  car  to  uncouple,  supped  off 

Struck  by  object  at  side  of  track 

Caught  by  unexpected  movement  of  car,  due  to  slack  run- 
ning In 

Caught  by  unexpected  movement  of  car,  due  to  mistake 
or  misunderstanding  in  giving  hand  signals 

Uncoupling  moving  cars  and  lost  footing 

Farts  hard  to  move,  causing  delay 

Went  between  cars  unnecessarily  and  contrary  to  rule. .. 

Hand  caught  between  projecting  load  and  end  of  next  car. 

No  witness  (fatal  injury) 

Other  causes 

Unexplained 


Total. 


Train- 
men. 


1 

3 
6 
2 


4 
4 

1 


3 
7 
1 
3 


6 
1 


3 
"2" 

"i 

1 


60 


1 

3 


79 
20 

23 

4 

10 

34 

24 

1 
10 

163 
26 

77 
11 

88 

10 
24 
28 
20 
21 

77 

10 
43 
21 
41 
0 


34 
19 

927 


Tralnmoi 
in  yards. 


a 


2 
3 


2 

1 
2 

4 

1 

2 
3 
1 


1 
7 

i 

"4 

40 


t 
3 


47 
11 
13 


5 
21 


1 
6 

99 
28 

52 
7 


Yard 

trainmen 

(switching 

crews). 


I 


Other 
employ* 


a 


6 


U 
3 


1 

'2 

t 
8 


33      6 


11  .. 
5 
17  ' 

16  I 


5 

7 
1 


45 

7 

1 

10 

4 

20 

13 

6 

22 

8 

2 

*  >  •  - 

•  •  ■  • 

8 

12 

•  -  •  • 

14 

2 

520 

99 

i  '1 


126 

41 

38 

4 

8 

67 

46 


26 

237 
65 

130 
21 

96 

10 
33 
47 
37 
36 

78 


41 
1,426 


1 
1 
1 


I 

9 

"3" 


t 
5 
1 

I 

2 
11 


18 
1 

1 
1 


8 
1 
3 
I 
3 


21 

•  •  •  • 

2 

72 

I 

4 

11 

1 

54 

1 

4 

10 

1 

*  >  •  * 

I 

«  >  •  * 

6 
9 

112 
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Table  Dx. — Nature  of  injuries  to  employees  in  coupling  and  uncoupling  cars,  year 

ending  June  30^  1910. 


Injuries. 


Loss  of  feet 

Loss  of  legs 

Loss  of  arms 

Loss  of  hands 

Loss  of  fingers 

Loss  of  toes 

Fractured  skull 

Fractured  leg 

Fractured  arm 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  body 

Contusion  or  laceration  of  feet 

Contusion  or  laceration  of  toes 

Contusion  or  laceration  of  legs 

Contusion  or  laceration  of  arms 

Contusion  or  laceration  of  hands 

Contusion  or  laceration  of  fingers 

Dislocation ». 

Internal  injuries 

Sprains 

Miscellaneous 


KUled. 


Total  injuries. 


Total  killed  and  injured. 


Train- 

Train- 
men in 

Yard 
train- 

nwD. 

yards. 

men. 

16 

12 

15 

10 

7 

10 

9 

3 

9, 

5 

3 

•4' 

38 

16 

30 

0 

3 

4 

2 
11 

1 
8 

3 

7 

7 

21 

22 

10 

22 

27 

5 

31 

98 

57 

243 

81 

39 

138 

18 

15 

39 

49 

27 

97 

51 

30 

62 

116 

82 

155 

275 

154 

418 

4 

6 

4 

15 

10 

9 

41 

18 

72 

23 

13 

25 

927 

520 

1,426 

60 

40 

99 

967 

660 

1,525 

Other 
employ- 


1 
1 
2 


4 
2 


2 

2 

2 

17 

11 

2 

11 

5 

14 

28 

1 

3 

3 

1 


112 
7 


119 


RECAPITULATION. 

Total  kUled 206 

Total  ii^ured 2,965 

Total  killed  and  injured 3,191 

Table  Dz. — Causes  of  accidents  to  employees  classified  (C6  and  C7)  as  falling  from  and 
getting  on  or  off  cars  andengineSt  year  ending  June  SOy  1910. 


s 

00 


Cft 


1 
2 
3 

4 


C7 


6 
7 
8 
0 
10 

11 
12 
ri3 
14 
15 

16 

17 
118 


Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  in  sub- 
class 3 

While  setting  brakes 

Fell  trom— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Ensines,  tenders,  or  cars  (ail  kinds)  not  in  mo- 
tion  , 

Miscellaneous  causes 

Not  dearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  moving  trains 

Jumping  from  engines  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective  hand- 
holds and  sill  steps 

Getting  on  or  off  movine  engine 

Caught  in  frog,  guard  rail,  or  twitch 


Total. 


Train- 
men. 


• 

• 

1 

•2 

a 

a 

^ 

2 
2 


7 

14 
37 

8 

2 
27 
60 
20 
11 


20 
1  • 


20 
27 
50 


8  ;    227 
177 


22 
189 
567 

34 

309 
958 
282 
556 
683 

211 

193 

755 

5 


231   5,271 


Train- 
men in 
yards. 


1 


9 
6 

3 
4 

14 


2 
4 

17 
5 
4 


12 


8 
14 
19 


121 
106 

19 

64 

293 

14 

141 
199 
72 
213 
402 

29 

79 

508 

3 


80  12,306 


Yard 
trainmen 
(switch- 
ing crews). 


I 

s 


19 
"8 

3 

8 

13 

2 

2 
26 
29 

6 
10 


1 
10 


138 


19 
39 
34 


362 
252 

15 

70 

206 

14 

115 
1,078 
235 
303 
466 

45 

194 

005 

9 

4,061 


Other  em- 
ployees. 


1 
I 


5 
1 

6 

26 

8 

4 

7 

6 

16 

20 

16 

1 

1 

19 
1 

137 


1 
2 
5 


44 

6 

11 
93 
85 
13 

250 
331 
108 
196 
224 

14 

15 

164 

2 

1,558 
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[Public—No.  171.] 

AN  ACT  Requiring  common  carriexs  engaged  in  interstate  commerce  to  make  full  reports  of  all  aoddenti 

to  the  Interstate  Ck)mmeroe  Commission. 

Be  it  enacted  by  the  Senate  and  Eotise  of  Representatives  of  the  United  States  of  America 
in  Congress  assembled j  It  ehall  be  the  duty  of  the  general  manager,  superintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  inteietate  commerce  by 
railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in  Washington. 
District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions  of  trains  or  where 
any  train  or  part  of  a  train  accidentally  leaves  the  track,  and  of  all  accidents  which 
may  occur  to  its  passengers  or  employees  while  in  the  service  of  such  common  carrier 
and  actually  on  duty,  which  report  shall  state  the  nature  and  causes  thereof  and  the 
circumstances  connected  therewith. 

Sec  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  day? 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor,  and  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction  shall  be  punished  by  a  fine  of 
not  more  than  one  hundred  dollars  for  each  and  every  offense  and  for  every  day  dur- 
ing which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making 
the  same. 

Sec.  3.  That  neither  said  report  nor  any  part  thereof  shall  be  admitted  as  evidence 
or  used  for  any  purpose  against  such. railroad  so  making  such  report  in  any  suit  or 
action  for  damages  growing  out  of  any  matter  mentioned  in  said  report. 

Sec  4.  That  the  Interstate  Commerce  Commission  is  authorized  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  in  the  foregoing 
section  provided. 

Approved,  March  3,  1901. 

SPECIAL  INFORMATION  CONTAINED  IN  PRECEBINa  BULLBTINS.a 

Each  accident  bulletin  contains  tables  showing  the  number  of  passengers  and  em- 
ployees killed  and  injured,  and  these  figures  are  classified  according  to  cause  (set* 
Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train  accidents*. 
The  causes  of  accidents  to  employees  in  coupling  and  uncoupling  and  in  falling 
from  cars,  etc.,  arc  further  classified  in  Tables  No.  3  and  No.  4.  The  most  serioxis 
collisions  and  derailments  are  dealt  with  in  a  supplementary  table  (Class  A :, 
showing  the  causes  in  some  detail.  Each  bulletin  is  for  three  months,  and  No.  1 
was  for  the  quarter  ending  September  30,  1901.  The  bulletin  for  the  quart <t 
ending  June  30,  contains,  in  addition  to  the  quarterly  statistics,  tables  showing 
the  same  information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  three  collisions  and 
one  derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  pas- 
s(»ngers  killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a  lar^' 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  dL«- 
patcher's  order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding 
quarters,  a  large  falling  oft  in  railroad  traffic  having  taken  place.  The  list  vf 
"prominent"  train  accidents  includes  only  three  cases  which  may  be  classed  as 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties  incident  to  the  large 
falling  off  in  railroad  traffic.  The  number  of  passengers  and  employees  killed  in 
train  accidents  (125)  is  the  smallest  since  the  monthly  records  were  established. 
The  most  fatal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  where  S 
passengers  in  an  electric  car  were  killed.  < 

oFor  notes  on  Bulletins  1-16,  se**  Bulletin  No.  17;  for  notes  on  Bulletins  17-24,  see 
Bulletin  No.  30. 


ACCIDENT  BULLETIN   NO.   36.  23 

Bulletin  No  28  recorded  the  smallest  number  of  passengers  killed  in  train  accidents 
(13)  ever  reported  in  the  quarterly  records.  The  total  of  passengers  and  em- 
ployees killed  in  train  accidents  (112)  was  13  less  than  the  previous  low  record 
(125,  Bulletin  27).  Of  the  13  passengers  killed  in  train  accidents,  7  were  victims 
of  a  butting  collision  on  an  electric  railroad. 

Bulletin  No.  29  showed  totals  far  smaller  than  the  corresponding  quarter  one  year 
previous,  but  the  diminution  in  the  number  of  casualties,  which  had  continued 
during  the  year  of  depression,  seemed  to  have  been  checked.  The  number  of 
passengers  killed  in  train  accidents  was  53,  and  there  were  8  notable  collisions. 

Bulletin  No.  30  recorded  34  passengers  killed  in  train  accidents  (including  15  victims 
of  a  forest  fire.)  One  collision  resulted  in  8  deaths  of  passengers,  and  two  derail- 
ments killed  16  employees. 

Bulletin  No.  31,  in  part,  continues  the  favorable  showing  of  the  quarter  one  year  pre- 
vious (Bulletin  27),  though  it  covers  a  period  of  considerable  revival  of  business. 
One  collision  caused  20  deaths  and  28  injuries. 

Bulletin  No.  32  shows  a  total  of  99  passengers  and  employees  killed  in  train  accidents — 
the  lowest  quarterly  record  thus  far  shown.  It  is  to  be  observed,  however,  that 
a  butting  collision,  causing  the  death  of  9  passengers  and  1  employee,  occurring 
on  an  electric  road,  was  not  included,  the  railroad  company  having  failed  to  make 
a  rex)ort  of  the  accident  aa  required  by  law.  The  quarter  in  1908  with  which 
this  one  is  most  naturally  compared  (Bulletin  28)  had  one  collision  on  an  electric 
line  in  which  7  persons  were  killed. 

Bulletin  No.  33  shows  considerable  increases  in  most  of  th^  casualty  items,  marking 
the  expansion  of  traffic  on  all  of  the  principal  railroads.  Five  accidents — 4 
collisions  and  1  derailment — caused  47  deaths. 

Bulletin  No.  34  shows  heavy  totals  in  the  casualty  lists  incident  to  the  great  expansion 
in  railroad  traffic  accompanying  the  general  revival  in  business.  There  was  no 
very  notable  passenger-train  accident,  but  a  collision  between  a  work  train  and  a 
freight  killed  14  laborers.  The  list  of  causes  of  prominent  collisions  is  unusually 
varied. 

Bulletin  No.  35  shows  110  passengers  killed  in  train  accidents,  the  total  in  this  item 
being  swelled  by  two  great  disasters,  an  avalanche  in  the  State  of  Washington 
and  a  derailment  in  Iowa. 
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RAILKOAD  ACCIDENTS 

IN  THE  UNITED  STATES  DURING  THE  THREE  MONTHS 

ENDING  SEPTEMBER  80,  1910. 


The  niunber  of  persons  killed  in  train  accidents  during  the  months 
of  July,  August,  and  September,  1910,  as  shown  in  reports  made  by 
the  railroad  companies  to  the  Inten^tate  Conmierce  Commission 
under  the  "accident  law"  of  May  6,  1910,  was  321,  and  of  injured 
3,892.  Accidents  of  other  kinds,  including  those  sustained  by.  em- 
ployees while  at  work,  by  passengers  in  getting  on  or  off  cars,  by 
travelers  at  highway  crossings,  by  persons  doing  business  at  stations, 
etc.,  by  trespassers,  and  others,  bring  up  the  total  number  of  casu- 
alties, excluding  "industrial  accidents,"  to  22,328  (2,948  killed  and 
19,380  injured).  Accidents  to  employees  resulting  in  slight  in- 
juries,  which  do  not  prevent  the  employee  injured  from  performing 
his  accustomed  service  for  more  than  three  days  in  the  aggregate 
during  the  10  days  immediately  following  the  accident,  are  not 
reported.  The  casualties  to  passengers  have  been  divided  into  three 
classes.  Class  a  includes  all  ordinary  passengers.  Class  h  includes 
passengers  traveling  on  freight  trains.  Class  bb  includes  persons 
who  are  customarily  carried  on  trains  under  special  arrangements, 
such  as  postal  clerks  and  express  messengers,  employees  on  Pullman 
cars,  newsboys,  Uve-stock  tenders,  and  men  in  charge  of  freight. 
The  reported  casualties  are  classified  in  Table  No.  1,  given  below, 
and  more  in  detail  in  Table  1b.^ 

1  This  bulletin  to  the  first  one  to  be  tostMd  under  the  rev  toed  accident  law.  In  previous  quarterly  buUe- 
tlns  the  records  have  Included  only  four  classes  of  accidents;  namely,  (1)  oolltoions,  (2)  derailments,  (3) 
casualties  to  passengers,  and  (4)  casualties  to  employees  on  duty.  The  stattotics  of  other  accidents  on 
railroads  previous  to  July  1, 1910,  will  be  found  In  the  annual  stattotical  reports  of  the  Commission. 

The  class  termed  "Industrial  accidents,''  as  found  in  the  present  bulletin,  includes  a  large  part  of  those 
injuries  to  employees,  fatal  and  nonfatal,  which  In  former  bulletins  have  been  Included  in  the  eighth  item 
("other  causes")  of  Table  Na  1.  Thto  item  in  the  present  and  ftitore  Tables  1  and  1b,  therefore,  will  not 
be  comparable  with  the  same  item  in  bulletins  1  to  36,  Inclusive. 

The  item  "other  causes"  in  the  former  classifloation  included  most  or  all  of  the  aoddents  which  in  the 
present  bulletin  are  classed  as  follows: 


Ipjored. 


Table  1b,  "Other  causes,"  total  of  employees  on  duty 
other  aoaldents  on  or  armmd  trains 

Being  struck  or  run  over  by  engine  or  oar 

Table  1,  industrial  accidents: 

Item  No.  6 

Item  No.  7 

Item  No.  10 

Total 


12,794 


3 


4  INTEBSTATE  COMMERCE  COMMISSION. 

The  statistics  here  given  present  the  record  of  the  standard  rail- 
roads^ for  convenience  called  ''steam  roads/'  in  distinction  from 
electric  railways.  The  accident  statistics  of  those  electric  lines  on 
which  interstate  traffic  is  carried,  and  which,  therefore,  are  subject 
to  the  Federal  accident  law,  are  given  in  a  second  table,  No.  1e,  and 
in  Table  No.  2e. 

Table  No.  1. — Casualties  to  persons^  Julyj  August^  and  September,  1910. 


Causes. 


1.  Collisions , 

2.  Derailmeiits 

3.  Miscellaneous  train  accidents,  includ- 

ing locomotive-boiler  explosions.. . . 

Total  train  accidents , 

4.  Accidents  to  roadwav  or  bridges  not 

causing  derailment,  such  as  fires, 
13oods,  landslides,  explosions,  etc. 
6.  Accidents  in  connection  with  rail- 
road operation  other  than  those  to 
trains  or  roadway  (classes  C-3  to 
C-12,  inclusive),  not  including  in- 
dustrial accidents 


Total. 


or 


Industrial  accidents  to  employees: 

6.  While   working    on    tracks 

bridges 

7.  At  stanons,  freight  houses,  engine 

houses,  ooaling  stations,  water 
stations,  etc.,  where  no  moving 
railroad  car  or  engine  is  in- 
volved  

8.  In  and  around  diops 

9.  On  boats  and  wharves 

10.  At  other  places 


Total  casualties  in  industrial 
accidents 


Total  casualties  in  all  accidents. 


S 

8 


1,387 
1,743 

624 


3,754 


132 


Passengen 

(a,  h.  and 

»). 


3 


47 
16 


63 


72 


135 


135 


1,014 
816 

41 


1,871 
2 

1,040 


3,822 


3,822 


Employees, 
Inclnoing  em- 
ployees not 
on  duty. 


a 


87 
114 

14 


215 


733 


048 


40 


21 
15 
35 
21 


132 


1,080 


1 

s 

3 


003 
520 

472 


1,806 
6 

10.550 


12,460 


5,545 


4,654 

0,028 

283 

1,492 


21,002 


33,462 


Other  per- 
sons. 


Total 
sons 


'i 

i 

• 

1 

S3 

3 

s 

I 

22 

42 

156 

I.OjO 

18 

57 

147 

1,393 

3 

27 

18 

540 

43 


126 


1,821     2,960 


1.865    3,098 


1,865 


3,098 


321 


2,626 


2.948 


40 


21 
15 
35 
21 


132 


3,080 


3,892 
11 

15,477 


19.380 


5,545 


4.654 

0,028 

283 

1.492 


21.002 


40.382 


Note.— Accidents  occurring  in  oonnection  with  railroad  operation  or  distinctively  railroad  work  are 
covered  In  the  items  numbered  1  to  5,  inclusive.  The  same  statistics  are  given  more  in  detail  in  the 
double-page  table  on  pages  12  and  13.  "  Industrial "  accidents  (items  6  to  10,  inclusive)  are  those  oocuirtnc  to 
employees  of  the  railroad  on  railroad  premJaes  in  which  movements  of  cars  or  enginn  are  not  involved. 

The  totals  of  the  items  in  Table  No.  1  are  swelled  by  the  inclusion 
of  classes  of  casualties  not  heretofore  shown  in  the  quarterly  bulle- 
tins, as  already  explained,  but  the  lists  of  casualties  are  also  verv 
large  in  those  items  which  are  made  up  on  the  same  basis  as  under  the 
•former  law,  as  will  be  seen  by  reference  to  Table  1a,  below.  Jn  the 
first,  third,  and  fourth  items  of  that  table  the  increases  over  the  cor- 
responding quarter  of  1909  are  very  large.  Except  in  the  first  item, 
it  is  possible  that  the  increases  are  in  part  due  to  the  adoption  of 
more  careful  methods  of  keeping  records  by  the  railroads,  conse- 
quent on  the  change  in  the  law,  though  there  is  no  conclusive  evi- 
dence of  this.     In  Table  2a,  giving  causes  in  detail,  the  record  of 
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passengers  killed  in  train  accidents  (63  in  Table  1)  is  further  swelled 
by  the  inclusion  of  2  disastrous  collisions  on  electric  railways  in 
which  40  persons  were  killed.  Table  2a  contains  8  collisions,  in  which 
95  persons  were  killed  and  125  were  injuredi  and  1  derailment  in 
which  14  were  killed  and  22  injured.  In  the  corresponding  quarter 
of  the  preceding  year  the  5  most  serious  accidents  caused  47  deaths. 

Table  No.  lA.—Comparisfm  of  pnncipal  items  with  kut  bulletin  and  with  one  year 

back. 


1.  Paaaengers  killed  in  train  accidents 

2.  Passengers  killed,  all  causes 

3.  Employees  (on  duty)  Idlled  in  train  accidents 

4.  Employees  (on  duty)  killed  in  coupling 

5.  Employees  (on  duty)  killed,  all  causes 

6.  Total,  passengers  and  employees  (items  2  and  5,  above) 

7.  Other  persons  killed  (including  trespassers,  nontrespassers,  and 

employees  not  on  dutv),  all  causes 

8.  Employees  killed  in  inaustrial  accidents 


Bulletins?. 

Bulletin  36. 

Bulletin  33. 

63 

12 

56 

135 

65 

104 

209 

125 

137 

56 

45 

88 

869 

711 

748 

1,004 

766 

852 

1,944 

132 

The  total  number  of  coUisions  and  derailments  in  the  quarter  now 
under  review  was  3,130  (1,387  coUisioDs  and  1,743  derailments),  of 
which  212  collisions  and  188  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents  amount- 
ed to  $2,871,501.  Given  more  in  detail,  these  facts  appear  as  below 
(collisions  and  derailments  which  cause  no  death  or  personal  injury 
and  which  cause  not  over  $150  damage  to  the  property  of  the  railroad 
are  not  reported) : 

Table  No.  2. — Collisions  and  derailments. 


ColUakmSt  rear 

Collisions,  butting 

Collisions,  train  separating 

Collisions,  miscellfuieous 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defect  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc 
Derailments  due  to  unforeseen  obstruction  of  track,  etc. . . 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  toUisions  and  derailments 

Total  for  same  quarter  of  1909 

1908 

1907 


Number. 

Loss. 

KiUed. 

Injured. 

301 

184 

97 

805 

1342,368 

424,  S46 

33,833 

401,600 

27 

85 

5 

39 

413 

831 

46 

669 

1.387 

1,202,647 

156 

1,959 

290 
796 
112 
93 
35 
417 

173,875 
713,309 
134,365 
161,287 
36,526 
449,492 

10 
30 
16 
49 
5 
37 

276 
242 
193 
210 
51 
421 

1,743 

1,668.854 

147 

1,393 

3.130 
2,751 
2,567 
4,279 

2,871,501 
2,316,014 
1,950,408 
3,006,096 

303 
180 
176 
309 

3.352 
3.341 
2,729 
4,534 

Lin    A/*r*i 

irlo-nfo 

all    -in 

iirliinVi 

Following  is  the  usual  list  of  class  A  train  accidents — aU  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which 
passengers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstances  or  the  cause  may  be  of 
particular  interest: 


6  IKTBB6TATB  OOMMEBOE  COMMISSION. 

Table  No.  2a. — Causu  of4S  prominent  train  aceidenti. 

[Nor.— R  sUnda  for  raw  ooUtaton;  B,  bnttlzic  oollialon  If  mlaoeUaneouB  ooUIsIodb;  D,  dflraltancnt;  P,  pi» 

Sanger  train;  F,  frught  and  miaoellaneoua  traina.] 

COLLISIONS. 


Na 


2 
3 
4 


Claaa. 


6 

7 

8 

0 

10 

11 
12 


13 


14 


15 


16 
17 
18 


B 
B 
B 


R 
B 

B 
B 
B 

M 

B 


B 


B 
R 
R 


Kind  of  train. 


FandF. 


FandF. 
Pand  P. 
PandF. 

Fand  F. 


P.  and  P. 
F.  and  F. 

F.  and  F. 
P.  and  F. 
F.  and  F. 

P.  and  F. 
P.  and  P. 


P.  and  F. 


F.  and  F. 


P.  and  P. 
P.  and  F. 
F.  and  F. 


19 

B 

20 

R 

21 

B 

22 

B 

23 

B 

24 

B 

F. and  F. 

P.  and  P. 
F  and  F. 

PandF. 

Fand  F. 
PandF. 


3 

s 


1 
2 
0 


2 
0 


F.andF 1 


4 
0 
2 

1 
2 


2 
0 
0 


9 
4 

12 

6 
20 


1 

20 
93 

3 

38 
0 

3 
22 

6 

14 
20 


82 
2 
2 


17 
8 

24 

6 
30 


t2,072 


3,300 
3,660 
3,826 

4,400 

4,800 
6,030 

6,461 
6,481 
7,660 

8,000 
8,430 


8,960 


10,776 


12,000 


13,200 
15,000 
16,702 


17,819 

18,000 
18,000 

18,871 

19,175 
27,758 


11 


49 

86 
12 


54 


42 

8 


94 
89 
52 


10 
88 


45 


84 


81 


87 
80 
44 


41 

51 


46 


47 


Freight  train  ran  into  side  of  work  train.  Di»> 
palcher  had  allowed  work  train  on  main  trade 
until  10:30 p.  m.,  without  sending  a  oopy  of  the 
order  to  other  trains.  There  was  only  one  train 
in  .the  vicinity  and  the  dispatcher  assumed  It 
would  be  impossible  for  this  train  to  reach  the 
work  train  hf  10:3a 

North-bound  train  ran  past  meeting  point.  (See 
note  in  text  below.) 

Conftislon  of  meeting  orders  and  fUluie  in  block 
working.    (See  note  in  text  below.) 

Motorman  of  north-bound  electric  work  car  ran 
past  a  meeting  point  fixed  by  dispatcher's  order. 
(See  note  in  text  below.) 

Dispatcher,  27  years  old,  with  three  years' experi- 
ence, issued  "lap  orders."  His  conduct  In  con- 
nection with  Uiese  orders  is  characterised  In  the 
report  as  gross  negUgence. 

Passenger  train  entoed  station  at  exoessiTe  speed. 
Two  passengers  klUed. 

Operator  in  receiving  order  omitted  four  words. 
He  claims  that  the  wonts  must  have  been  cot  off 
bv  the  sticking  of  the  relay,  but  another  operator 
at  the  same  time  reeeived  the  same  ocoer  cor- 
rectly. 

False  clear  block  signal  given  by  signalman  who 
was  intoxicated.    (See  note  in  text  below.) 

Failure  to  deliver  meeting  order.  (See  note  in  text 
below.) 

Agent  accepted  hold  order  after  train  had  passed; 
was  confused  as  to  fourth  and  fifth  sectioos  of  a 
fkvight,  and  made  wrong  entries  on  block  sheeL 

Coal  cars  ran  away  finom  mine.  (See  note  In  text 
below.) 

Error  in  meeting  order.  Operator  of  10  vears* 
experience  wrote  "east"  in  place  of  "west/'  hot 
aceordlng  to  dispatcher  repeated  the  <vder  cor- 
rectly. Conductor  and  engineman  at  fMilt  for 
Booeptinff  order,  as  it  bore  Internal  evidenoe  of 
irresulanty. 

West-bound  flight  fsiled  to  clear  east-boand  6 
minutes. as  required  by  rule;  east-boand  ran  pact 
train-order  signaL 

North-bound  train  encroached  on  time  of  aoutb- 
bound.  South-bound  also  left  station  a  little 
ahead  ot  time;  dense  fog  prevaUed.  (See  note 
In  text  below.) 

Brakeman.  who  was  killed,  foiled  to  piopetly 
protect  train  by  flag;  ooooned  in  fog  at  1  a.  m.; 
train  moving  slowly. 

Misplaced  switch  at  crossover.  ^ 

Excessive  speed  under  permissive  block  signal. 

Fast  freight  train  ran  too  fsst  under  cantSon  sig- 
nal and  disregarded  distant  signal  at  entranoe 
of  next  block  section. 

Conductor  misread  name  of  station  In  meetlDg 
order.  Engineman  killed.  There  were  two 
names  In  the  body  of  the  order  and  the  con- 
ductor seems  to  have  confused  them. 

Disregard  of  red  light  by  engineman  of  pmas  ngjiii 
train.    (See  noteln  text  below. ) 

Operator  of  two  years'  experience  and  two  months 
in  the  service  at  this  ofllce.  accepted  an  ordar 
after  train  had  passed.  This  colUsion  ootniiied 
at  2:20  a.  m.  The  operator  disappeared  nazt 
morning. 

Conductor  and  engineman  of  west-bound 
train  waiting  for  twoeasVboond  passsnger 
started  out  after  only  one  of  ihe  tnlns  had 
passed.    (See  note  In  text  below.) 

Operator  failed  to  deliver  order.  (See  note  in  taxi 
below.) 

Failnrs  to  deliver  telegraphic  order.  (Sea  note  In 
text  below.) 
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Tablb  No.  2a. — CtntMea  qf4S  pnminetU  tnin 

OOLLISION8-€o0ttMMd. 


Ntt. 


B 


Total. 


PMdF 


PandP 


M 


111 


11 


18 


457 


$7,080 


286,640 


100 


Boutli-baqBd  oxtn  oar  (on  fllactrlo  railway)  en- 

croadMd  on  tlmoof  north-boimd  regular  car. 

(8aa  nolo  tn  text  balow.) 
Soath-bound  extra  paasninr  car  enofoatihed  on 

ttane  of  r^pilar  nonh-Doimd  oar.    (Eleotrio 

Railway). 


8 

8 

4 


8 

6 

7 


10 
11 
12 
18 


14 

16 
16 
17 

18 
10 

ao 


D 
D 
D 


D 
D 


D 
D 
D 
D 
D 


21 


D 
D 
D 

D 


D 
D 
D 

Total. 


P.., 
P... 


P. 
F. 
P. 


P. 
F. 

P. 

P. 
P. 


F. 
P. 
P, 


F. 
F. 

F. 


DSRAlUfBNTS. 


Total  oalUiiooa  and 
dcfaUmeata. 


0 
0 
0 


8 

0 
0 

0 


14 
0 
0 
8 

0 


0 
0 
3 


2 


0 
0 
8 


144 


7 
0 
0 


40 

1 

25 


33 

0 

U 


0 
6 

6 


8 


86 


1 
8 


83,200 


2.675 
8.285 
5,308 


5,700 
6,600 
7,461 

10,880 


18.  W 
16»700 
13,134 
18,147 
18,700 


14,510 

14,000 
15,000 
15,280 

18,700 

16^410 
21,500 


31,800 
88,807 
81,100 


16 


34 
107 
116 


128 
108 
114 

102 


115 
30 
14 
83 

67 


68 

86 

111 

18 


78 
78 


Fate  clear  night  signal  at  derallinff  BWitdi.  Red 
glaai  had  been  broken  and  Ui^t  riiowed  white. 
Cauae  of  breakage  of  glaae  ttnaiseovered. 

Unknown.   (See  note  m  text  bek»w.) 

Loose  the  on  wheel  of  tourist  sleeping  car. 

Train  of  43  empty  cars  runnlnf  through  a  sag;  the 
rear  nart  of  tiain  pushed  tne  cars  together  and 
forced  one  of  them  off  the  track. 

Unexplained.  Speed  60  to  65  miles  an  hour.  The 
tender  waa  the  first  vehicle  to  Jump  the  track. 

C%n  ran  off  end  of  track  on  trestle,  because  brake 
chain  became  knotted. 

Switch  thrown  Immediately  In  front  of  tsst  train 
by  apprentice  signal  man.  without  Instnictlons. 
Sitnal  man  was  engaged  at  telephone.  Train 
demiled  by  running  at  nl^  speed  through  cross* 
over. 

Fault  tn  brake  rigglnt  of  rear  driving  wheel .  Wreck 
pwtly  destroyed  By  lb«  due  to  spontaneous 
combosticm. 

Washout  12:25  a.  m.    (See  note  In  text  below. ) 

Broken  whed;  seam  In  flange. 

Broken  angle  bar. 

AoeldentarobBtnictlon.    (See  note  in  text  b«k>w.) 

lilsplaoed  swltdi.  Switch  had  been  left  wrong  by 
emptoyee  of  bridge  and  bnlldtng  department. 
Enginemao  and  flraman  held  not  olameworthy. 

Impmer  handling  of  air  brakea  approaching 
crossing  on  doaoanding  grade  of  1  per  cent.  En- 
gine ran  off  St  derallmg  switch. 

Accidental  obstnictlon  (steel  braka  beam  lying  on 
track). 

Excessive  speed  on  sharp  carve;  11  p.  m.  Engine- 
man  of  loyean*  expenenos. 

Expk»lon  of  kwomoti  ve  heller.  Fire  box  felled  by 
weaknesi  due  te  exeesrtve  heat,  caused  by  tow 
water.    Englneman  and  fireman  killed.    ' 

Bridge  weakened  by  flie.  Englneman  and  fire- 
man killed.  Tram  appnaebed  bridge  over 
carved  line  and  oondoctor  saw  fire  ana  applied 
brakes,  but  too  tete.    Cause  of  fire  unknown . 

Excessive  speed  (estimated  70  mllea  an  hour)  over 
carve  of  10  dsgiess.  Englneman  and  fireman 
MUsd. 

HIsphtced  switch.  Primary  responsibility  rests 
on  condnotor  and  brakunan  of  firelght  tram 
which  had  used  the  switch  a  short  time  before, 
but  the  englneman  and  fireman  of  the  pasMnger 
train,  who  wers  klUed,  ars  held  to  have  been 
partly  rsspeosible,  as  the  switeh  coahl  have  been 
ssen  In  asason  for  slackening  speed. 

Ttres  ef  driving  wheels  of  engine  slipped  and 
caused  nils  to  spread.    (Ses  note  in  text  below. ) 

BxeesBlve  speed  wftli  on  can  soUable  to  be  run 
only  at  tew  speed. 

Ronivway  on  stsep  gmds.  (See  note  In  text  b^ 
tow.) 


8  INTERSTATE  COMMEBCE  GOMMI88I027. 

Collision  No,  S,  occurring  about  4  a.  m.,  was  caused  by  a  north- 
bound freight  running  4  miles  past  the  station  at  which  it  should 
have  met  a  south-bound  freight.  The  conductor  of  the  north-bound 
train  had  tried  to  get  the  dispatcher  to  give  him  an  order  to  run  to  D, 
but  did  not  succeed;  but  the  name  of  this  place — D — appears  to  have 
stuck  in  his  mind,  and  in  reading  his  order  to  the  engineman  he  read 
that  name  into  it,  though  the  order  plainly  read  E;  and  E  was  the 
station  that  the  train  ran  past.  The  report  says  that  the  engineman 
repeated  the  order  to  the  conductor,  but  nevertheless  the  error  went 
undetected.  A  brakeman  of  the  train  had  seen  the  order  and  had 
read  it  correctly,  but  he  was  asleep  in  the  caboose  when  certain 
south-bound  trains  were  met,  and  when  his  train  left  E  he  assumed 
that  all  south-bound  trains,  for  which  his  train  should  wait,  had 
passed. 

Collision  No.  S,  occurring  at  6:27  p.  m.,  was  due  to  mistakes  and 
confusion  in  the  delivering  of  meeting  orders  on  the  part  of  teleg- 
raphers, to  lack  of  care  on  the  part  of  the  conductor  and  engineman 
of  a  train,  and  to  failure  to  carry  out  manual  block  signal  rules. 
The  trains  involved  were  No.  6,  running  eastward  from  A  to  B, 
C,  D,  E,  and  F,  and  No.  1,  running  in  the  opposite  direction,  both 
regular  passenger  trains.  The  dispatcher,  finding  that  train  No.  1 
was  a  little  late,  sent  order  No.  22,  requiring  these  trains  to  meet 
at  C.  This  order  was  sent  to  the  eastbound  train  at  A  and  to  the 
westbound  at  F;  and  it  was  also  sent,  to  C,  the  station  where  the 
trains  were  to  meet.  Subsequently,  finding  that  No.  1  was  losing 
time,  the  dispatcher  determined  to  change  the  meeting  point  to  D, 
one  station  farther  east,  and  prepared  order  No.  27  to  that  effect. 
This  order  was  sent  to  B  for  No.  6  and  to  E  for  No.  1 .  The  operators 
at  C  and  D  did  not  answer  promptly.  As  soon  as  this  order  was  sent, 
and  before  it  was  repeated,  the  operator  at  E  reported  that  No.  1  was 
coming,  and  the  dispatcher  then  decided  to  leave  in  force  the  original 
order;  so  he  told  the  operator  at  E  and  operator  W  at  B  to  destroy 
order  No.  27.  This  proceeding  was  proper,  as  the  order  had  not  been 
repeated.  Operator  W  at  B  says  that  he  did  not  understand  the  dis- 
patcher;  and  he  did  not  destroy  the  order.  He  had  written  on  it, 
prematurely,  the  word  ''complete,"  which  word,  when  accompanied 
by  a  notation  of  the  time,  makes  an  order  valid  for  use.  He  then 
became  engaged  in  other  duties  (seUing  tickets)  and  forgot  about  this 
unfinished  order.  At  this  time  the  night  operator,  S,  came  on  duty 
and  he  (S),  without  consulting  the  day  operator,  deUvered  this  unfin- 
ished order  to  train  No.  6.  He  saw  that  the  order  bore  the  word 
''complete,"  but  failed  to  notice  that  it  lacked  the  time  indorsement, 
which  was  an  essential  element.  The  conductor,  engineman,  fireman, 
and  one  brakeman  of  train  No.  6  also  accepted  and  read  the  order,  not 
noticing  this  irregularity;  and  train  No.  6  th^n  proceeded  from  B. 
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On  arrival  at  C  this  train  should  have  received  a  copy  of  the  original 
order  No.  22,  fixing  the  meeting  point  at  C  (copies  of  meeting  orders 
being  regularly  sent  to  operators  at  meeting  points),  but  the  operator 
at  this  station  neglected  to  deliver  this  copy,  and  instead  gave  the 
conductor  and  engineman  a  clearance  card,  showing  that  he  had  no 
orders  for  that  train  and  that  the  block  section  (C  to  D),  which  the 
train  was  to  enter,  was  clear.  He  claims  to  have  told  the  conductor 
by  word  of  mouth  that  the  clearance  card  would  be  valid  only  after 
the  arrival  of  the  West-boimd  train^  but  this  is  not  substantiated ;  and 
besides,  oral  instructions  contrary  to  written  orders  are  forbidden. 
Under  the  block-signal  rules  this  clearance  card  could  not  be  given 
until  after  receipt  of  word  from  D  that  the  block  section  was  clear 
and  would  be  kept  clear  for  train  No.  6,  nor  should  the  card  be  used 
at  all  unless  there  were  some  good  reason  for  not  clearing  the  signal. 
Moreover,  this  operator  but  a  few  minutes  before,  as  required  by  the 
rules,  had  promised  D  that  he  would  hold  all  east-bound  trains  for 
the  arrival  of  train  No.  1 .  On  this  clearance  card  train  No.  6  left  C, 
and  the  collision  occurred  about  1  mile  east  of  that  place.  Both  of 
the  men  at  B  and  the  one  at  C  had  been  in  the  employ  of  this  com- 
pany for  several  years,  and  all  three  were  regarded  as  efficient 
operators. 

The  block-signal  system  in  use  on  this  line  is  the  '^  Controlled 
manual,"  but  there  is  no  track-circuit  control,  and  the  rules  permit 
a  clearance  card  to  be  given  under  certain  conditions  without  putting 
the  signal  in  the  position  to  give  a  ''proceed"  indication.  A  card 
was  thus  given  in  this  case,  but  without  any  reason  or  excuse.  In 
consequence  of  the  use  of  the  same  outdoor  fixed  signal  for  the  two 
functions  of  a  block  signal  and  a  train-order  signal  there  is  a  com- 
plication in  the  rules  concerning  the  use  of  a  clearance  card  as  a 
substitute  for  the  giving  of  a  proceed  indication  by  the  fixed  signal, 
but  it  does  not  appear  that  this  conduced  to  the  commission  of  the 
error  in  this  particular  case. 

GoUmon  No.  4f  which  occurred  on  an  electric  road,  was  due  to 
disobedience  of  a  meeting  order  by  both  the  conductor  and  the 
motorman  of  a  north-bound  work  train.  Each  of  these  men  had 
received  a  copy  of  the  order  about  30  minutes  before  the  coUision, 
and  it  appears  that  both  of  them  fully  understood  it.  Neither  had 
any  other  order  in  his  possession  at  the  time.  The  report  says: 
''The  motorman  states  that  he  was  writing  out  certain  freight  bills 
and  asked  the  conductor  twice  whether  the  south-bound  car  had 
passed,  and  was  assured  that  it  had.  The  conductor  states  that  he 
supposed  the  motorman  would  attend  to  the  orders  while  he  (the 
conductor)  was  looking  around  the  cars,  his  attention  being  taken  by 
some  wires  that  were  loose." 
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Collision  No.  8,  occurring  at  3:30  a.  m.,  was  due  to  a  false  clear- 
block  signal.  The  signalman,  disqualified  by  being  under  the 
influence  of  intoxicating  liquor,  gave  a  clear  signal  to  a  south-bound 
extra  train  to  enter  a  section  already  occupied  by  a  north-bound 
regular  train.  There  was  a  dense  fog  at  the  time  so  that  neither 
engineman  had  a  view  of  the  opposing  train  in  seslson  to  slacken  his 
speed.  According  to  the  rules  the  signalman  at  this  point  should 
give  a  clear  signal  only  af  jber  receiving  word  from  the  train  dispatcher. 
This  signalman  had  been  in  the  employ  of  the  company  as  an  extra 
man  for  about  three  months.  His  mental  condition  after  the  col- 
lision was  such  that  no  explanation  could  be  had  of  his  error.  He 
was  arrested  and  held  for  the  grand  jury  on  a  criminal  charge,  but 
the  result  of  the  trial  is  not  yet  reported. 

Collision  No.  d,  between  a  south-boimd  passenger  train  and  a  north- 
boimd  freight,  was  due  to  the  failiure  of  an  operator  to  deliver  an 
order  to  the  south-bound  train.  This  train  was  to  meet  the  north- 
bound at  H,  and  the  order  for  it  was  sent  to  the  operator  at  that 
point.  The  train  made  its  regular  stop  there  to  meet  a  north-bound 
passenger  train  and  to  take  water,  but  as  it  approached  the  station 
the  engineman  sounded  the  regular  whistle  signal,  indicating  that 
he  desired  a  clear  train-order  signal,  and  the  operator,  forgetting  the 
order  on  his  table,  at  once  changed  the  signal  to  the  ''proceed"  posi- 
tion. The  operator  is  held  negligent  for  not  having  reported  to  the 
dispatcher  that  the  train  was  approaching  the  station,  and  also  for 
neglecting  to  use  the  '^ telltale"  device,  an  arrangementJFor  covering 
the  lever  of  the  signal  in  such  a  way  as  to  remind  an  operator  of 
the  presence  of  an  order  in  his  office  in  case  he  should  inadvertently 
attempt  to  change  the  signal  when  it  ought  to  be  left  in  the  ''stop" 
position.  After  the  train  had  left,  he  discovered  the  order  lying  on 
his  telegraph  table  and  immediately  notified  the  dispatcher;  but  it 
was  then  too  late  to  stop  the  north-bound  train.  Up  to  the  time  of 
this  accident  this  operator's  record  had  been  good.  He  had  been 
at  H  two  years  and  had  had  four  years'  experience  in  all. 

Collision  No.  11  was  due  to  the  presence  on  the  main  line  of  five 
coal  cars,  which  had  escaped  control  at  a  mine  about  a  mile  away 
from  the  railroad  and  had  run  to  the  main  track  before  the  men  in 
charge  could  stop  them.  These  cars  had  run  away  because  of  care- 
lessness of  men  at  the  loading  point  in  pushing  a  loaded  car  against 
four  others  which  were  standing  on  a  grade  with  the  wheels  blocked, 
but  with  blocks  not  large  enough  to  withstand  the  shock  which  they 
were  given  by  the  moving  car.  There  is  a  derailing  switch  below  the 
mines,  which  ordinarily  would  have  thrown  these  cars  off  the  track, 
but  it  had  been  closed  a  few  minutes  before  by  a  switching  crew,  to 
facilitate  their  switching  movements,  and  the  runaway  cars  came 
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along  just  as  the  engine  had  cleared  the  running  track.  There  is  no 
deraU  near  the  main  line  of  the  railroad,  the  reason  given  for  not 
having  one  at  this  point  being  that  because  of  the  presence  of  build- 
ings close  to  the  track  there  is  no  suitable  place  for  a  derail.  The 
statement  of  the  railroad  company  says  that,  to  provide  against  a 
collision  of  this  kind  in  the  future,  it  is  proposed  to  install  two  derail- 
ing switches,  so  connected  with  each  other  that  when  one  of  them  is 
closed,  ahead  of  the  switching  engine,  another  one,  in  the  rear  of  the 
engine,  must  at  the  same  time  open. 

GoUision  No.  14,  between  north-bound  and  south-bound  freight 
trains,  occurred  about  6  a.  m.,  in  a  dense  fog.  The  north-bound  train 
had  reached  a  point  about  3,000  feet  short  of  a  switch,  at  a  passing 
station,  where  it  should  have  cleared  the  south-bound  train.  The 
southbound  train  appears  to  have  been  a  few  minutes  ahead  of  time. 
The  evidence  as  to  the  precise  time  is  conflicting,  but  the  main 
responsibility  is  thrown  upon  the  north-bound  train,  as  it  was  run- 
ning in  violation  of  the  rule  which  required  it  to  reach  the  meeting 
point  and  be  clear  of  the  main  track  before  the  leaving  time  of  the 
south-bound  train. 

Collision  No.  SO,  killing  9  persons  and  injuring  17,  occurred  about 
10 :43  o'clock  in  the  evening  and  resulted  in  the  wreck  of  a  sleeping 
car,  which  took  fire  from  the  locomotive  that  crushed  it,  and  was 
completely  destroyed.  This  sleeping  car  was  the  rear  car  in  a  passen- 
ger train  which  had  been  stopped  for  the  purpose  of  making  slight 
repairs,  and  it  was  run  into  by  a  following  passenger  train,  after 
having  been  stopped  about  25  minutes.  The  report  says  that  the 
flagman  of  the  standing  train  went  back  promptly  a  distance  of 
about  2,400  feet,  to  a  highway  crossing,  and  there  placed  a  torpedo 
on  the  rails;  and  that  there  was  a  clear  view  from  the  standing 
train  back  for  2  miles  to  the  station  at  D,  the  switch  lights  of 
which  were  plainly  visible.  The  engineman  of  the  second  train 
appears  to  have  taken  no  action  toward  stopping  until  after  he 
passed  over  the  torpedo,  and  even  then  the  brakes  appear  not  to 
have  been  applied  with  full  force.  The  brakeman  who  went  back 
with  the  red  light  and  torpedoes  says  that  he  watched  the  approach- 
ing train  from  the  time  it  started  from  D,  and  that  he  continued  to 
give  the  stop-signal  motion  with  his  lantern  until  he  was  obliged  to 
step  off  the  track  to  avoid  being  run  over.  The  train  passed  him 
at  high  speed.  The  conductor  of  the  standing  train  saw  the  motions 
of  the  brakeman's  lantern  and  heard  the  explosion  of  the  torpedo. 
The  sleeping  car  conductor  was  on  the  ground  at  the  rear  of  the 
train,  and  he  also  saw  the  stop  signals  given  and  heard  the  ex- 
plosion of  the  torpedo.  The  porter  of  the  sleeping  car  also  watched 
the  brakeman  and  gives  similar  testimony.    He  says  that  he  was 
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Table  No.  1b. — CantaUieM  to  pasiengen^  emplo{ 


ColUaions 

Derailments 

Accidents  to  trains,  cars,  or  en- 
gines,  except  collisions,  derail- 
ments, ana  boiler  explosions. . . 

Bursting  of,  or  defects  in,  locomo- 
tive boilers  or  boiler  attach- 
ments   


Total  train  accidents . 


Accidents  to  roadway  or  bridges 
not  causing  derailment,  such  as 
flres,  floods,  landslides,  explo- 
sions, etc 


Coupling  or  uncoupling  cars 
(does  not  Include  accidents 
with  air  or  steam  hose) 


While  doing  oUier  work  about 
trains  (not  in  shops  or  encine 
houses)  or  while  attending 
switches 


Ck>ming  in  contact,  while  riding 
on  cars,  with  overhead  bridges, 
tunnels,  or  any  signal  appara- 
tus, or  any  fixed  structure 
above  or  at  the  side  of  the  track . 

Falling  from  cars  or  engines 

Getting  on  or  off  cars  or  engines. . 

Other  accidents  on  or  around 
trains  not  here  named 


Being  struck  or  run  over  by  en- 
gine or  car  at  stations  or  yards. 

Being  struck  or  run  over  by  en- 
gine or  car  at  highway  grade 
crossings 


Being  struck  or  run  over  by  en- 
gine or  car  at  other  places 

Otber  causes 


Total,  other  than  train  ac- 
cidents  


(a). 


1 


35 

15 


50 


4 

19 
25 

1 

12 


1 
3 


65 


Ml 
642 

20 

2 


Passengers 

on(k«ight 

trains 


Persons 

carried 

under 

agreement 

or  contract 

(»). 


1 


1,G14 


2 


11 

82 

650 

808 

21 


2 
123 


1,609 


Qrand  total. 


115 


3,313 


s 


21 
44 


•2 


10 


67 


2 

14 

68 


86 


153 


11 


52 
130 

8 


100 


18 


3 
18 
23 

112 

3 


6 


166 


356 


Total  (a,  6, 
andw). 


47 
15 


63 


4 

22 
25 

1 

14 


3 
3 


72 


135 


•8 


Trainmen 
(c). 


1,014 
816 

39 


49 
87 


I 


1,871  I    145 


14 
102 
687 

068 

25 


2 
130 


1,951 


3,822 


20 


11 


18 
37 
12 


15 


18 
4 


135 


280 


219 


2,632 


210 

5S7 
788 

37 

85 


18 
118 


1,127         20 


4,626 


6,753 


10 


12 


26 

6 


23 


100 
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xt  pertona;  July,  August,  and  September,  1910, 


lis- 
0- 

Switch 
tenders, 
(TOssIng 
tenders, 

and 
watch- 
men (c). 

Track- 
men and 

hrldge- 
menc/). 

Other 
employ- 
ees (y). 

Total 
employ- 
ees on 
duty  (c, 
cc,  d.  e,  /, 
and^). 

Em- 
ployees 
not  on 
duty  (ft). 

Other  per- 
sons not 
trespass- 
ing (0. 

Trespass- 
ers (j). 

Total 
persons. 

1 

3 
? 

• 

1 

1 

1 

1 

3 

1 

s 

1 
3 

• 

3 

1-4 

• 

2 

1 
f 

86 

9 

1 

• 

i 

1 

• 

»-» 
15 

1 

• 

116 

5 

39 

7 

70 

85 

817 

27 

21 

156 

1,950 

48 

1 

6 

18 

8 

39 

110 

514 

4 

6 

22 

18 

35 

147 

1,393 

37 

3 

5 
9 

165 
306 

2 

1 

17 

2 

9 

1 

9 
9 

232 

37 

« 

3 

306 

6 

94 

238 

1 

2 

10 

60 

15 

112 

209 

1.801 

2 

60 

41 

GO 

321 

3,892 

4 

6 
722 

1 

■  *  * 

3 

1 
56 

H 

3SA 

1 

2 

14 

56 

722 

OOR 

46 

2 

40 

6 

187 

45 

4,833 

3 

7 

45 

4,844 

120 

2 

3 

1 

17 

25 

443 

1 

1 

3 

13 

33 

43 

494 

va 

1 

6 

5 

40 

10 

70 

10R 

1,397 

3 

18 

4 

20 

HI 

199 

243 

1,736 

sr 

2 

17 

6 

43 

8 

112 

42 

1,843 

11 

88 

4 

47 

145 

481 

227 

3,146 

10 

7 

2 

33 

6 

130 

8 

241 

21 

2 

122 

5 

74 

16 

1,446 

72 

9 

18 

42 

74 

62 

124 

183 

361 

22 

24 

37 

96 

251 

303 

507 

809 

3 

5 

3 

1 

1 

8 

6 

16 

5 

1 

267 

508 

35 

31 

313 

646 

4 

11 

4 

100 

79 

37 

31 

172 

138 

30 

21 

27 

35 

874 

385 

,1,106 

581 

50 

28 

10 

7 

45 

7 

100 

20 

347 

2 

41 
218 

8 
351 

394 

37 

141 

1        70 

1,053 

587 

114 

170 

367 

140 

802 

660 

10»347 

73 

1,325 

1,471 

1,647 

1  2.627 

15,488 

825 

29 

116 

180 

427 

155 

914 

860 

12,148 

79 

312 

353 

1,301 

1,512 

1,707 

2,948 

19,380 
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sure  that  the  brakeman  went  as  far  as  the  road  crossing,  because 
he  saw  the  light  of  the  brakeman's  lantern  reflected  from  the  white- 
washed wing  fence  of  the  crossing. 

The  engineman  of  the  second  train  declares  that  he  did  not  see  the 
red  tail  lights  of  the  standing  train.  He  says  that  on  hearing  the  tor- 
pedo he  made  a  service  application  of  the  brakes.  After  the  collision 
he  went  back  to  see  if  he  could  find  th^  remains  of  the  torpedo,  using 
in  his  search  a  tail  lamp  which  he  found  in  the  rubbish  of  the  wreck. 
This  tail  lamp  was  afterwards  picked  up  by  a  road  foreman  of  loco- 
motives and  proved  to  be  the  one  which  was  on  the  left-hand  side 
of  the  rear  car  of  the  standing  train. 

The  conductor  of  the  second  train  heard  the  explosion  of  the  tor- 
pedo and  says  that  the  air  brakes  were  immediately  applied,  but 
only  slightly;  and  that  after  application,  and  before  the  collision, 
they  were  released.  The  baggage  man  and  the  train  porter  in  the 
baggage  car  of  this  train  heard  the  explosion  of  the  torpedo  and  spoke 
about  it.  This  baggage  man,  who  was  entering  on  his  record  the 
pieces  of  baggage  which  he  had  just  taken  into  his  car,  walked  to  the 
end  of  the  car  after  hearing  the  explosion,  and  returned  to  the  center 
and  remarked  to  the  porter  that  it  was  strange  the  engineer  did  not 
stop;  all  of  this  before  the  collision  occurred. 

The  rear  flagman  of  the  second  train  did  not  hear  the  explosion  of 
the  torpedo,  but  he  saw  the  flagman  of  the  leading  train  standing  at 
the  side  of  the  track  as  his  (the  second)  train  passed  him.  Immedi- 
ately after  the  collision  he  went  back  to  protect  his  own  train  and 
at  the  road  crossing  found  the  brakeman  of  the  standing  train. 

The  leading  train  had  left  its  rear  car  at  D  and  at  the  inquest  held 
by  the  coroner  testimony  was  offered  to  the  effect  that  the  tail  lights 
(markers)  were  not  transferred  from  this  car  to  the  car  ahead,  but 
besides  the  circumstantial  evidence  already  noted,  the  report  says 
that  a  trainmaster  of  the  road  was  at  D  that  night  and  that  he  noticed 
particularly  that  the  markers  were  in  place  and  brightly  burning 
when  the  train  departed. 

The  engineman  of  the  second  train  was  first  employed  by  this  com- 
pany in  1881.  He  was  dismissed  in  1885  and  reemployed  4  months 
later.  Nine  years  later  he  was  out  of  the  service  temporarily  by 
reason  of  a  strike.  In  the  19  years  since  1881  his  record  shows  20 
suspensions  or  reprimands. 

The  conductor  of  the  standing  train  was  first  employed  by  this 
road  in  1894.  Four  years  later  he  was  dismissed  for  negligence  but 
was  reemployed  within  a  month.  Eleven  months  later  he  was  dis- 
missed again,  and  was  reemployed  on  July  19  of  the  present  year, 
or  a  Httle  over  one  month  prior  to  the  accident.  During  the  1 1  years 
that  he  was  out  of  the  service  he  was  employed  on  other  roads,  most 
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of  the  time  as  freight  and  passenger  conductor  and  as  yardmaster, 
but  during  the  past  two  years  he  was  a  farmer. 

The  brakeman  or  flagman  of  this  train  had  been  in  the  service 
24  days.  He  is  23  years  old,  and  his  last  work  before  coming  to  the 
railroad  was  as  a  carpenter;  but  he  had  had  railroad  experience  as 
a  fireman,  baggageman,  and  clerk,  aggregating  18  months.  He 
was  employed  this  year  by  an  experienced  trainmaster  and,  accord- 
ing to  the  report,  he  not  only  was  found  to  possess  the  proper  knowl- 
edge and  inteUigence  to  perform  the  duties  of  a  passenger  brake- 
man,  but  also  is  held  by  the  superintendent  to  have  done,  in  this 
particular  case,  all  that  could  be  expected  of  him. 

GdUision  No,  22  was  between  a  west-bound  extra  freight  train 
and  an  east-bound  regular  passenger  train.  It  occurred  on  a  curve 
where  neither  of  the  enginemen  had  more  than  a  few  seconds'  view 
of  the  opposing  train  before  striking  it;  and  12  passengers  were 
killed  and  18  injured.  The  tender  of  the  engine  of  the  passenger 
train  penetrated  the  baggage  car  and  the  rear  end  of  the  baggage 
car  penetrated  the  smoking  car,  and  nearly  all  of  the  victims  were 
in  the  smoking  car.  The  extra  freight  train,  after  receiving  orders 
to  run  from  A  to  B,  was  moved  some  distance  away  from  the  station 
to  the  west  end  of  a  sidetrack,  there  to  await  the  arrival  of  two 
regular  east-bound  passenger  trains,  the  first  one  of  which  was  25 
minutes  late.  After  this  first  passenger  train  arrived  and  passed, 
the  extra  was  started  out;  and  it  ran  about  2  miles  before  the  collision 
occurred.  The  conductor  of  the  extra  train  states  that  he  "entirely 
overlooked"  the  second  train.  The  engineman  sustained  a  frac- 
tured skull,  and  was  so  seriously  injured  that  at  the  time  the  report 
was  made  he  was  not  able  to  make  any  statement  concerning  his 
relation  to  the  wrong  movement  of  the  train. 

CbZZmon  No.  2S  was  due  to  failure  of  a  telegrapher  to  stop  a  train 
for  which  he  held  an  order.  This  operator  was  20  years  of  age  and 
had  been  in  the  service  of  the  railroad  3  months.  Previous  to  this 
he  had  had  8  months'  experience  on  another  road.  In  sending  the 
order  the  dispatcher  gave  the  usual  signal  on  the  wire  and  the  oper- 
ator responded  with  the  letters  "RD,"  indicating  that  he  had  dis- 
played the  red  (stop)  signal;  and  afterwards  the  dispatcher  again 
asked  him  if  the  signal  was  displayed  and  the  operator  replied  in  the 
affirmative.  But  after  the  accident  he  offered  the  explanation  that 
the  signal,  when  released  by  him,  did  not  move  to  the  stop  position. 
The  superintendent  doubts  the  truth  of  this  statement,  adding  that 
he  has  never  known  of  a  signal  of  this  kind  to  fail  in  that  way. 

Collision  No.  24,  in  which  20  persons  were  killed  and  39  injured, 
was  between  a  south-bound  passenger  train  and  a  north-bound  freight 
train.    The  passenger  train  was  running  at  high  speed.    The  cause 
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was  the  failure  to  deliver  meeting  orders.  The  freight  train  was  run- 
ning northward  from  A  to  B,  C,  D,  etc.  An  order  had  been  sent  to 
its  conductor  at  A  to  the  effect  that  the  passenger  train  would  wait 
at  G  until  a  certain  hour.  The  dispatcher  intended  to  send  the  same 
order  to  the  passenger  train  at  D,  but  ''through  oversight"^  failed  to 
send  it  in  season.  Discovering  this  error,  he  then  tried  to  s^id  word 
to  B  to  hold  the  freight  there,  but  he  did  not  succeed  in  doing  this 
until  after  the  freight  had  passed  B,  and  the  collision  occurred 
between  B  and  C.  This  dispatcher  was  32  years  of  age,  and  had  been 
in  the  service  of  the  road  7  years;  his  habits  and  character  were 
"excellent/'  and  his  service  "very  satisfactory."  Of  the  victims  of 
this  accident,  9(6  killed  and  3  injured)  were  trespassers,  riding  on 
the  front  end  of  the  front  car  of  the  passenger  train.  It  is  supposed 
that  these  trespassers  had  boarded  the  train  at  its  last  stop,  though  no 
one  saw  them  get  on. 

Collision  No.  iS,  in  which  34  passengers  were  killed  and  7  passen- 
gers and  4  employees  were  injured,  occurred  on  an  electric  interurban 
railway  and  was  between  a  south*bound  car  running  as  an  extra  train 
and  a  northbound  car  running  as  a  regular  train.  The  south-bound, 
which  should  have  kept  clear  of  the  time  of  the  north-bound,  ran  past 
the  sidetrack  at  which  it  should  have  waited  and  also  past  the  next 
sidetrack;  and  the  collision  occurred  at  a  point  on  a  curve  where 
neither  motorman  had  more  than  a  short  distance  in  which  to  see 
the  opposing  car.  The  collision  occurred  about  noon.  All  of  the 
persons  killed  were  on  the  northbound  car,  which  was  completely 
wrecked.  The  south-bound  car  carried  no  passengers.  The  motor- 
man  running  the  south-bound  car,  who  is  principally  at  fault,  had 
acted  as  motorman  of  the  northbound  regular  train  for  60  days  pre- 
vious to  this  collision,  and  he  had  been  employed  on  this  division  of 
the  road  about  six  months,  previous  to  which  he  was  a  motorman 
on  city  street  railway  lines.  The  report  says  that  no  statement  has 
been  secured  from  this  motorman  and  that  he  is  confined  in  an  asy- 
lum. He  is  35  years  old.  The  conductor  of  this  car,  who  is  equally 
responsible  with  the  motorman,  is  23  years  old.  He  was  first 
employed  as  conductor  on  this  line  about  11  months  previous  to  the 
collision,  but  had  resigned  and  was  out  of  the  service  until  about  one 
month  before  the  collision. 

Derailment  No,  2  was  that  of  a  train  running  about  50  miles  an 
hour,  and  the  first  vehicle  to  leave  the  track  was  the  tender.  All 
of  the  cars  in  the  train  were  derailed,  but  the  injuries  to  persons 
were  not  severe.  The  officers  of  the  road  were  unable  to  reach  any 
positive  conclusion  as  to  the  cause  of  this  derailment,  but  they 
found  a  probable  cause  in  the  extremely  tight  coupling  between  the 
engine  and  the  tender  and  to  the  fact  the  buffer  plate  on  the  engine 
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was  worn  to  a  depth  of  about  one-half  inch,  and  the  buffer  plate 
of  the  tender  was  also  worn  some.  The  report  says:  ''Although  there 
were  no  marks  to  show  that  the  buffer  plate  on  the  engine  had  tended 
to  raise  the  tender,  it  is  possible  that  it  acted  that  way.''  The  acci- 
dent occurred  on  a  curve  of  3®  3';  superelevation  of  outer  rail  8 
inches. 

Derailment  No.  9,  which  occurred  in  the  middle  of  the  night,  was 
due  to  a  washout  caused  by  a  cloudburst.  The  very  unusual  volume 
of  water  was  held  back  by  the  embankment  of  the  railroad  until  it 
flowed  over  the  top  and  crossed  the  tracks,  and  then  a  length  of  track 
about  350  feet  long  was  washed  out,  and,  for  a  length  of  about  20 
feet,  the  earth  was  washed  away  to  a  depth  of  7  feet.  Of  the 
14  persons  killed,  9  were  passengers,  3  were  trainmen,  1  was  an 
employee  not  on  duty,  and  1  was  a  trespasser.  The  report  says 
that  this  cloudburst  was  a  most  extraordinary  occurrence.  Two 
residents  of  the  neighborhood,  who  have  lived  there  for  30  years,  say 
that  7  inches  of  water  fell  in  about  30  minutes.  At  the  next  station 
east  of  the  point  of  trouble  very  little  rain  fell,  while  at  the  next 
station  west,  although  there  was  a  hard  rain,  it  was  not  such  as  to 
cause  alarm.    A  number  of  highway  bridges  were  washed  away. 

Derailment  No.  12^  in  which  the  engineman,  fireman,  and  baggage- 
man were  killed,  was  due  to  the  displacement  of  a  door  on  a  freight 
car  by  the  shifting  of  the  goods  within  the  car;  this  door,  falling 
from  the  car  in  an  eastbound  train,  lodged  on  the  rails  of  the  west- 
bound track,  and  it  was  struck  by  a  passenger  train  running  at  high 
speed.  The  engine  and  baggage  car  were  overturned,  and  4  other 
cars  were  derailed.  This  accident  occurred  about  3  o'clock  a.  m. 
The  first  wheels  to  jump  the  track  were  the  trailing  wheels  of  the 
engine.    All  the  rest  of  the  train  remained  on  the  track  for  over  a  mile. 

Derailment  No.  21  was  caused  by  a  freight  train  becoming  uncon- 
trollable on  a  descending  grade  because  of  improper  handling  of  air 
brakes  by  the  engineman.  By  long-continued  application  of  the 
brakes  on  the  driving  wheels  of  the  engine  the  tires  on  these  wheels 
became  so  hot  that  they  sUpped  laterally  on  the  wheel  centers,  and 
as  a  result  they  produced  abnormal  side  pressure  on  the  rails,  forcing 
one  rail  out  of  place  and  derailing  the  engine  and  a  mmiber  of  cars. 
This  accident  occurred  at  2  o'clock  in  the  morning,  and  the  trainmen 
had  been  on  duty  10  hours  and  10  minutes.  The  testimony  con- 
cerning the  conduct  of  the  engineman  in  regard  to  the  handling  of 
the  air  brakes  is  not  clear,  but  it  appears  that  after  finding  that  the 
speed  of  the  train  was  not  slackening  properly  he  took  a  stick  (to 
use  as  a  lever)  and  went  back  over  the  cars  to  set  hand  brakes;  and 
all  the  time  that  he  was  away  from  the  engine  the  driving-wheel 
brakes,  worked  by  "straight"  air,  remained  set.    The  engine  was  in 
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good  condition  and  the  air  brakes  had  been  working  properly,  and  at 
the  commencement  of  the  descent  there  was  a  sufficient  supply  of 
air.  The  brakemen  were  held  blameworthy  for  not  setting  hand 
brakes.  These  men  claim  that  they  did  not  hear  the  brake  signal 
which  was  given  by  the  engine  whistle.  The  conductor,  who  was  in 
the  caboose  making  out  reports,  was  held  blameworthy  for  not 
noticing  that  the  train  had  passed  a  certain  place  where  it  was  usual 
to  stop  for  the  purpose  of  cooling  the  wheels. 

Deraiiment  No.  £S  was  caused  by  a  freight  train  becoming  uncon- 
trollable on  a  descending  grade  of  78  feet  per  mile  because  of  improper 
management  of  the  air  brakes.  This  derailment  occurred  about  2  a.  m. 
The  train  consisted  of  an  engine,  62  cars,  and  a  caboose.  In  conse- 
quence of  the  excessive  speed  the  twenty-third  car  in  the  train  was 
derailed  at  a  sharp  curve,  and,  with  33  cars  next  behind  it,  was  piled 
up  in  a  very  bad  wreck.  The  whole  mass  took  fire  and  was  burned 
up.  The  origin  of  the  fire  is  unknown,  but  it  is  conjectured  that  it 
started  in  a  car  loaded  with  oil  cake.  The  engine,  with  22  cars,  ran  a 
half  mile  farther  and  was  derailed  and  wrecked  at  a  frog  because  of  the 
looseness  of  the  tires  of  the  driving  wheels,  which  had  become  heated 
by  the  brakes  being  kept  set  for  too  long  a  time.  It  is  estimated 
that  the  speed  of  the  train  rose  to  55  miles  an  hour  or  higher.  The 
engineman  was  killed,  and  the  precise  nature  of  the  trouble  with  the 
air  brakes  can  not  be  made  out.  So  far  as  can  be  discovered  the 
engineman  had  applied  and  released  the  brakes  too  frequently  to 
admit  of  recharging  the  auxiliary  cylinders.  The  testimony  of  the 
surviving  members  of  the  crew  indicates  that  he  did  not  apply  the 
air  brakes  until  some  time  after  giving  the  whistle  signal  for  the 
application  of  the  hand  brakes. 

The  engineman  was  66  years  old  and  the  company  gives  him  a  good 
record.  The  air-brake  apparatus  was  connected  for  operation  on 
all  the  cars  of  the  train  but  one.  The  conductor  had  noticed  the 
excessive  reduction  of  the  air  pressure  as  shown  on  the  air-brake 
gauge  in  his  caboose,  but  when  he  finally  opened  the  conductor's 
valve  it  was  too  late  for  this  to  have  any  effect  on  the  wheels. 
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Table  3. — Caa$e$  of  aoeidbila  to  employee  in  coupling  and  uncoupling  cars. 


1 

3 
3 

4 
5 
6 
7 

8 

0 
10 

11 
13 

13 
14 

15 

16 
17 
IB 
19 
30 

31 

33 
33 
34 
35 
36 
27 
38 


AfUostlng  coupler  with  Ibot 

Adjusting  coupler,  can  acddentaily  started 

Caraesi  manipulation  of  uncoupling  lever 

Cars  not  equipped  with  autonurtic  coupler 

Coupler  broken,  using  link  and  pin  or  chain 

Coupling  damaged  cars 

Coupling  with  chain  or  other  emergency  appliance  on  curve 

too  sharp  for  automatic  coupling 

Coupling  with  chain  or  other  emergency  appliance  because  of 

uneven  track 

Coupling  or  uncoupling  safety  chains 

Fiiigers  or  hand  caught  between  uncoupling  lever  and  body 

ofcar 

Uncoupling  without  using  lever  (unnecessarv) 

Uncoupling  without  using  lever,  uncouplmg  lever  not  in 

working  order 

Foot  caught  in  Crog,  switch,  or  euardrail 

Opening  or  closing  knuckle  wnen  cars  were  near  together, 

miscslculated  speed 

Opening  knuckle  when  cars  were  near  together,  engine  aooi- 

dentaUv  started 

Opening  knuckle,  part  of  defective  coupler  fell  on  foot 

<X>ening  knuckle,  lost  footing 

Riding  on  car  to  uncouple,  slipped  off 

Struck  by  object  at  side  or  track 

Caught  by  unexpected  movement  of  car,  due  to  slack  running 

in 


Caught  by  unexpected  movement  of  car,  due  to  mistake  or 

muunderstanding  in  giving  hand  signau 

Uncoupling  moving  care  and  lost  footing 

Parte  hard  10  move,  causing  delay 

Went  between  cara  unnecessarily  and  contrarv  to  rule 

Hand  caught  between  projecting  load  and  end  of  next  car. . . . 

No  witness  (fintal  injury) 

Other  causes 

Unexplained 


Train- 
men. 


3 


3 
1 

1 

1 


1 
Z 
3 


34 

0 

7 


3 
6 

3 


43 
3 

33 
3 

19 

3 

4 
1 
3 
6 

15 

6 

11 

3 

5 

4 


8 
8 


Total. 


30    319 


Train- 
men in 
yards. 


1 


1 

»  •  • 

3 

*  ■  « 

3 

i" 


15 
4 
4 


6 

3 

1 
3 


10 
3 

15 

6 


.4 
4 

3 

8 
3 


Yaid 
trainmen 
(switch- 


8 
9 


3 
6 
1 


3 
3 


1 
3 

m  •  * 

2 
3 


33 
9 
3 


5 
16 


7 

"i 


14 

37 
4 

31 

5 
3 
4 
14 
4 

18 

3 
16 

5 
33 

4 


Other 
emptoy- 


3 


.'    1 


18 
0 


1 

3 


4 

i 


3 

3 


10     133     34     356 
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Detaili  of  injurutM  included  in  Table  3,  subcUua  £7. 

J.  1.  Lump  of  coal  fell  from  car. 

J.  3.  Stumbled  over  tie. 

J.  3b  Bnd  gate  closed,  catching  flnser. 

J.  4.  Rtaig  on  linger  caught  on  cham. 

J.  6.  Apron  on  navel  oar  slipped. 

J,  6.  Coupling  dnder  cars,  cmden  splashed  over. 

J.  7.  Struck  by  piece  of  exploding  torpedo. 

J.  8.  Piece  of  coal  fell  fhmi  car. 

J.  9.  Stepped  on  piece  of  glass. 

A.  1.  Struck  foot  against  laO. 

Cot  hand  on  splinter  of  steel. 

Spiinter  of  steel  on  lever  cut  finger. 

F^  through  bridge. 

Stepped  on  bolt 

Stepped  on  nalL 

PIsiuE  fell  off  car. 

Stepped  on  nalL 

Stepped  on  lump  of  coaL 

Scrap  iron  fell  from  oar. 


A.  2. 
A.  8. 
A.  4. 
A.  5. 
A.  6. 
A. 
A. 
A. 
A. 
A. 


7. 
8. 

9. 

10 

U. 


A.  12. 
A.  13. 


Air  hose  flew  up. 

Cut  hand  on  silver  on  car. 


Log  fell  from  car. 
A.  14.  Coupling  car  of  logs;  end  of  log  struck  leg. 
S.  1.  Lump  of  coal  fell  tram  car. 
S.  2.  Struck  bv  air  hose. 
S.  3.  Caught  finger  in  knuckle. 
8.  4.  Cut  hand  on  splinter  of  steel  on  lever. 
S.  5.  Struck  hand  against  naU  In  oar. 
S.  6.  Olove  caught  in  coupler. 
S.  7.  Placed  hand  on  drawbar;  ptaiched. 
S.  8.  Struck  knuckle  pin  with  hand,  bruising  hand. 
S.  9.  Struck  finger  with  piece  of  toon  In  trying  to  open  knuckle. 
S.  la  Lump  of  coal  feU  from  oar. 
8. 11.  Caognt  foot  undff  wheaL 
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Table  3a. — Nature  of  injuries  to  emphyeet  in  coupling  and  uncoupling  eon. 


Injuries. 

Train- 
men. 

Train- 
men In 
yards. 

Yard 
train- 
men. 

Otb«r 
employ- 
ees. 

Loss  of  feet 

2 
2 

1 

2 

1 
1 

4 
2 

Loss  of  legs 

LoRs  of  Arrn^ 

Loss  of  hands 

i" 

13 

2 

1 

2 

5 

3 

12 

42 

38 

9 

25 

19 

43 

113 

Loss  of  fingers 

10 

4 

5 

1 

Loss  of  to^ 

Fractured  sktiU 

Fractured  leg 

1 

2 

4 

9 

22 

27 

7 

7 

10 

29 

70 

2 

2 

6 

2 

1 

Fractured  arm 

3 
3 

1 

11 

15 

2 

6 

4 

26 

41 

2 

1 

5 

3 

Fractured  collar  bone  or  ribs 

Fractured  other  bones 

Contusion  of  head  or  body 

1 

Ck>ntuslon  or  laceration  of  feet 

3 

Contusion  or  laceration  of  toes 

2 

Contusion  or  laceration  of  lees 

1 

Contusion  or  laceration  of  arms 

Contusion  or  laceration  of  hands 

•• 

Contusion  or  laceration  of  fingers 

4 

Dislocation 

Internal  ii^uries 

6 
9 

7 

Sprains 

Miscellaneous 

Total  injuries 

219 
20 

132 
10 

356 
24 

15 

2 

239 

142 

380 

r 

RECAPITULATION. 

Totalkilled » 

Total  injured TSi 

Total  killed  and  injured 775 

Table  4. — Causes  of  accidents  to  employees  classified  {C6  and  C7)  as  falling  from  and 

getting  on  or  off  cars  and  engines. 


a 

QQ 


G& 


C7 


1 
2 
3 
4 

5 
6 

7 
8 
9 
10 
11 
12 
13 
14 
15 

16 

17 
18 


Causes. 


Fell  from  roof  of  box  car  by  reason  of— 

Defect  in  car , 

Ice  or  snow 

Parting  of  train 

Derailment,  collision,  or  shock  due  to  abnormal 
movements  of  cars  other  than  those  In  subclass  3. 

While  setting  brakes 

Fell  from— 

Coal  car 

Freight  car  other  than  box  or  coal  car 

Engine  or  tender 

Passenger  car 

Engines,  tenders,  or  can  (all  kinds)  not  in  motion . . 

Miscellaneous  causes 

Not  clearly  explained 

Slipped  getting  on  moving  trains  or  cars 

Jumping  off  movine  trains 

Jumping  from  eufmies  or  cars  anticipating  collision, 

derailment,  or  other  accident 

Fell  from  engines  or  cars  by  reason  of  defective  hand- 
holds and  ull  steps 

Getting  on  of  off  moving  engine 

Caught  in  frog,  guard  rail,  or  switch 


Total. 


Trainmen. 


4 

5 


3 
10 


7 
7 
5 
1 


49 


16 

77 
34 

7 
51 

117 
19 
87 

272 
55 

165 

170 

48 

•  60 
166 

4 

1,365 


Train- 
men In 
yards. 


1 


1 
3 

1 
2 
6 


4 
9 
2 
1 


32 


1 


35 

15 

3 
28 
59 

3 
47 
81 
26 
69 
122 

8 

15 
112 


628 


Yard 
tralnioen 
(switch- 
ing 
crews). 


1 


I 


3 

3 

1 
2 
5 


2 
8 
2 
3 


33 


96 
48 

8 

24 

51 

3 

29 

255 

62 

83 

110 


Other 

em- 

ployees 


-6     1 
«    t 


1 
5 
3 


5 
1 
8 
3 


50 
124  I    5 

3  '.... 


12 

2 

1 
34 

W 
4 

27 

3» 
3D 
>l 
&5 

4 

1 

31 


900  I  32  .  2»: 
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ACCIDENTS  ON  ELECTRIC  RAILWAYS. 

Table  No.  Ie. — CtuualHes  to  persorUt  July,  August^  and  September ^  1910. 


Colllsloiu 

DerailmmtB 

Accidents  to  trains,  care,  or  eoginea,  ex- 
cept collisions,  derailments,  and  boiler 
explosions 

Bursting  of  or  defects  in  locomotive  boil- 
ers or  boiler  attachments 


Total  train  accidents. 


■ 

I 
I 


61 
17 


6 
1 


and  66). 


I 


40 
1 


85 


Accidents  to  roadway  or  bridges  not  caus- 
ing derailment,  such  as  fires,  floods, 
landslides,  explosions,  etc 

Coupling  or  uncoupling  can  (does  not  in- 
clude accidents  with  air  or  steam  hose). . 

While  doing  other  work  about  trains  (not 
in  shops  or  enginehooses)  or  while  at^ 
tending  switches 

(doming  m  contact,  while  riding  on  can, 
with  overhead  bridges,  tunnels,  or  any 
signal  apparatus,  or  any  fixed  structure 
above  or  at  the  side  of  the  track 

Falling  from  cars  or  engines 

Getting  on  or  ofl!  cars  or  engines , 

Other  accidents  on  or  around  trains  not 
here  named 

Being  struck  or  ran  over  by  engines  or  I 
cars  at  stations  or  yards ~  < 

Being  struck  or  run  over  by  engines  or  ! 
cars  at  highway-grade  croesinas > 

Being  struck  or  run  over  by  engine  or  car  i 
at  other  places ' 

Other  causes I 


Total  other  than  train  accidents. 


Total  accidents  exclusive  of  indus- 
trial accidents 

Industrial  accidents  to  employees  > 


Grand  total. 


41 


1 
2 
4 


352 
62 


8 


Em 

plov 

on  duty 
(e,ce,4,e, 
/,and^). 


I 


4 
1 


422 


9 

17 

275 

46 

1 

6 

3 
8 


7     365 


48 


787 


48 


787 


2 
3 


12 


17 
2 


19 


34 
8 


1 
1 


44 


3 
20 

8 
16 
13 

4 

1 
1 
1 


67 


111 
80 


191 


Em- 


not  on 
duty 


14 


1 
2 


2 
1 


Other 
persons 
not  tres- 
passing 

(0. 


I 


3 

12 

25 
2 


3     44 


44 


44 


1 

'4 

2 


44 

63 

9 


113 


115 


Ties- 


(J). 


a 


2 

7 

24 
1 


35 


1 
4 

2 

2 

9 

33 
3 


54 


Total 
persons. 


1 

s 


44 

2 


46 


2 


3 
5 

7 


8 

19 

53 
3 


35 


115 


35 


64 


54 


100 


146 
2 


148 


72 

9 
1 


468 


20 


18 

34 

298 

55 

4 

60 

90 
20 


602 


1,070 
80 


1,150 


1 " Industrial"  accidents  are  those  occurring  to  employees  of  the  railroad  on  railroad  premises  in  which 
movements  of  cars  or  engines  are  not  involved. 

Table  No.  2e. — Collisions  and  derailments. 


Collisions,  rear 

Collisions,  butting 

Collisions,  train  separating. 
Collisions,  miscellaneous. . , 


Total. 


Derailments  due 
DeiBilments  due 
Derailments  due 
Derailments  due 
Derailments  due 
Dnailments  due 


to  defects  of  roadway,  etc 

to  defects  of  equipment 

to  negligence  of  trainmen,  signalmen,  etc. 
to  unioreseen  obstruction  of  track,  etc. . . . 

to  malicious  obstruction  of  track,  etc 

to  miscellaneous  causes 


Total 

Total  collisions  and  derailments. 


Number. 


30 
18 


13 


61 


3 


2 
3 
1 
8 


17 


78 


Loss. 


$5,284 
17,030 


8,466 


30,780 


160 


750 
1,176 

150 
3,330 


6,656 


36,336 


Killed. 


44 


Injured. 


44 


46 


106 
206 


76 


386 


6 


16 
3 


47 


72 


458 


(Pablio-No.  105.] 

[H.  R.  3640.] 

AN  ACT  Rcqnirliig  oommon  Gurlen  engifed  In  bitcntate  and  foreign  oommooe  to  make  full  rcpocli  of 
all  accidents  to  the  Interatate  Commerot  Commission,  and  authorising  Investlgationa  tbereof  by  aid 
commission.  « 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the  United  Slates  of  America 
in  Congress  assembled^  That  it  shall  be  the  duty  of  the  genial  manager,  Buperintendent, 
or  other  proper  officer  of  every  common  carrier  engaged  in  interstate  or  foreign  com- 
merce by  railroad  to  make  to  the  Interstate  Commerce  Commission,  at  its  office  in 
Washington,  District  of  Columbia,  a  monthly  report,  under  oath,  of  all  collisions, 
derailments,  or  other  accidents  resulting  in  injury  to  persons,  equipment,  or  roadbed 
arising  from  the  operation  of  such  railroad  under  such  rules  and  regulations  as  may  be 
prescribed  by  the  said  commission,  which  rep'ort  shall  state  the  nature  and  causea 
thereof  and  the  circumstances  connected  therewith:  Provided^  That  hereafter  all  said 
carriers  shall  be  relieved  from  the  duty  of  reporting  accidents  in  their  annual  finan- 
cial and  operating  reports  made  to  the  commission. 

Sec.  2.  That  any  common  carrier  failing  to  make  such  report  within  thirty  day« 
after  the  end  of  any  month  shall  be  deemed  guilty  of  a  misdemeanor,  and  upon  con- 
viction thereof  by  a  court  of  competent  jurisdiction  shall  be  punished  by  a  fine  of  not 
more  than  one  hundred  dollars  for  each  and  every  ofifense  and  for  every  day  during 
which  it  shall  fail  to  make  such  report  after  the  time  herein  specified  for  making  the 
same. 

Sec.  3.  That  the  Interstate  Commerce  Commission  shall  have  authority  to  investi- 
gate all  collisions,  derailments,  or  other  aircidents  resulting  in  serious  injury  to  peraon 
or  to  the  property  of  a  railroad  occurring  on  the  line  of  any  common  earner  engaged 
in  interstate  or  foreign  commerce  by  railroad.  The  commission,  or  any  impartial 
investigator  thereunto  authorized  by  said  commission,  shall  have  authority  to  investi- 
gate such  collisions,  derailments,  or  other  accidents  aforesaid,  and  all  the  attending 
facts,  conditions,  and  circumstances,  and  for  that  purpose  may  subpoena  witnesses, 
administer  oaths,  take  testimony,  and  require  the  production  of  books,  papers,  orders 
memoranda,  exhibits,  and  other  evidence,  and  shall  be  provided  by  said  canien 
with  all  reasonable  facilities:  Provided,  That  when  such  accident  is  investigated  by 
a  commission  of  the  State  in  which  it  occurred,  the  Interatate  Commerce  Commissioa 
shall,  if  convenient,  make  any  investigation  it  may  have  previously  determined  upon, 
at  the  same  time  as,  and  in  connection  with,  the  State  commission  investigation. 
Said  commission  shall,  when  it  deems  it  to  the  public  interest,  make  reports  of  such 
investigations,  stating  the  cause  of  accident,  together  with  such  recommendatione 
as  it  deems  proper.  Such  reports  shall  be  made  public  in  such  manner  as  the  commis- 
sion deems  proper. 

Sec.  4.  That  neither  said  report  nor  any  report  of  said  investigation  nor  any  part 
thereof  shall  be  admitted  as  evidence  or  used  for  any  purpose  in  any  suit  or  action  frr 
damages  growing  out  of  any  matter  mentioned  in  said  report  or  investigation. 

Sec.  5.  That  the  Interstate  Commerce  Commission  is  authorised  to  prescribe  for 
such  common  carriers  a  method  and  form  for  making  the  reports  hereinbefore  provided. 

Sec  6.  That  the  act  entitled  ''An  act  requiring  common  carriers  engaged  in  inttf- 
state  commerce  to  make  full  reports  of  all  accidents  to  the  Interstate  Commerce  Com- 
mission,"  approved  March  third,  nineteen  hundred  and  one,  is  hereby  repealed. 
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Sbc.  7.  That  the  term  "interstate  commercep"  as  used  in  this  act,  shall  include 
transportation  from  any  State  or  Territory  or  tiie  District  of  Columbia  to  any  other 
State  or  Territory  or  the  District  of  Columbia,  and  the  term  "foreign  commerce,"  as 
used  in  this  act,  shall  include  transportation  from  any  State  or  Territory  or  the  Dis- 
trict of  Columbia  to  any  foreign  country  and  from  any  foreign  country  to  any  State  or 
Territory  or  the  District  of  Columbia. 

Sac.  8.  That  this  act  shall  take  effect  sixty  days  after  its  passage. 

Approved,  May  6, 1910. 

BTECtAL  I27FOBMATION  CONTAINED  IN  PBBOBDINO  BXTLLBTINS.' 

Each  accident  bulletin  previous  to  No.  37  contains  tables  showing  the  number  of  pas- 
sengen  and  employees  killed  and  injured,  and  these  figures  aro  classified  according 
to  cause  (see  Table  No.  1);  also  tables  showing  cost  of  the  different  classes  of  train 
accidents.  The  causes  of  accidents  to  employees  in  coupling  and  uncoupling 
and  in  idling  from  cars,  etc.,  are  further  classified  in  Tables  No.  3  and  No.  4. 
The  most  serious  collisions  and  derailments  are  dealt  with  in  a  supplementary 
table  (Class  A),  showing  the  causes  in  some  detail.  Each  bulletin  is  for  three 
months,  and  No.  1  was  for  the  quarter  ending  September  30,  1901.  Beginning 
with  Bulletin  No.  37  the  statistics  include  all  railroad  accidents,  instead  of  being 
confined  to  passengers  and  employees.  The  bulletin  for  the  quarter  ending  June 
30  contains,  in  addition  to  the  quarterly  statistics,  tables  showing  the  same 
information  for  the  whole  of  the  fiscal  year  ending  on  that  date. 

Bulletin  No.  25  shows  110  passengers  killed  in  train  accidents,  three  collisions  and 
one  derailment  being  responsible  for  80  deaths  in  this  class.  The  number  of  pai^ 
sengers  killed  from  other  causes  (mostly  their  own  negligence)  also  shows  a  large 
increase.  One  of  the  most  serious  collisions  was  due  to  the  misreading  of  a  dis^ 
patcher's  order,  and  another  to  a  mistake  in  sending  or  receiving  the  order. 

Bulletin  No.  26  shows  a  marked  decrease  in  casualties  as  compared  with  preceding 
quarters,  a  laige  falling  o£f  in  railroad  traffic  having  taken  place.  The  list  of 
"prominent"  train  accidents  includes  only  three  cases  which  may  be  classed  as 
notable. 

Bulletin  No.  27  shows  further  marked  decreases  in  casualties  incident  to  the  large 
falling  o£f  in  railroad  traffic.  The  number  of  passengers  and  employees  killed  in 
train  accidents  (125)  is  the  smallest  since  the  monthly  records  were  established. 
The  most  &tal  accident  in  this  quarter  was  a  collision  at  a  street  crossing,  where  8 
passengers  in  an  electric  car  were  killed. 

Bulletin  No.  28  recorded  the  smallest  number  of  passengers  killed  in  train  accidents 
(13)  ever  reported  in  the  quarterly  records.  The  total  of  passengers  and  em- 
ployees killed  in  train  accidents  (112)  was  13  less  than  the  previous  low  record 
(125,  Bulletin  27).  Of  the  13  passengers  killed  in  train  accidents,  7  were  victims 
of  a  butting  collision  on  an  electric  railroad. 

Bulletin  No.  29  showed  totals  far  smaller  than  the  corresponding  quarter  one  year 
previous,  but  the  diminution  in  the  number  of  casualties,  which  had  continued 
during  the  year  of  depression,  seemed  to  have  been  checked.  The  number  of 
passengers  killed  in  train  accidents  was  53,  and  there  were  8  notable  collisions. 

Bulletin  No.  30  recorded  34  passengers  killed  in  train  accidents  (including  15  victims 
of  a  forest  fire).  One  collision  resulted  in  8  deaths  of  passengers,  and  two  deraiL 
ments  killed  16  employees. 

Bulletin  No.  31,  in  part,  continues  the  favorable  showing  of  the  quarter  one  year  pre- 
vious (Bulletin  27),  though  it  covers  a  i>eriod  of  considerable  revival  of  business. 
One  collision  caused  20  deaths  and  28  injuries. 

1  For  notes  on  Bulletins  1-10»  see  Bnltottn  No.  17;  for  notes  on  BnUetina  17-24,  see  Balletln  No.  SO. 
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BuUetiii  N  o.  32  shows  a  total  of  99  passengers  and  employees  killed  in  train  accidents — 
the  lowest  quarterly  record  thus  far  shown.  It  is  to  be  observed,  however,  that 
a  butting  collision,  causing  the  death  of  9  passengers  and  1  employee,  occurring 
on  an  electric  road,  was  not  included,  the  railroad  company  having  failed  to  make 
a  report  of  the  accident  as  required  by  law.  The  quarter  in  1908  with  ^^ch 
this  one  is  most  naturally  compared  (Bulletin  28)  had  one  collision  on  an  eleetric 
line  in  which  7  persons  were  killed. 

Bulletin  No.  33  shows  considerable  increases  in  most  of  the  casualty  items,  marking 
the  expansion  of  traffic  on  all  of  the  principal  railroads.  Five  accidents — 4  col> 
lisions  and  1  derailment--caused  47  deaths. 

Bulletin  No.  34  shows  heavy  totals  in  the  casualty  lists  incident  to  the  great  expansion 
in  railroad  traffic  accompanying  the  general  revival  in  business.  There  was  no 
very  notable  passenger-train  accident,  but  a  collision  between  a  work  train  and  a 
freight  killed  14  laborers.  The  list  of  causes  of  prominent  collisions  is  unusually 
varied. 

Bulletin  No.  35  shows  110  passengers  killed  in  train  accidents,  the  total  in  this  item 
being  swelled  by  two  great  disasters,  an  avalanche  in  the  State  of  Washington 
and  a  derailment  in  Iowa. 

Bulletin  No.  36,  for  the  quarter  ending  June  30,  1910,  shows  no  accident  of  notable 
magnitude,  but  the  totals  are  all  larger  than  for  the  same  quarter  of  1909. 

o 


QEMEHAL  LIBRi 
~7  "  ~  HW  4  191 

(^1  ,  >i ,     Interstate  Commerce  Commission 

•^  Washington,  D.  C. 


Accident  Bulletin 


No.  38 


Railroad  Accidents 

in  the  United  States 


During  October,  November,  and  December 

1910 


Washington 
Government  Printing  Office 
1911 


ACCIDENT  BULLETIN  NO.  38 


Collisions,  Derailments,  and  other  Accidents 

to  Trains,  Accidents  to  Roadway, 

and  Casualties  to  Persons 


from  all  causes 


on  the  Railroads  of  the  United  States 


during  the  months  o( 


Octpber,  November,  and  December,  1910 


INTEROTATE  COMMERCE  COMMISSION 
WASHINGTON.  D.  C 


* 


WASHINGTON 
GOVERNMENT  PRINTING  OFFICE 

1911 


THE  INTERSTATE  COMMERCE  COMMISSION. 


JUDSON  C.  CLEMENTS,  of  Georgia,  Chairman. 
CHARLES  A.  PROUTY,  of  Vermont. 
FRANKLIN   K.  LANE,  of  California. 
EDGAR  E.  CLARK,  of  Iowa. 
JAMES  S.  HARLAN,  df  Illinois. 
CHARLES  C.  McCHORD,  of  Kentucky. 
BALTHASAR  H.  MEYER,  of  Wisconsin. 

EDWARD  A.  MOSELEY,  Secretary. 
2 


Aoddent  Bulletin  No.  38. 

RAILROAD  ACCIDENTS 

IN  THE  UNITED  STATES  DURING  THE  THREE  MONTHS 

ENDINO  DECEMBER  31,  1910. 


The  number  of  persons  killed  in  train  accidents  during  the  months 
of  October,  November,  and  December,  1910,  as  shown  in  reports 
made  by  the  railroad  companies  to  the  Interstate  Commerce  Commis- 
sion under  the ''  accident  law"  of  May  6, 1910,  was  248,  and  of  injured 
3,729.  Accidents  of  other  kinds,  including  those  sustained  by  em- 
ployees while  at  work,  by  passengers  in  getting  on  or  off  cars,  by 
travelers  at  highway  crossings,  by  persons  doing  business  at  stations, 
etc.,  by  trespassers,  and  others,  bring  up  the  total  number  of  casu- 
alties, excluding  ''industrial  accidents,''  to  22,686  (2,669  killed  and 
19,927  injured).  Accidents  to  employees  resulting  in  slight  injuries, 
which  do  not  prevent  the  employee  injured  from  performing  his  accus- 
tomed service  for  more  than  3  days  in  the  aggregate  during  the 
10  days  immediately  following  the  accident,  are  not  reported.  The 
casualties  to  passengers  have  been  divided  into  three  classes.  Class  a 
includes  all  ordinary  passengers.  Class  b  includes  passengers  trav- 
eling on  freight  trains.  Class  bh  includes  persons  who  are  customarily 
carried  on  trains  under  special  arrangements,  such  as  postal  clerks 
and  express  messengers,  employees  on  Pullman  cars,  newsboys,  live- 
stock'tenders,  and  men  in  charge  of  freight.  The  reported  casualties 
are  classified  in  Table  No.  1,  given  below,  and  more  in  detail  in  Table 

No.   1B.» 

The  statistics  here  given  present  the  record  of  the  standard  rail- 
roads, for  convenience  called  ''steam  roads,"  in  distinction  from 
electric  railways.  The  accident  statistics  of  those  electric  lines  on 
which  interstate  traffic  is  carried,  and  which,  therefore,  are  subject 
to  the  Federal  accident  law,  are  given  in  a  second  table,  No.  1e,  and 

in  Table  No.  2e. 

—  

1  This  bulletin  Is  the  second  to  be  Issued  under  the  revised  accident  law.  The  quarterly  bulletins  prsvlous 
to  No.  37  Included  only  tout  classes  of  aoddentSi  namely,  (1)  oolllsioos,  (2)  derailmexfts,  (3)  oamaltlBS  to 
passengers,  and  (4)  casualties  to  employees  on  duty.  The  statistics  of  other  accidents  on  laOroads  prevfoa 
to  July  1, 1910,  wHI  be  found  in  the  annual  statistical  reports  of  the  GommiflBlon. 

The  class  termed  "Industrial  accidents/'  as  found  in  the  present  buOetln,  Includes  a  large  part  of  tfaoM 
^^^^KmtitSfa  to  employees  which  in  former  bulletins  have  been  included  in  the  eighth  item  ("Other  causes") 
of  Table  No.  1,  as  explained  in  Bulletin  No.  37. 
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INTERSTATE   COMMERCE  COMMISSION. 
Table  No.  1. — Cagualties  to  persons,  October ^  November,  tmd  December,  1910. 


Cftoaes. 


1.  Collisions 

2.  Derailments 

3.  Hlsoellaneoas  train  aoddenis,  in- 

cluding looomotive-boiler    ex- 
plosions   


4. 


Total  train  accidents 

Accidents  to  roadway  or  bridges 
not  causing  derailment,  such  as 
fires,  floods,  landslides,  explo- 
sions, etc 

Accidents  in  connection  with  rail- 
road operation  other  than  thoee 
to  trains  or  roadway  (classes  C-^ 
to  C-IS,  inclusive),  not  includ- 
ing industrial  accidents. 


Total. 


Iildpi8tri|Jaccidflnts  to  employees: 

6.  while  working  on  tracks  or 

bridges 

7.  At  stations ,  freight  houses.  «i- 

gine  houses,  coalingstatlons, 
water  stations,  etc.,  wha« 
no  moving  laUroad  car  or 
engine  is  involved 

8.  In  and  around  shops 

9.  On  boats  and  wharves 

10.  At  other  places 


Total  casualties  in  industrial 
accidents 


Total  casuiUtles  in  all  acci- 
dents  


Num- 
ber of 
acci- 
dents. 


1,834 
1,632 


6f0 


3,916 


86 


(classes  a, 
b,  and  56). 


EaUed. 


18 
12 


80 


65 


In- 
jured. 


974 

588 


39 


1,601 


1.739 


96 


96 


3,346 


3,346 


Employees, 
including  em- 
ployees not  on 
duty. 


Killed. 


117 
56 


28 


201 


734 


935 


36 


26 

21 

3 

21 


107 


1,042 


In- 
Jured. 


1,120 
437 


497 


Other  peraoos. 


KUtod. 


9 

7 


2,054 


27 


11,801 


13,882 


4,239 


4,847 

9,426 

32S 

1.557 


20,394 


34,276 


17 


1,611 


1,628 


1,628 


In- 
jured. 


25 
21 


18 


74 


2,624 


2,609 


2,699 


Total 


Killed 


144 

75 


348 


2,410 


Ib- 
jured. 


2,119 
1.0G6 


554 


8,79 


34 


16,164 


2,660 


36 


21 

3 

21 


107 


2.766 


19,927 


4,239 


4,847 
9,426 


1.557 


40,321 


Note.— Accidents  occurring  in  connection  with  railroad  operation  or  distinctively  railroad  work  an 
oovned  in  the  items  numt>erra  1  to  5.  inclusive.  The  same  statistics  are  given  more  in  detail  in  the  double- 
page  table  on  pages  10  and  11.  "Industrial  accidents''  (items  6  to  10,  inclusive)  are  ItKMe  oooacring  to 
employees  oX  tne  railroad  on  railroad  premises  in  which  the  movement  of  cars  or  engines  ia  not  involved. 

In  those  classes  of  items  in  the  foregoing  table  iidiich  are  made  up 
on  the  same  basis  as  under  the  former  law,  and  which  therefore  may 
be  compared  with  the  records  of  a  year  ago,  the  totals  show  decreases 
in  every  instance,  as  wiH  be  seen  by  Table  No.  1a  below;  a&d  the 
comparison  with  Bulletin  37,  for  the  quarter  immediately  preceding 
this,  is  favorable  aJso,  except  under  the  head  of  coupling  accidents. 
In  connection  with  the  first  item  of  Table  No.  1  a  it  is  to  be  observed 
that  in  this  quarter,  as  in  the  one  last  preceding,  the  figures  here 
shown  should  be  supplemented  by  those  showing  passengers  killed 
in  collisions  on  electric  railways  (Table  No.  1e),  for  in  both  these 
quarters  the  worst  disasters  in  the  record  occurred  on  "interurban'* 
lines.    These  electric-car  collisions  are  included  in  Table  No.  2a. 
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Table  No.  Ia. — ComjHxrison  of  principal  items  wUh  last  bulUtin  and  with  otic  year  back 


1.  Passengers  killed  in  train  accidents 

2.  Passengers  killed*  all  causes 

3.  Employees  (on  duty)  killed  in  train  accidents 

4.  Employees  con  duty)  killed  in  coupling 

5.  Employees  (on  duty)  killed,  total  (Table  IB) 

6.  Total,  passengers  and  employees  (items  2  and  5,  above) 

7.  Other  persons  killed  (including  trespassers,  non trespassers,  and 

employees  not  on  duty),  all  causes 

S.  Employees  killed  in  industrial  accidents 


Bulletin  38. 

BuUetin37. 

90 

63 

96 

135 

199 

200 

60 

56 

841 

809 

937 

1,004 

1,722 

1,044 

107 

132 

Bulletin  34. 


39 
105 
205 

66 

968 

1,073 


The  total  number  of  collisions  and  derailments  in  the  quarter  now 
under  review  was  3,366  (1,834  collisions  and  1,532  derailments),  of 
which  241  collisions  and  152  derailments  affected  passenger  trains. 
The  damage  to  cars,  engines,  and  roadway  by  these  accidents 
amounted  to  $2,831,469.  Given  more  in  detail,  these  facts  appear 
B3  below  (collisions  and  derailments  which  cause  no  death  or  per- 
sonal injury  and  which  cause  not  over  $150  damage  to  the  property 
of  the  railroad  are  not  reported) : 

Tablb  No.  2. — Collisums  and  derailments. 


Collisions,  rear 

Collisions,  butting 

Collisions,  train  separating 

CoUi^ns,  misoelluieous 

Total 

Derailments  due  to  defects  of  roadway,  etc 

Derailments  due  to  defect  of  equipment 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc 
Derailments  due  to  unforeseen  obstruction  of  track,  etc. . . 

Derailments  due  to  malicious  obstruction  of  traclc,  etc 

Derailments  due  to  miscellaneous  causes 

Total 

Total  collisions  and  derailments 

Total  for  same  quarter  of  1 909 

1908 

1907 


Number. 


405 

212 

102 

1.115 


1.834 


297 
709 
lOB 
58 
15 
345 


1,532 


3.366 
8,206 
2,684 
8,964 


Loss. 


1427,895 

462,246 

37,832 

670,313 


1,498,286 


263,186 

599,532 

77,957 

38,176 

24,376 

329,956 


1,333,183 


2,831,469 
2,733,880 
1,040,133 
2,962,470 


Killed. 


47 
58 


39 


144 


9 

10 

10 

6 

7 

33 


75 


219 
220 
173 
197 


Injured. 


482 

663 

87 

937 


2,119 


8S2 

146 

88 

71 

82 

836 


1,056 


3,175 
3,731 
2,616 
3,813 


Following  is  the  usual  list  of  class  A  train  accidents — all  in  which 
the  damage  is  reported  at  $10,000  or  over,  notable  cases  in  which 
pa^engers  are  killed,  and  those  doing  damage  less  than  $10,000  and 
down  to  $2,000,  wherever  the  circumstaiices  or  the  cause  may  be  of 
particular  interest. 
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Table  No.  2a. — Causes  of  47  prominent  train  aeeidenU. 

[Non.— R  stands  for  rear  ooUisioii;  B,  batting  oolUsfon;  M,  xnlsoeUaneoos  ooUlslons;  D,  deraflzncnt;  P, 

sengertT^ln;  F,  freight  and  mJsoeUaneous  trains.] 

COLLISIONS. 


No. 


8 


6 
6 


9 
10 


11 

12 
13 

14 

15 


16 

17 

18 
19 

aol 


21 
22 


23 


Claae. 


R 


B 
B 

B 


B 
B 


B 

B 

B 

R 
B 


B 

If 

B 
B 

B 


B 
R 


Kind  of  train. 


PandP 


PandP 


FandF 


R       PandP 

FandF 
FandF 

PandP 

PandF 

Fand  F 
PandF 


Fand  F 

Fand  F 

PandP 

FandP 
FandF 


FandF 

PandF 

PandF 
PandP 

FandF 


PandF. 
PandF. 


PandP 


•s 


2 


0 

5 

6 


3 
0 


4 

36 

2 
3 


1 

1 

2 
0 


3 

0 


154 


24 


6 
25 

18 


1 
9 


4 

19 

21 

2 


1 
3 

13 

29 

6 


4 

8 


sg-s 
582 


9368 


2,006 


2,400 


2,812 

2,961 
2,973 

35,500 
4,874 


5,000 
5,200 


5,660 

6,200 

7,500 

8.600 
8,700 


9,000 

10,000 

10,000 
10,150 

10,475 


10,874 
14,600 


0  1    28       14,700 


s 


71 


72 


46 


15 


42 


81 


77 


6 
70 


89 


13 
82 


11 
49 

52 

14 

47 


54 

73 


39 


Electric  car  run  into  by  foUowInc  car  bv  reason  of 
darkness.  Leading  car  bad  been  stopped  by 
some  defect  and  the  trolley  wheel  had  bera 
pulled  away  from  the  trolley  wire,  extfaigaisbing 
tail  lights. 

Dispatcher,  contrary  to  mle,  aathoriscd  the  ran- 
nmg  of  the  second  section  of  a  peasenger  train  on 
a  caution  card.  Engtneman  also  at  uult  for  not 
keeping  a  good  lookout;  he  was  flagged  but  did 
not  need  the  slenaL 

Collision  at  meeting  point  (5  a.  m.).  Encfnemeo 
and  fireman  of  westbound  train,  asleep,  nad  nm 

Eist  two  automatfto  block  signls  ana  a  fusee, 
en  in  charge  of  eastbound  train  at  fault  for  en- 
croaching on  the  time  of  the  westboond,  3  min- 
utes. 

Passenger  train  approached  statkm  not  under 
control  (6  a.  m.).  Five  drovers  fn  freight  gbt 
boose  killed.  Engineman  addicted  to  Ikioor,  but 
his  superiors  had  not  disooyered  the  fiMSt. 

Collision  at  meeting  point  (4  a.  m.).  Engine- 
man  asleep;  had  been  on  duty  4  hours. 

Work  train  and  extra  freight  train  collided  in  dense 
fog.  Men  in  charge  of  freifht  at  fiuilt  for  not  pro- 
tecting their  train  by  sending  out  flagman. 

Disregard  of  block  signals.  Engineman  reported 
killed:  but  it  is  believed  that  he  had  been  dis- 
abled by  sudden  sickness  or  death.  See  note  in 
text  below. 

Passenger  train  f3  a.  m.)  tan  Into  rear  of  extra 
freight.  Clear  block  signal  given  when  block 
was  not  clear,  by  telegmpher  21  years  old,  of  2 
years'  experience. 

Operator  tailed  to  deUver  order. 

Engineman  of  light  endne  overlooked  schedule  of 
regular  passenger  train.  No  conductor  on  light 
engine;  engineman  experienced;  fireman,  21 
years  old,  was  on  his  first  trip  outside  ol  yard: 
had  been  in  service  in  yard  17  days. 

Opentor  failed  to  deliver  order;  conductor  and  en- 
gineman neglected  to  check  deanmoe  caid 
aeainst  orders  in  their  possession. 

Failure  to  identify  train  met  See  note  In  text 
below. 

Northbound  electric  car  ran  past  meeting  point 
See  note  in  text  below. 

False  clear  block  signaL    See  note  in  text  below. 

Westbound  extra  encroached  on  time  of  regular 
eastbound  freight;  engineman  killed;  extza  bad 
right  over  second  section,  but  conductor  care- 
lessly assumed  had  right  over  both  first  and  see- 
ond.    He  did  not  show  ordet  to  flaipnan. 

Engineman  of  light  engine  misread  dispatcher's 
order;  fireman  did  not  read  it 

Excessive  speed  and  disregard  of  stop  signal  at  h>- 
terlocking.    Engineman  killed. 

False  clear  Dlook  signal.    See  note  In  text  below. 

lOsplaced  switch  In  yard;  low  switch  stand;  en- 
gineman and  flireman  not  blamed. 

Westbound  train  ordered  to  run  2  hours  25  min- 
utes late;  ran  2  hours  15  minutes  late  (3  a.  m.)- 
Engineman  says  he  made  mistake  reading  time- 
table; conductor  makes  same  claim,  bat  super- 
intendent does  not  admit  claim. 

Careless  running.    See  note  in  text  below. 

Passenger  train  standing  at  flag  station  run  into  at 
rear  by  following  freight:  operator  6  mUes  back 
did  not  maintain  full  time  interval  between 
trains.  Men  in  charge  of  both  trains  also  at 
fault 

False  clear  block  signal.    See  note  in  text  below. 
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Table  No.  2a. — Camea  of  47  prominent  train  accidenU — Contmued. 

COLLISIONS— OoDtSnued. 


No. 


24 


37 


B 


B 


SSndofftnln. 


PaadF 

FandP 

FuidF 

FandF 

PwdF 

Total.... 


e 

8 


00 


18 

20 
1 

U 

10 


457 


i  « J. 


16,700 

18,300 
27,000 

50,000 

15,000 


318,146 


87 

7 
63 

83 

00 


Cmmb. 


PasMDger  train  approached  station  with  speed 
not  under  proper  control;  yard  engine  on  main 
track  without  protection.  Engineman  of  pas- 
senger train  Icilwd. 

Operator  felled  to  deliver  order.  See  note  in  text 
oelow. 

Conductor  and  engineman  of  westbound  train 
overlooked  schedule  of  eastbound  (4  a.  m.). 
These  2  men  were  killed. 

Train  of  13  dump  cars  became  uncontrollable  on 
steep  descending  grade.  It  is  believed  that  an 
angle  cock  aocldentally  became  closed. 

Careless  running,  and  failure  of  flagman  to  proteet 
standing  car.    (Electric  cars. ) 


DERAILMENTS. 


1 

D 

2 

B 

3 

D 

4 
5 
6 
7 
8 

D 
D 
D 
D 
V 

9 

D 

10 

D 

11 

D 

12 
13 
14 

D 
D 
D 

15 

D 

16 
17 

D 
D 

IS 
19 

D 
D 

F-, 
P... 


F..., 


P... 
P.., 
F... 
F... 

P-. 

F... 
F.., 


P.. 


F, 
F, 
P. 


F 
P. 


F. 
P, 


1 
8 


0 
0 
0 
0 
0 

0 

0 


0 
0 
1 


0 
4 


2 
0 


Total 15 


Total  collisions  and  j 
derailments 114 


1 

$1,000 

38 

58 

2,600 

31 

0 

4,010 

103 

2 

10 
0 
0 

1 

7,200 

8,600 

10,000 

10,250 

10,700 

86 
04 
18 
61 
60 

0 

10,800 

60 

0 

11,100 

21 

46 

11,260 

06 

0 
0 

14 

12,000 
12,810 
14,000 

01 
95 
35 

3 

15,000 

27 

0 

18 

15,850 
10,235 

25 

101 

2 
55 

218 

20,200 
36,000 

26 
23 

233.510 

675 

551,666 

Ixnproper  fitting  of  miter  rail  Joint  at  drawbridge 
See  note  in  text  below. 

Excessive  speed;  60  miles  an  hour  on  track  whers 
the  highest  allowable  speed  was  30  miles  an  hoar; 
conductor  and  engineman  both  experienced. 

Excessive  speed  on  curve;  engineman  was  making 
his  fourth  trip  on  this  division. 

False  clear  slgiml.    See  note  In  text  below. 

Defective  side  bearing  of  tender. 

Broken  flange. 

Broken  axle. 

Excessive  speed  through  crossover.  Engineman 
(3  a.  m.)  failed  to  observe  distant  signal. 

Runaway  on  steep  descending  grade.  See  note  in 
text  below. 

Runaway  on  steep  descending  grade.  In  prepar- 
ing to  move  standing  cars,  tne  hand  brakes  wera 
released  before  the  air  reservoir  was  filled. 

Derailed  at  frog  because  of  absence  of  guard  ralL 
Guard  rail  had  been  torn  up  by  some  cause  un- 
discovered. 

Part  of  brake  rigging  fell  on  track. 

Broken  arch  barla  truck  of  ooal  car. 

Ifisplaoed  switch  (4  a.  m.).  Switch  had  been  nm 
through  by  a  freight  train  traveling  in  the  oppo- 
site direction. 

At  derailing  switch  at  end  of  doable  track;  exces- 
sive speed  on  descending  grade. 

Broken  truck  (aich  bar). 

Undiscovered;  speed  40  miles  an  hout;  curvatuia 
of  track  6  degrees:  trsck  in  good  condition.  Four 
mall  clerks  killed. 

Undiscovered. 

Failure  of  top  chord  of  lattice  girder  br'dge,  76  feet 
long.  Plan  of  bridge  provided  a  sufficient  Itetor 
of  safety;  "  lisilure  of  material  a  mystery." 


CoUiaion  No,  7  was  a  butting  collision  of  passenger  trains  on  a 
double-track  railroad;  the  westbound  train  having  been  turned  on 
to  the  eastbound  track  for  a  few  miles  in  consequence  of  an  obstruc- 
tion on  the  westbound  track.    When  it  had  nearly  reached  the  point 
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where  it  would  be  returned  to  the  westbound  track  and  while  running 
at  about  25  miles  an  hour,  it  was  met  by  an  eastbound  train  running 
at  about  45  miles  an  hour.  The  collision  occurred  at  about  2  a.  m. 
The  eastbound  train  had  run  past  one  distant  and  three  home  signals 
set  against  it.  The  engineman  was  killed  and  it  is  not  ksKywn  how 
he  came  to  disregard  the  signals;  but  the  superintendent  reaches  the 
conclusion  that  probably  he  had  be^i  disabled  by  sudden  mdcAess  or 
by  sudden  death.  He  was  55  years  old  and  had  been  a  carefol  and 
painstaking  engineman  for  26  years.  About  10  months  before  the 
date  of  the  accident  he  had  taken  a  vacation  of  considerable  length 
because  of  ill-health;  and  at  the  invest^ation  of  the  accid  At  it  was 
disclosed  that  he  had  recently  been  taken  sick  on  the  street.  At  one 
time  he  had  been  unconscious  for  about  40  minutes  in  a  fainting  spell, 
with  apparently  complete  suspension  of  animation;  but  there  were 
no  indications  of  sickness  when  he  reported  for  duty  on  the  trip 
which  ended  in  the  collision. 

OoUision  No.  12  between  westbound  and  eastbound  freight  trains, 
about  3  a.  m.,  was  due  to  the  failure  of  the  men  on.  tiie  westbound 
train  to  identify  eastbound  trains  which  they  met.  The  engineman 
of  the  westbound  train  was  killed  and  his  neglect  is  unexplained. 
This  train  was  ordered  to  meet  two  eastbound  trains  at  G,  and  the 
conductor  and  the  other  surviving  members  of  the  crew  say  that  they 
thought  they  saw  the  tail  lights  of  two  trains  at  that  station;  but 
they  admit  that  they  did  not  take  care  to  see  whether  there  wei^  two 
engines.  The  eastbound  train  which  was  met  at  G  sounded  a  whistle 
signal  to  indicate  that  a  second  section  of  the  same  train  was  follow- 
ing, and  this  whistle  signal  was  answered  by  a  whistle  signal  from  the 
engine  of  the  westbouiKi  train;  but  it  is  the  contusion  of  the  super- 
intendent that  this  answer  was  given  by  the  fireman  and  that  the 
engineman  was  asleep. 

GdOAsion  No.  IS  occurred  on  an  electric  interurban  railway.  It 
was  between  a  northbound  and  a  southbound  passenger  train,  each 
''train"  consisting  of  a  single  car.  Both  were  running  at  a  speed 
of  about  35  miles  an  hour  immediately  before  the  collision,  and  both 
were  badly  wrecked.  The  collision  was  due  to  forgetfulness  of  the 
men  in  charge  of  the  northbound  train.  They  ran  their  car  about  2^ 
miles  beyond  the  point  at  which  they  should  have  met  the  south- 
bound, this  point  having  been  fixed  by  an  order  that  had  been  issued 
to  them  by  the  train  dispatcher. 

The  motorman  at  fault  has  absolutely  no  explanation  to  give  as  to 
how  he  came  to  forget  the  order.  He  had  been  on  duty  only  18 
minutes,  having  just  begun  his  trip.  He  had  been  in  the  e^^flkj  of 
the  road  about  four  years,  and  is  spdcen  of  in  the  report  as  a  careful 
and  competent  employee. 
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The  conductor  of  this  car  claims  to  have  observed  that  the  motor- 
man  was  mmiing  past  the  appointed  meeting  place,  and  says  that  he 
gave  m  signal  of  one  stroke  on  the  bell,  indicating  ''stop'';  but  the 
motorman  denies  that  he  received  such  a  signal,  claiming  that  he 
received  a  signal  of  two  strokes,  meaning  ''proceed."  The  super- 
intendent holds  that  the  conductor,  instead  of  giving  the  ordinary 
stop  signal,  should  have  given  the  emergency  stop  signd  provided  for 
in  the  rules.  This  was  not  done.  The  conductor  says  that  when  he- 
noticed  that  the  motorman  did  not  obey  the  stop  signal  he  assumed 
that  he  (the  motorman)  had  received  further  orders;  and  the  conr 
ductor  started  toward  the  front  of  the  car  to  inquire  as  to  this.  He 
was  stopped,  however,  by  a  passenger  who  asked  him  a  question,  and 
before  he  had  finished  talking  with  the  passenger  the  collision  had 
occurred.  The  conductor  had  been  employed  by  the  company  about 
three  months,  and  his  record  up  to  the  time  of  the  collision  was  clear. 
He  had  previously  and  for  several  years  been  employed  as  night 
agent  at  a  station  on  a  large  railroad  and  brought  recommendations 
from  that  road  as  a  capable  man,  sober,  industrious,  and  honest; 
and  as  one  whose  work  had  been  satisfactory. 

OoUision  No,  I4  was  due,  primarily,  to  a  false  clear  block  signal. 
A  passenger  train,  standing  at  a  station,  was  run  into  at  the  rear  by 
two  engines,  coupled  together,  without  train,  and  the  rear  car  of  the 
passenger  train  was  wrecked,  and  was  destroyed  by  fire,  illuminating 
gas  from  its  ruptured  pipes  having  been  ignited  by  sparks  in  the 
front  end  of  the  coUiding  engine,  which  was  broken.  Thfe  station  at 
which  the  passenger  train  was  standing  was  at  about  the  middle  of 
the  block  section.  The  block  section  (manual)  extends  from  C, 
2  miles  west  of  this  station,  to  S,  2  miles  east  of  it.  The  passenger 
train  had  been  delayed  eight  minutes  by  a  defective  coupler,  and  the 
rear  brakeman  is  held  at  fault  for  not  having  gone  back  with  red 
signals  to  stop  any  following  train.  The  conductor  is  also  held  at 
fault  for  not  having  seen  that  this  was  done.  The  rear  passenger  car 
of  the  train  was  empty  at  the  moment  of  the  collision,  and  the  two 
persons  killed  and  three  of  the  injured  were  standing,  at  the  moment 
of  the  collision,  on  the  track  between  the  engine  of  the  passenger 
train  and  its  leading  car,  the  defective  coupler  having  been  at  this 
point.  The  signalman  at  C  had  had  four  and  one-half  months' 
experience,  but  had  been  a  telegrapher  for  tliree  years  before  that. 

CoUision  No.  18  was  due  to  a  false  clear  block  signal  given  by  a 
signalman  who  was  confused.  He  omitted  to  examine  the  block 
sheet,  and  also  gave  misleading  information  to  the  dispatcher.  He 
gave  a  clear  block  signal  and  also  a  clearance  card  to  a  westbound 
work  train.  This  train  was  delayed  and  did  not  start  at  the  time 
expected,  and  the  signalman,  being  called  upon  to  admit  another 
87010*'— 11 2 
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Table  No.  1b. — Casualties  to  passengert,  empU 


Passengers 
(a). 

Passengers 

on  freight 

trains 

(6). 

Persons 

carried 

under 

agreement 

or  contract 

Total  (a,  5, 
andU). 

1 

1    Trainmen        Tn.-  a 
(c).            in  yarn 

1 

* 

3 
5 

1 

a 

5 

1 

1 

6 
6 

• 

s 

s 

i 

5 

1  1 

Collisions 

Derailments 

815 
491 

27 

9 
1 

31 
25 

128 
72 

10 

18 
12 

974 
568 

39 

82 
.« 

1 
24 

572 
299 

Accidents  to  trains,  cars,  or  en- 
gines, except  collisions,  derail- 
ments, ana  boiler  explosions . . . 

2 

150   ... 

Bursting  of,  or  defects  in,  loco- 
motive boilers  or  boiler  attach- 
ments  

' 

• 

215 

10 

. 

Total  train  accidents 

8 

1.333 

58 

12 

210 

30 

1.601 

147 

1,236  1      1' 

Accidents  to  roadway  or  bridges 
not  causing  derailment,  such 
as  fires,  floods,  landslides,  ex- 
plosions, etc 

I 

5 

1 

1 

6 

23 

8 

17 
51 
17 

"u 


14 

4 

9    ... 
27U          " 

Coupling    or    uncoupling    cars 
(does  not  include  accidental 
with  air  or  steam  hose) 

While  doing  other  work  about 
trains  (not  in  shops  or  engine 
houses)    or    while   attenoing 
switches 

* 
1 

1 
1 

1 

1 

1 

3,029         ^ 

Ck>ming  in  contact  while  riding 
on  cars,  with  overhead  bridges, 
tunnels,  or  any  signal  appara- 
tus, or  any  fixed  structure 
above  or  at  the  side  of  the 
track 

S 

86 
664 

586 

37 

1 

1 

7 

15 

140 

2 

■'2i' 

34 

« 

18 

6 

96 

607 

807 

41 

1 

sao       z 

659        11 

871       : 

i     

27        3f 

2 

24          1 

89         I 

Falling  from  cars  or  engines 

Other  accidents  on  or  around 
trains  not  here  named 

16 
23 

4 

13 

«  >  •  •  • 

-    •   a  •   > 

3 
18 

81 

2 

5 

1 

2 

Being  struck  or  run  over  by  en- 
gine or  car  at  stations  or  yards . . 

Being  struck  or  run  over  oy  en- 
gine or  car  at  highway  grade 
crossings 

Being  struck  or  run  over  by  en- 
gine or  car  at  other  places 

Other  causes ' 

1 

86 

5 

1 

91 

Total,  other  than  train  ac- 
cidents  

« 

1,470 

104 

8 

171 

66 

1,745 

ISO 

5.2ir;      •>    1 

Qrand  total 

«> 

2,803  1 

10 

1(32 

30 

381 

96 

3,346 

297 

1 

6,443        >4 

1 
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(^ther  persons;  October ^  November,  and  December ,  1910. 


1  train- 
»(rf). 


£ 

9 


168 
50 


41 
282 


3 
415 

1,157 


128 
535 
775 


82 


4 
25 


Z.\22 
3.414 


Switch 
tenders, 
crossing 
tenders, 
and 

watch- 
men {(). 


5 


2 


11 

5 
5 


24 


Track- 
men and 

bridge- 
men  (/). 


I 


38 


1 

12 
13 

2 

17 

8 

3 
20 


119 


122 


7 
2 


9 


6 
6 


54 


79 
3 


148 


157 


59 
20 


82 


18 


3 
23 
49 

35 

70 


83 
25 


311 


393 


Other 
employ- 
ees (^) 


a 

s 


4 

2 


5 


6 


2 

4 

10 

.1 
71 


29 
5 


137 


143 


1 


97 
17 


128 


5 
102 
115 

121 

136 


3 

42 
66 


736 


Total 
employ- 
ees on 
duty  (c, 
cc,d,e,f, 
and  g). 


a 


115 
56 


26 


126     199 


14       60 


39 


23 

108 
50 

1 

200 

10 

128 
14 


642 


862     841 


1,098 
422 


205 


292 


2.012 


27 


877 


5,356 


429 
1,669 
2,257 

175 

400 


15 

157 
262 


11.624 


13,636 


Em- 
ployees 
not  on 
duty  (fc). 


■i 

a 


1 
1 

8 

1 

32 

3 

41 
5 


92 


27 
15 


42 


Other  per- 
sons not 
trespass- 
ing (0- 


I 


3  . 
13 

68 

21 

19 


15 
62 


204 


4 
6 


38 


233 

18 
12 


16 

14 


14 


Trespass- 
ers (j). 


a 


7 
7 


44 


14 


15 

45 

112 
122 

663 

53 
423 


I 


311     1.435 


4 

99 

111 

10 

266 

35 

746 
29 


i,aoo 


9 
17 


30 


11 
109 
319 

41 

248 

32 

346 

85 


1,190 


94     246  ,  314 


1,479     1,314     1,220 


Total 
persons. 


144 

75 


3 
26 


248 


1 
60 

39 


28 

283 

199 

18 
558 

2S1 

933 
61 


2,411 


2,650 


t 


2,119 
1,066 


258 
296 


3.729 


34 

877 

5,358 


449 
1,902 
3,386 

1,156 

830 

713 

570 
923 


16,198 


19,927 
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train  to  the  block  section,  canceled  (on  liis  record)  the  right  of  the 
work  train  to  the  block,  without  communicating  with  the  work-train 
conductor,  and  then  he  authorized  the  station  at  the  other  end  of  the 
block  to  give  a  clear  signal  to  an  eastbound  train.  This  signalman 
had  been  in  the  service  three  months. 

Collision  No.  21,  which  occurred  at  midnight  on  a  cold  and  stormy 
night,  was  due  to  a  lack  of  caution  on  the  part  of  the  engineman  of  a 
passenger  train.  This  engmeman  was  killed.  A  helping  engine, 
attached  to  the  front  of  the  train,  had  just  been  detached  and  run 
forward  about  1,500  feet  to  be  backed  into  a  sidetrack,  so  as  to  allow 
the  passenger  train  to  proceed  on  its  way.  On  account  of  the  switch 
of  the  sidetrack  being  frozen,  the  helping  engine  was  run  forward  some 
distance  to  another  sidetrack,  and  just  as  it  was  backing  into  this 
track  it  was  struck  by  the  passenger  train.  The  engineman  of  the 
helping  engine  says  that  he  sounded  two  blasts  of  the  whistle  to  indi- 
cate to  the  engineman  of  the  passenger  train  what  was  being  done. 
It  is  supposed  that  the  engineman  of  the  passenger  train  misinter- 
preted this  whistle  signal,  assumed  that  it  meant  that  the  helping 
engine  was  clear  of  the  main  track,  and  did  not  notice  that  it  had  gone 
forward  to  the  second  switch.  It  appears  that  he  ran  his  engine  into 
the  helping  engine  without  seeing  it.  An  eastbound  train,  passing  at 
the  time,  was  damaged  by  the  engines  which  were  derailed  in  the  col- 
lision. 

GoUision  No,  23,  which  occurred  about  2  a.  m.,  was  between  east- 
bound  and  westboun4  passenger  trains,  and  was  due  principally  to 
the  error  of  a  telegrapher  in  giving  a  clear  block  signal  wrongfully. 
The  westbound  train  was  entering  the  sidetrack  at  a  point  about 
750  feet  east  of  the  station,  and  it  was  struck  in  the  side  by  the  east- 
bound,  which  had  been  started  from  the  station  in  consequence  of 
the  clear  block  signal  erroneously  given.  It  was  the  duty  of  the 
telegrapher  in  the  station  to  know  positively  from  his  own  observa- 
tion that  the  westbound  train  was  in  the  sidetrack,  clear  of  the 
main  line,  before  giving  the  clear  signal  to  the  eastbound  train.  The 
engineman  and  fireman  of  the  eastbound  knew  that  they  were  to 
meet  the  westbound  at  this  station,  and  are  also  held  blameworthy 
for  proceeding  without  knowing  that  the  main  track  was  clear.  The 
engineman  said  that  he  was  deceived  by  an  **all  right"  hand  signal 
given  by  some  person  standing  on  the  main  track  in  the  vicinity  of  the 
westbound  train.  The  superintendent  finds  that  no  such  hand  signal 
was  given,  but  thinks  it  possible  that  the  engineman  saw  a  signal 
which  was  given  by  a  brakeman  of  the  westbound  train  to  the  Engine- 
man  of  his  own  train. 

Collision  No.  25  was  due  to  failure  on  the  part  of  a  telegraph 
operator  to  deliver  an  order  to  an  eastbound  train.  This  order,  sent 
to  the  operator  at  M  and  requiring  the  eastbound  train  to  wait  at 
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ACCIDENTS  ON  ELECTRIC  RAILWAYS. 

Table  No.  1b. — CasiuiUies  to  persona,  October ,  November,  and  December,  1910. 


Ck>llisloiu , 

Derailments 

Aoddents  to  trains,  can,  or  engines,  ex- 
cept collisions,  derailments,  and  boUer 
ezploskins 

Bursting  ol  or  defects  In  locomotive  boil- 
ers or  Doller  attachments 


Total  train  accidents. 


Accidents  to  roadway  or  brldms  not  caus- 
ing derailment,  such  as  mres,  floods, 
landslides,  explodons,  etc 

Coupling  or  uncoupling  cars  (does  not  In- 
clude aoddentB  with  air  or  steam  hose). 

W  hile  doing  other  work  about  trains  (not 
in  ^ops  or  engine  houses)  or  while  at- 
tending switches 

Coming  in  contact,  while  rldlne  on  cars, 
with  overhead  bridges,  tunnds,  or  any 
signal  apparatus,  or  any  fixed  structure 
above  or  at  the  side  of  the  track 

Falling  from  cars  or  engines 

Oetting  on  or  oflf  cars  or  engines 

Other  accidents  on  or  around  trains  not 
here  named 

Being  struck  or  run  over  by  engines  or 
cars  at  stations  or  yards 

Being  struck  or  run  over  by  engines  or 
cars  at  highway-grade  crossings 

Being  struck  ox  run  over  by  engines  or 
cars  at  other  places 

Other  caisaes. 


Totalothiar than  tzain accidents i    8 

I  ' 


S 


o 


46 
21 


Fassen- 
geia. 


I 


34 


34 


345 
60 


407 


3 


1 
1 
3 


Total  accidents  exclusive  of  indus- 
trial accidents '- 

Industrial  accidents  to  employees  * 


Grand  total. 


42 


1 

19 
197 

32 

1 

1 


15 


266 


673 


673 


Em- 
plovi 
on  duty. 


1 


6 


6 


31 
13 


44 


2 
1 


0 


15 
4 


19 


25 


2 
14 
12 


Em- 
ployees 
not  on 
doty. 


Other 
persons 
not  tres- 
passing. 


63      1 


107 

106 


213 


2 

2    .. 


8 


8 


1 
16 

8 


25 


26 


1 


Trea- 
passers. 


-3 


4 

1 

5 

43 

59 
8 


116 


118 


26  I  118 


4 
21 


26 


26 


t'" 


26 


Total 
persons. 


2 
3 


8 

2 

7 
2 


19 


19 


19 


40 
1 


41 


4 

3 

3 

4 

21 

34 


60 


110 
4 


114 


I 


881 

74 


457 


2» 


4 

87 

218 


18 

46 

07 
20 


468 


926 

106 


1,031 


<  "Industrial "  accidents  are  those  occurring  to  employees  of  the  railroad  on  railroad  premises  in  whlcb 
movements  of  cars  or  engines  are  not  Involved. 

Table  No.  2x. — CoUiHons  and  derailments. 

OCTOBER,  NOVEMBSB,  AND  DECEMBER,  1910. 


Number. 

Loss. 

EUled. 

Injured. 

Collisions,  rear 

25 
10 

132.983 
11,320 

2 

38 

272 

Collis*on5,  hutting 

88 

CoUw^nnJi,  Vnin  seDBratlnff . . . 

Crollliflons.  miscellaneous 

11 

4,275 

21 

Total..  ••.. 

40 

48,578 

40 

381 

Derallinenta  due  to  defects  of  raadwav.  etc 

3 
1 
6 
2 

50 

17 

Derailments  due  to  defects  of  eauinment 

3 

Derailments  due  to  negligence  of  trainmen,  signalmen,  etc 

Derailm^ts  due  to  unforeseen  obstruction  of  track •  etc. 

104 

1 

6 
13 

Derailments  due  to  malicious  obstruction  of  track,  etc 

Derailmenti  duB  to  mlaoaUaneons  causes 

10 

946 

36 

Total 

21 

1,099 

1 

74 

Total  ocdlislons  and  derailments 

67 

49,677 

41 

455 

